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CHAPTER 1 
THE GROWTH OF OFFICE SPACE IN RADIAL FREEWAY CORRIDORS 
OF SEVEN AMERICAN CITIES 
Nature and Purposes of the Study 
This study analyzes the locational aspects of privately-owned office 
sites containing at least 25,000 square feet gross floor area located in 
ten Interstate radial corridors in seven metropolitan centers. The 
principal purposes of the study are: 
1. to test the hypothesis that radial freeway locations are more 
attractive to office developments than other locations; 
2. to estimate the impact of radial freeway office development on 
a community's public and private economic sectors; 
3. to determine the suitability of office developments for radial 
freeway locations. 
An office site for this study is one in which the prime functions 
of the units which occupy it are the creation, storage and dissemination 
of information regarding services performed, goods held or transferred and 
personnel employed. A site may comprise a single office building, an 
office park of several buildings or a complex of buildings built by the 
same developer within a limited time period. A service may be performed 
at the same location, e.g., physicians see patients and insurance agents 
sell policies, but rarely is the good for which the records are surrogates 
present at the office location. No steel ingots, for example, are found 
in the U.S. Steel headquarters building. The study includes office sites 
which are both renter-occupied and owner-occupied. It excludes all office 
sites that are wholly occupied by Federal, state and local government 
agencies whether these buildings are leased from the private sector or not. 
This is done because it is assumed that most government office location 
decision makers operate under a different set of constraints from those in 
the private sector. The study also excludes corporate headquarters located 
1 
at the site of production facilities. Buildings with less than 25,000 
square feet of gross floor area are excluded from the study. This 
allows the establishment of a manageable universe of sites, within each 
city's metropolitan area. It also permits the study to make maximum 
use of some existing public and private agency inventories which 
provide relevant data only on office sites in their cities that contain 
at least 25,000 square feet of gross floor area. 
An Interstate radial is defined as a Federally-funded Interstate 
highway anchored at or near the central business district (CBD) 
of that city. It extends outward from the CBD like a spoke of a 
wheel and, in most cases, intersects the Interstate circumferential 
highway. The corridor is defined as that area which lies within 
one mile on either side of the Interstate radial highway and extends 
from the CBD to a point one to four miles beyond the circumferential. 1 
The two-mile corridor width rests upon the assumption that a 
freeway even one mile from an office site will be an important factor 
attracting an office location decision-maker to that site, This 
was supported by interviews conducted with 40 office-location decision-
makers in Omaha in the summer of 1975 at :a site exactly one mile 
from the I-80 Interstate radial.2 Almost three-fourths (72.5 percent 
or 29) said proximity to the Interstate had some bearing on their 
decisions, with more than half of these saying it was very important 
or important in their decisions to locate where they did, Only 27,5 
percent (11) said it was not important, Therefore, a corridor smaller 
than one mile on either side of the radial would exclude many office 
sites which were developed because of their accessibility to the 
Interstate. Even if the attractiveness of the freeway extended beyond 
a mile, the use of any wider corridor would cause too much overlap 
of corridors along major routesa 
1Each of the cities finally chosen for study did in fact have a 
circumferential but the presence of a circumferential was not a criterion 
for the inclusion of a city in the study. 
2These included owners of businesses, office managers and company vice-
presidents who had control of the site location decision-making process. 
2 
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Establishing the Study Corridors 
Selection of the Study Cities. There were 134 central cities in the 
United States in 1970 containing 100,000 or more inhabitants and this group 
constituted the universe from which the study cities were selected. This 
population figure was used as the minimum because smaller cities rarely 
contained either very many office sites or radial Interstates. Seventy-
four of these cities were eliminated on the basis of five other criteria: 
excessive size, close proximity of several competing cit~s, nature of the 
radial pattern, user charges and an insufficient number of central city 
interchanges. Six of the 74 were rejected because they contained more than 
one million inhabitants. Their office space-·concentrations were so large 
and complex as to obscure the significance of radial Interstates in their 
development. New York is, of course, a prime example of this kind of urban 
center. Another six were imbedded in multi-city urban complexes making the 
impact of any given corridor on office space difficult to determine. 
Anaheim, California, and Jersey City, New Jersey exemplify these types of 
cities. Fifty-two other cities were rejected for the study because they had 
no CED-anchored radials. Two cities had such radials but these were toll 
roads and so were ruled out. Another eight cities met all the above criteria 
but did not have at least three interchanges within the central city. 
The 60 cities which met all five first level criteria were then sub-
jected to a second-level criterion. These are shown in Table 1-1. Each city 
was classified according to whether it had a 1960 to 1970 population gain or 
loss within its 1960 central city boundaries. These are found in the 1970 
Census of Population, Number of Inhabitants, United States Summary,Final Re-
port PC(l)-Al, Table 40. The research design required that at least five 
cities be chosen for study and logistical and time considerations made ten 
the maximum feasible number. Given this small number of cities it was tempt-
ing simply to select them on a 1:1 ratio and include as many gaining as losing 
cities. However, only 20 (34 percent) of the 60 had gained population be-
tween 1960 and 1970, while 40 (66 percent) had lost inhabitants. Consequent-
ly, it was decided to establish the proportion of gaining to losing cities 
between the 1:1 and 2:1 ratio to reflect as closely as possible this urban 
reality in the nation. 
Nearly all the gaining cities lay in the Sun Belt stretching from 
Norfolk, Virginia, on the east coast to San Jose, California, on the west 
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TABLE 1-1 
SIXTY CITIES PASSING THE FIVE FIRST-LEVEL CRITERIA 
Has large number of 
office .sites in 
Federally-funded 
Gaining/ Good Office Space freeway corridor 
Losing Inventory two miles wide. 
West Coast 
No~_/ 1 Seattle L 
2 Tacoma G No 
1 Portland L No 
4 San Francisco L No 
5 Sacramento L No 
6 San Jose G Yes Yes 
7 San Diego G No 
West 
8 Salt Lake City L No I 9 Denver L Yes Yes 
Southwest 
10 Phoenix G No l 11 Tucson G No 
12 Albuquerque G No 
13 El Paso G Yes No 
14 Oklahoma City G Yes No 
15 Dallas G Yes Yes 
16 Ft. Worth G Yes No 
17 San Antonio G Yes No 
18 Austin G No 
19 Corpus Christi G No 
Midwest 
20 Minneapolis L Yes Yes 
21 St. Paul L Yes Yes 
22 Des Moines L No 
23 Omaha L Yes Yes 
I 24 Topeka G No i 25 Wichita L No 
I 26 Kansas City L Yes No 
I 27 St. Louis L No I 28 Milwaukee L Yes No 
I 29 Grand Rapids L No I 
I 
30 Indianapolis L Yes No 
31 Cincinnati L No 
32 Columbus G No Yes 
33 Toledo L No 
34 Cleveland L No 
35 Akron L No 
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TABLE 1-1 
( continued) 
SIXTY CITIES PASSING THE FIVE FIRST-LEVEL CRITERIA 
Northeast 
36 Pittsburgh 
37 Buffalo 
38 Rochester 
39 Syracuse 
40 Albany 
41 Hartford 
42 Worcester 
43 Boston 
4L, Providence 
45 Baltimore 
Southeast 
46 Little Rock 
47 Memphis 
48 Nashville 
49 Chattanooga 
50 Norfolk 
51 Louisville 
52 Jackson 
53 New Orleans 
54 Mobile 
55 Birmingham 
56 Atlanta 
57 Jacksonville 
58 Tampa 
59 Ft. Lauderdale 
60 Miami 
Gaining/ 
Losing 
L 
L 
L 
L 
L 
L 
L 
L 
L 
L 
L 
L 
L 
L 
G 
L 
G 
G 
L 
L 
G 
L 
L 
G 
G 
Good Office Space 
Inventory 
No~_/ 
No 
Yes 
Yes 
No 
No 
No 
No 
No 
No 
Yes 
No 
No 
No 
Yes 
Yes 
No 
Yes 
No 
Yes 
Yes 
No 
Yes 
No 
No 
Has large number of 
office sites in 
Federally-funded 
freeway corridors 
two miles wide. 
No 
No 
No 
No 
Yes 
No 
No 
Yes 
No 
~/A published office space survey was necessary to determine whether a 
corridor contained a large number of office buildings. No signifies that no 
inventory containing all necessary data was available. 
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(Map 1-1). However, except for Atlanta, Georgia, and Jackson, Mississippi, 
all the central cities of the "Old South" portion of the Sun Belt had lost 
population. Only three "northern" cities, Columbus, Ohio; Topeka, Kansas; 
and Tacoma, Washington, gained population between 1960 and 1970. 
Two final criteria were applied to each city: 1) did its selection 
provide for a good regional distribution of study cities: and 2) was there 
a comprehensive and accurate office site inventory for the city? While no 
regional distribution of cities was mandated in the research design, 
selecting the study cities from diverse geographical areas allowed for the 
inclusion of those with differing ages and with differing regional 
functions and ties. 
For a few of the 60 cities reasonably accurate office site inventories 
were published by either public agencies or private organizations such as 
the Chamber of Commerce. But for most cities no such information was avail-
able. A good inventory contained the address, date of construction, rental 
range and square footage of each office site in the metropolitan area. Use 
of these inventories was essential in selecting the study cities. Without 
them it would have been impossible, except by means of expensive windshield 
surveys, to determine whether there were office sites in the Interstate 
radial corridors to be selected for study. 
The seven cities shown in Table 1-2 with a combined total of ten 
radials met every one of the criteria previously noted. Among the seven, 
four (57 percent) lost population in their 1960 areas between 1960 and 1970. 
These include Denver, Omaha, Minneapolis-St. Paul, and Louisville. Three 
(43 percent) gained population: San Jose, Dallas and Atlanta. Their dis-
tribution represents most of the large regions of the United States; San 
Jose represents the west coast; Denver, the west; Dallas, the southwest; 
Omaha and Minneapolis-St. Paul, the midwest; and Louisville and Atlanta, 
the southeast. Only the traditionally industrial and commercial northeast 
quarter, where most of the cities are old and well-built-up with little 
central city space for office site development, is not represented. Most 
new sites are concentrated in the CBD or financial core or are located well 
outside those cities in the suburbs of which Westchester County, New York, 
is a prime example. 
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TABLE 1-2 
SEVEN CITIES AND TEN RADIALS SELECTED FOR STUDY 
City Radial(s) No. 
San Jose, California I-280 W 
Denver, Colorado 1-25 S/Valley; I-70 E 
Dallas, Texas I-35 E/Sternmons; I-35 E/Thornton 
Omaha, Nebraska I-80 
Minneapolis/St. Paul, Minnesota 1-25 W/South; I-94/Midway 
Louisville, Kentucky I-64 E 
Atlanta, Georgia I-75 NW 
8 
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Operational Definitions 
Delimiting the Office Site Core. The research design requires a 
consideration of office sites in the downtown area of each study city and 
a comparison of this area with the study corridor. In none of the study 
cities does the cluster of downtown office sites extend more than 1.4 miles 
linearly. In most, it is less than one mile. Consequently it is possible 
to enclose the downtown cluster in every city with a circle whose radius 
is .7 miles, The area of the circle provides the spatial base for standard-
izing office site variables in the core. The CBD as defined in the Census 
of Retail Trade might be used as the base for some cities but in others it 
is not spatially coincident with the cluster of downtown office sites. 
Except where data sources stipulate otherwise, the term core rather than 
CBD will be used to designate study cities' downtown areas. 
Development of Concentric Zones, The study involves an analysis of 
the expansion of both office sites and office units (coded by the Standard 
Industrial Classification System) from the core outward and calls for a 
measure of the distance from the core. A series of concentric zones 
ringing each city's core and expanding outward forms the spatial basis for 
measuring these developments. These concentric zones correspond rather 
closely to the patterns of residential and commercial expansion during the 
past decade. Beyond the core zone lies the mid-city zone extending to the 
political limits of the central city. Beyond this lies either the inner 
suburban zone or the circumferential zone, The inner suburban zone may be 
absent if the circumferential highway lies near enough to the boundary of 
the central city, Beyond the circumferential lies the outer suburban zone, 
Both the inner and outer suburban zones may be studded in places by 
satellites which represent distinct political units. 
Development of Comparative Office Site Corridors. The research design 
calls for determining the effect of the study corridor on decisions to 
locate office sites there, and to do this without the use of survey instru-
ments. One way to determine the attractiveness of the study corridors is 
to compare the number, characteristics and historical development of office 
sites in them with these same office site variables in other corridors. 
Accordingly, a series of comparative corridors is set up in each metro-
politan area. These corridors, like the study corridor, extend one mile 
on either side of a key highway. For each metropolitan area a corridor is 
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developed on the Interstate circumferential highway and as many corriidors 
as reasonably possible are demarcated along radials, anchored at core and 
extending outward beyond the Interstate circumferential. If judiciously 
distributed, several comparative radial corridors and the study corridor 
incorporate a large part of any given central city. Only those elements 
of the circumferential corridor not contained in an intersecting radial 
corridor, that is, more than one mile from one of the radial highways, are 
included in the circumferential corridor in this section of the study. 
Because the radials diverge from the core they leave large segments of the 
Interstate circumferential corridor outside of a radial corridor. Given 
this system of dividing a study city it is possible to standardize the 
numbers and characteristics of office sites on a spatial base for compara-
tive purposes. 
Measurement of Influences and Impacts of Office Development 
The TRAX Model: A Measure of Office Worker Accessibility to Places in 
a Metropolitan Area.3 One of the most attractive characteristics of an 
office site along a corridor is its accessibility to residences of office 
workers including office location decision makers. The TRAX model developed 
for this study is based on the "potential interaction" model which geogra-
4 phers have adapted from the simple gravity model. The general mathematical 
expression for the latter model is: 
Iij (Pi) (Pj) D 
in which Iij is the volume of interaction between places i and j, Pi and 
Pj are the population sizes of places i and j, and Dis the distance between 
places i and j. 
The potential interaction model is in essence a multi-place, multi-
directional version of the simple gravity model. The general mathematical 
expression for this model is: 
Ii Pj +Pk+ Pn Dij Dik Din 
3A detailed explanation and sample application of .TRAX are presented 
in Appendix A. 
4Maurice H. Yeates and Barry J. Garner. The North American City. New 
York: Harper and Row, 1971. pp. 113-116. 
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in which the total potential interaction value at place i is equal to the 
sum of 1) the population at place j divided by the distance between place 
i and place j, and 
between place i and 
2) the population of place k divided by the distance 
5 place k. Thus, place j's participation in the total 
potential interaction at place is is directly proportional to its population 
and inversely proportional to its distance from place i. The same calcula-
tions are made for place k. When the results are summed to obtain the 
potential interaction at a given place this score has meaning only in 
relation to other scores similarly obtained. 
In the TRAX model, population (P) refers to office workers. They were 
counted by census tract in the U.S. Census. In an attempt to limit the 
population to those occupations most likely to be found in office buildings 
only persons enumerated in professional, managerial, clerical and non-retail 
sales occupations were included in the study. To reduce the number of P 
places, census tracts in each metropolitan area were grouped into cells. 
Tracts which were contiguous and had similar internal street patterns were 
grouped together. The office worker population (P) is assigned to a point 
at the geographic center (X) of each cell. 
Distance (D) in the TRAX model was measured from X to points marking 
the heart of the Central Business District and the major route intersections 
(Y) in the metropolitan area. A distance value was obtained by counting 
Konigs or intersections passed on the shortest route between and X and a Y. 
A Konig is an intersection (including a cross street, a "T" intersection, 
an on or off ramp to a limited access route) which produces interference 
with the flow of traffic. Each such intersection identifiable on a map 
constitutes one Konig. Konig counts in four metropolitan areas were found 
to correlate closely with time in transit whatever the route used. 6 The 
relationship on city street routes was .94, significant at the .0001 level. 
Using simple planimetric distance the correlation with time was .92. On 
limited access routes, which included parts of the city street net at both 
5 Note that the population of place i and the difficult-to-calculate 
distance between i and i, used in the standard potential model, are not 
used in the TRAX model. 
6Gary K. Higgs, Armin K. Ludwig, David W. Hinton and Thomas C. Moss. 
"Konig Numbers as a Measure of Intra-Urban Accessibility," in Proceedings 
of the Association of American Geographers, Vol. 8, 1976, pp. 89-91. 
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beginning and end, the relationship was .85, significant at the .0001 level. 
Using simple planimetric distance the correlation with time was only .65. 
For a given Y point, or potential office worker destination, the office 
worker population in each census cell is divided by the number of Konigs 
counted between the center of this cell (X) and the Y point. The sum of 
these scores yields the TRAX value, or office worker accessibility, for 
that Y point. The higher the TRAX value at a Y point the greater the office 
worker accessibility to that point. 
Establishing Noise Pollution Levels. Noise pollution levels emanating 
from vehicles, like those for air pollution, are difficult to obtain at all 
points required for this study along ten radials in seven cities. As a 
consequence, this study utilizes the Highway Research Board model which 
permits the establishment of noise levels from several exogenous variables. 7 
The variables include highway type, number of lanes, peak hour traffic 
volume, average vehicle speed, percent of truck traffic, number of traffic 
interruptions, highway gradient, elevation or depression of the high and 
the presence or absence of noise shielding. 
Noise levels developed by the model are in terms of dBA or sound 
pressure level in decibels corresponding to the "A-scale" on a standard sound 
level meter. The dBA, or decibel level, can only be exceeded ten percent 
of the time. If it is exceeded more often a new, higher level is then 
recorded. According to the Highway Research Board if highway noise levels 
outside office buildings fall below 71 dBA there is no impact on the 
occupants. This follows because standard office building design damps 
outside levels by 25 decibels. Thus a 71 dBA outside level is recorded 
inside at 46 decibels. This is less than the Board's recommendation of 
56 decibels for a stenographic office and equal to the recommended level 
of 46 decibels for a private office. If the outside level is between 71 
and 76 dBA there is some impact inside. If the outside level exceeds 76 
decibels the Board assumes a great impact on the office building occupants 
because the inside level rises to more than 51 decibels. This level is 
higher than that recommended for a private office but slightly below the 
maximum recommended for a stenographic office. 
7For references and details of how the model is operated for each city 
see Appendix B. 
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Establishing Air Pollution Levels. Sophisticated measurements of air 
pollution due to vehicle emissions are rarely taken when and where a 
particular study may require them. In an attempt to develop uniform air 
pollution values along ten Interstate radials in seven different cities 
this study employs a model developed by the California Department of Public 
8 Works. The model utilizes a number of variables to determine the carbon 
monoxide concentration at points where these variables can be measured. 
The variables include traffic volume, heavy duty vehicle mix, average route 
speed, probability of atmospheric surface stability, elevation or depression 
of the highway itself and distance and angular relationship to the highway 
of the point at which the carbon monoxide concentration is to be determined. 
It is acceptable practice to evaluate only carbon monoxide concentra-
tions to establish air pollution levels. Carbon monoxide comprises the 
bulk of automobile air pollutants unless local stationary sources or 
unusual traffic conditions generate high ambient concentrations of oxides 
of nitrogen or other atmospheric emissions. According to Federal standards 
the maximum allowable carbon monoxide concentration in any single hour is 
35 parts per million. 
Determining Gross Square Feet Per Office Employee. This study uses a 
gross floor area of 200 square feet of office space per office worker. 
Since no two national, city or building averages agree this appears to be 
a reasonable compromise. The national average developed by Building Owners 
and Managers Association in a survey of 598 office buildings in large metro-
politan areas was 167.0 gross square footage per worker. The Community 
Builders Handbook quoted by the Metropolitan Council of the Twin Cities 
Area, states that 250 square feet per worker is a typical average, ranging 
from 165 for heavy clerical operations to 330 for predominantly executive 
9 space. It assumes that net space is approximately 75 percent of gross 
space. Net space per employee does, however, vary widely. 
For Minneapolis and St. Paul, the Metropolitan Council of the Twin 
Cities Area calculates a net floor space per employee of 215 for 26 large 
8 For references and details of how the model is operated for each city 
see Appendix C. 
9office Space: An Inventory and Forecast for the Twin Cities Metro-
politan Area. Prepared by the Metropolitan Council of the Twin Cities Area, 
June, 1973. 
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employers. This amounts to 286.6 square feet of gross floor area (215 + 
33.3 percent of 215). They also report 174 square feet of net space or 
231.9 gross floor area (174 + 33.3 percent of 174) per employee for 21 
large employers (not including high public contact government agencies) in 
the Twin Cities. Larry Smith and Company calculates a gross floor area of 
192 square feet per employee in metropolitan Indianapolis. lO A spokesman 
for one owner-occupied building of a national corporation in Omaha's CBD 
says it housed 1,350 employees in its 193,932 square feet of gross floor 
area. Despite the presence of space-consuming executive suites and confer-
ence rooms this amounted to only 143.6 square feet of gross floor area per 
employee. 
Although government-occupied office buildings are excluded from this 
study it is worth noting that the square footage of office space allowed 
U.S. government employees by the General Services Administration (GSA) 
pertains only to the immediate room in which a desk is located. For this 
reason GSA office space allowances per employee are much smaller than those 
measured in the private sector which include the renter's portion of non-
office parts of the building. 
Corridor Office Worker Support of Retail Trade. 11 Gladstone Associates 
reports that office workers spend eight percent of their annual income on 
retail items downtown during office hours. This figure, according to 
Gladstone, represents their best estimate developed from years of experience 
in analyzing CBD markets. They further report that 75 percent of this 
proportion is spent on convenience goods (e.g., food, toiletries and tobacco) 
and 25 percent on GAF (general merchandise, apparel and furniture). Because 
of the more limited availability of reta~l stores in outlying areas and the 
time consumed in traveling to scattered locations, office workers in the 
study corridors probably spend somewhat less on convenience goods and 
considerably less on GAF. Workers themselves perceive that they will shop 
less outside the core. One of the most common complaints of office workers 
10
commercial Land Use Analysis, Part II: Office Space. Prepared by 
Larry Smith and Company for the Department of Metropolitan Development, 
Division of Planning and Zoning, Marion County, Indiana, February, 1970. 
11 Market Analyses and Development 
Riverfront Study Area, Omaha, Nebraska. 
ment Committee by Gladstone Associates, 
14 
Potentials, Central Business District, 
Prepared for the Riverfront Develop-
Washington, D.C.: October, 1973. 
I 
l 
whose jobs have been moved to the suburbs is that they will be unable to 
shop on their lunch hours. Taking these factors into account this study 
uses the figure of six percent to apply to office workers' working-hour 
expenditures in the study corridor. The study will retain the 75:25 
ratio of convenience to GAF purchases. It will also employ Gladstone's 
estimate that convenience goods retail outlets require sales of approxi-
mately $100 per square foot while GAF stores require a productivity level 
of about $80 per square foot, 
Study Design 
Chapters are developed around the study corridor or corridors in each 
of the seven study cities. The first section establishes concentric zones 
and radial corridors to reveal the general office development patterns and 
the extent of suburbanization in each metropolitan area as a whole. The 
second major section of each chapter .investigates potential explanations 
for these office development patterns in the study corridor(s). The third 
section measures the impact of office development in the study corridors 
on the economies and public services of the communities intersected by the 
study corridors. The fourth section assesses office sites in the corridors, 
and the final section summarizes the suitability of the office development 
patterns observed, 
15 
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CHAPTER 2 
THE GROWTH OF OFFICE SPACE IN THE LOUISVILLE, KENTUCKY 
INTERSTATE 64-EAST RADIAL FREEWAY CORRIDOR 
Introduction 
Louisville, Kentucky, is one of the central cities in this study that 
experienced a net population loss between 1960 and 1970, The central city 
in 1970 contained 390,639 residents but by 1970 population in the same 1960 
central city area had declined to 348,752, This represented a net loss of 
41,887 persons or 11 percent. On the other hand, Jefferson County's 1960 
population of 610,947 had by 1970 increased to 695,055, a rise of 14 
percent, indicating that Louisville's population was suburbanizing rapidly 
during the decade. The Bureau of the Census in its Current Population 
Reports, Series P-26, estimates that Jefferson County's population grew by 
less than one percent between 1970 and 1975. 
Louisville ranks low among other metropolitan areas in white collar 
employment. Only 46 percent of the Louisville Standard Metropolitan 
Statistical Area's labor force was categorized as white collar workers 
by the 1970 Census of Population. The Louisville SMSA ranked well below 
the mean (51 percent) and near the first negative standard deviation 
(46 percent) among all SMSA's with central cities between 100,000 and 
1,000,000 inhabitants, Only 27 of these SMSA's had smaller percentages 
of white collar workers in their labor forces, 
Metropolitan Louisville office site12 distribution is a product of 
more than a decade of suburban development. Most of this development 
occurred in the Jefferson County portion of the Louisville SMSA, which 
will be termed metropolitan Louisville throughout this chapter. In 1976 
this area contained 72 privately-owned office sites of at least 25,000 
12An office site is a single office building, an office park of 
several buildings or a complex of buildings built by the same developer 
within a limited period of time. 
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square feet of gross floor area, either in place or under construction, 
excluding tobacco and distillery headquarters which are located at 
production sites and thus beyond the office definition stipulated in 
Chapter 1. 
This study of office space in the I-64 E Corridor (a) identifies 
the pattern and growth of this space in five concentric zones in the 
metropolitan area, (b) compares the study Corridor with four other radial 
corridors, a non-corridor area and the core of the city on the basis of 
the pattern and growth of office space characteristics, (c) examines eight 
factors attracting office space to the I-64 E Corridor, (d) analyzes the 
impact of office space development in the study Corridor on six aspects 
of the economy and public services of communities through which the study 
Corridor passes, and (e) provides an assessment of an office site in 
the I-64 E Corridor. 
Office Development in Metropolitan Louisville's Concentric Zones 
Structure of Concentric Zones. Five concentric zones in the 
Louisville metropolitan area are delineated on the basis of distance from 
the city center and the pattern of the metropolitan Interstate circumfer-
ential. The Interstate circumferential 1-264, named the Henry Watterson 
Expressway, virtually encircles the central city of Louisville at from 
two to six and one-half miles from the city center and provides a basis 
for defining concentric office space zones (Map 2-1). The first, or Core 
Zone, is defined by a circle with a .7 mile radius centered on the inter-
section of Chestnut and 2nd Streets. It encloses the entire cluster of 
office buildings in Louisville's "Center City," as defined by the 
Louisville Center City Commission, as well as those buildings located 
on the margin of this area east of Interstate 65. The second, or Mid-City 
Zone, surrounds the Core on three sides and extends from its outer edge 
to the inner edge of the Circumferential Zone. 
The Circumferential Zone is a belt extending one mile on either side 
of Louisville's Interstate circumferential (I-264). It runs in a great 
semicircular arc from I-71 E around to I-64 W. Because the I-264 arc is 
not centered directly on the Core neither the Mid-City Zone nor the 
Circumferential Zone are concentric. In fact, the Circumferential 
Zone lies only one mile to the west of the Core but is five and one-half 
18 
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miles to the east of it. The Mid-City Zone is accordingly distorted. The 
Outer Suburban Zone extends four miles beyond the outer edge of the Circum-
ferential Zone. All office buildings within this Zone are considered 
Suburban unless they are clearly within the political jurisdiction of an 
incorporated Satellite community such as Jeffersontown. 
Office Site Location by Concentric Zones, 1976. In 1976, metro-
politan Louisville's office sites were unequally distributed through the 
concentric zones (Map 2-1 and Table 2-1). Forty (56 percent) were concen-
trated in the Core, that is, within the .7 mile circle. Only one site 
(1 percent) was located in the Mid-City Zone which is comprised principally 
of residential neighborhoods. Twenty-one sites (29 percent of the metro-
politan total) were ranged in the semicircular Circumferential Zone. Ten 
(14 percent) lay beyond this belt; three of the latter were clustered in 
the Satellite community of Jeffersontown. 
Historical Growth of Office Sites by.Concentric Zones. The past 
' 
seven years have seen a rapid expansion and outward shift of office sites 
in metropolitan Louisville (Table 2-1). 13 Prior to 1970, however, 33 office 
sites were developed in metropolitan Louisville. 14 Twenty-six of these 
(79 percent) were located in the Core and only one (3 percent) was found in 
the Mid-City Zone (Map 2-2). Another six (18 percent) were located on the 
city's fringes and five of these were in the Circumferential Zone. Four 
sites in this Zone were developed between 1966 and 1969, following comple-
tion of long segments of the Watterson. To the south, along Bardstown 
Road, a site with 34,000 gross square feet was developed in 1966. 
By 1976 39 additional sites had been developed more than doubling 
Louisville's 1970 figure (Map 2-3). Fourteen of these (36 percent) were 
constructed in the Core; none was added to the Mid-City Zone. Sixteen 
(41 percent) were developed or are under construction in the Circumfer-
ential Zone. Most of these were concentrated in the southeast and east 
sectors of the Zone. Construction here peaked in 1972 and then tapered 
13 When two or more buildings in an office site have different dates 
of completion that of the earliest building is used as the initiation 
date of the site. 
14 Pre-1970 totals include only buildings constructed before 1970 that 
were in place in 1976. 
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TABLE 2-1 
HISTORICAL GROWTH OF OFFICE SITES AND GROSS OFFICE SQUARE FOOTAGE 
IN METROPOLITAN LOUISVILLE CONCENTRIC ZONE&!!/ 
Pre-1970 Site,.E./ 1970-1976 Sites 1976 Total Sites 
Gross Gross Gross 
Square Square Square 
Zones Number Percent Footage Percent Number Percent Footage Percent Number Percent Footage Percent 
(ODO) (000) (000) 
Core 26 78.8 2,332 80.7 14 35.9 2,409 54. 9 40 55.6 4, 741 65. 1 
Mid-City 1 3.0 100 3.5 0 0.0 0 0.0 1 1.4 100 1.4 
Circumferential 5 15. 2 423 14.6 16 41.0 984 22.4 21 29.2 1,407 19. 3 
Outer Suburban 1 3.0 34 1. 2 6 15. 4 574 13. 0 7 9.7 608 8.3 
Satellite 0 0.0 0 o.o 3 7.7 426 9.7 3 4. 1 426 5.9 
Total 33 100.0 2, 889 100.0 38 100.0 4, 393 100.0 72 100.0 7,282 100.0 
a/Sites with buildings in place or under construction in 1976. 
E_/Sites with buildings in place in 1976 that were constructed prior to 1970. 
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off (Table 2-2), In 1972, sites were developed in the Outer Suburban 
Zone near I-64, followed two years later by construction in the Satellite 
of Jeffersontown ten miles east of the Core. These nine sites accounted 
for 23 percent of the 1970-1976 developments. 
In the pre-1970 period the pattern of gross office square footage 
constructed was similar to the pattern in terms of the number of office 
sites developed (Table 2-1). In the 1970-1976 period, however, the two 
patterns diverged. Well over half (55 percent) of the total square footage 
developed in this period was located in the Core even though only 36 
percent of the sites developed were in the Core. Conversely, fully 41 
percent of the sites developed in this period were in the Circumferential 
Zone although they accounted for only 22 percent of the gross square 
footage developed between 1970 and 1976. These differentials are accounted 
for by the fact that Core sites terid to·be large and Circumferential Zone 
sites small. 
Characteristics of Office Sites by Concentric Zones, 1976. Prior to 
1970, the Louisville Core had a near monopoly on office locations; since 
1970 suburbanization has weakened this near monopoly but the Core is still 
strong on nearly every characteristic. More than half the metropolitan 
area sites and nearly two-thirds of the gross floor area is still located 
in the Core (Table 2-3). Nevertheless the recent trend has been outward 
so that by 1976 the Circumferential, Outer Suburban and Satellite Zones 
contained 43 percent of the sites and slightly more than one-third of the 
metropolitan area's gross floor area. The Core appears even stronger in 
comparison with the three outer zones in terms of rentals collected, 
rentals per square foot and total market value. On the other hand, the 
newness of the Satellite Zone sites raises their average rental per square 
foot to near that of the Core and pushes their full market value per square 
foot above that in the Core. 
Comparison of Office Site Development in I-64 E Corridor with Other 
Corridors 
Structure of Corridors. Louisville's office space corridors extend 
one mile on each side of five major traffic arteries (Map 2-4). The focus 
of this chapter is the Interstate 64 E Corridor, extending from the Core 
ten miles eastward to include the community of Jeffersontown. It has an 
area of 21 square miles. 
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TABLE 2-2 
YEAR BY YEAR GROWTH OF OFFICE SITES 
IN METROPOLITAN LOUISVILLE CONCENTRIC ZONES, 1970-197&!':-/ 
Zones 1970 1971 1972 1973 1974 1975 1976 Total 
Core 1 3 4 3 1 1 1 14 
Mid-City 0 0 0 0 0 0 0 0 
Circumferential 2 4 5 2 1 1 1 16 
Outer Suburban 0 0 2 1 0 0 3 6 
Satellite 0 0 0 0 1 2 0 3 
Total 3 7 11 6 3 4 5 39 
!!:_I Sites with buildings in place or under construction in 1976. 
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TABLE 2-3 
OFFICE SITE CHARACTERISTICS . 
IN METROPOLITAN LOUISVILLE CONCENTRIC ZONES, 197~/ 
Gross Rents b Average 
cl Average Sites Square Footage Colle ct ed=-/ Rent Per b/ Market Value- Market Value c/ 
Zones Number Percent Amount Percent Amount Percent Square Foot- Amount Percent Per Square Foot-
(000) ($000) (Dollars) ($000) (Dollars) 
Core 40 55. 6 4, 741 65. 1 27,736 69 .6 6. 38 125,364 65.4 27 .28 
Mid-City 1 1.4 100 1.4 500 1.3 5.00 1,643 0.8 16.43 
Circumferential 21 29.2 1,407 19. 3 7, 361 18.5 5.83 32,210 16. 8 23.50 
Outer Suburban 7 9.7 608 8.3 3,444 8.6 5.66 18,310 9.6 30.10 
Satellite 3 4.1 426 5.9 797 2.0 6. 30 14,137 7.4 33.15 
Total 72 100.0 7,282 100.0 39, 838 100. 0 191,664 100 .o 
~/Sites with buildings in place or under construction in 1976. Each zone's characteristics are expressed 
as a percent of the Louisville metropolitan area total. 
E_/ Calculated for 38 Core, 20 Circumferential and 2 Satellite sites. Two sites in the Core, one in the 
Circumferential and one in the Satellite are wholly owner-occupied. 
,£/Excludes two Core sites and one site in the Circumferential that are tax exempt. Market value equals 
assessed value. 
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Four other corridors were defined as a basis for comparing their 
office development with that of the I-64 E Corridor. Except for the 
Watterson Circumferential (I-264), all routes selected radiate outward 
from the Core to points four miles beyond the Watterson. To eliminate 
double counting of sites where the radials cross the Watterson, only those 
segments of the circumferential outside the radial corridors were included 
in the Watterson Corridor. So defined, it contains 13. square miles. The 
Bardstown Corridor to the southeast, keyed on Bardstowo Road, includes 
15 square miles. The Interstate 65 Corridor to the south (including a 
portion of the toll Kentucky Turnpike) contains 14 square miles. To the 
southwest, the Shively Corridor, keyed on U.S. 60 and 31 W (the Dixie 
Highway), incorporates 19 square miles. The Core, as previously defined, 
contains 1.5 square miles. 
Office Site Location and Change by Corridors. The last section of 
I-64 E in Louisville was opened to traffic in August, 1970. This provided 
the city with a high capacity link to the State Capital at Frankfort and 
the University at Lexington, the two urban nodes with which Louisville had 
the strongest potential interaction. After 1970 this Corridor became the 
focus of suburban office site development. Before 1970 there were only 
' two sites developed in what was to become the I-64 E Corridor (Map 2-5). 
At present the I-64 E Corridor contains 13 developed sites or 18 percent 
of the metropolitan total (Table 2-4). The additional 11 sites developed 
or under construction between 1970 and 1976 represented 28 percent of all 
office sites developed in this period in metropolitan Louisville (Map 2-6 
and Table 2-5). Only the Core had more sites developed in this period 
(14, or 36 percent) and some of this resulted from urban renewal stimuli 
which cannot be expected to continue at the same level in the future. No 
other corridor developed more than four additional sites in the 1970-1976 
period and at present none contains more than six completed sites. 
Before 1970 the pattern of gross office square footage constructed 
was similar to the pattern in terms of number of office sites developed, 
(Table 2-4). In the 1970-1976 period, however, the two patterns diverged. 
Because buildings in the Core tended to be large this area had only 36 
percent of the sites compared to more than 54 percent of the square 
footage developed in the metropolitan area. On the other hand buildings 
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TABLE 2-4 
HISTORICAL GROWTH OF OFFICE SITES AND GROSS OFFICE/SQUARE FOOTAGE 
IN METROPOLITAN LOUISVILLE CORRIDORS~ 
Pre-1970 SiteaE.1 1970-1976 Sites 1976 Total Sites 
Gross Gross Gross 
Square Square Square 
Corridors Number Percent Footage Percent Number Percent Footage Percent Number Percent Footage Percent 
(000) (000) (000) 
Core 26 78.8 2,332 80.7 14 35. 9 2,409 54.9 40 55.6 4, 741 65. 1 
A (I-64 E) 2 6. 1 155 5.4 11 28.2 974 22.2 13 18.0 1,129 15. 5 
B (Bardstown) 1 3.0 34 1.2 4 10.2 156 3.5 5 6.9 190 2.6 
C (I-65 S) 1 3.0 100 3.5 1 2.6 155 3.5 2 2.8 255 3.5 
D (Shively) 0 o.o 0 0.0 3 7.7 107 2.4 3 4.2 107 1.5 
E (I-264) 3 9. 1 268 9.2 3 7. 7 308 7.0 6 8.3 577 7.9 
Non-Corridor 0 0.0 0 0.0 3 7.7 284 6.5 3 4.2 238 3.9 
--
Total 33 100.0 2,889 100.0 39 100.0 4,393 100.0 72 100.0 7,282 100.0 
~/ Sites with buildings in place and under construction. For comparative purposes. data for the Core and 
·Non-Corridor areas are presented. 
E_/Buildings in place in 1976 constructed before 1970. 
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TABLE 2-5 I 
YEAR BY YEAR GROWTH OF OFFICE SITES 
IN METROPOLITAN LOUISVILLE CORRIDORS, 1970-1976-~/ 
I 
I 
Corridors 1970 1971 1972 1973 1974 1975 1976 Total 
Core 1 3 4 3 1 1 1 14 
A (I-64 E) 2 0 2 1 2 2 2 11 
B (Bardstown) 1 1 1 0 0 0 1 4 
c (I-65 S) 0 0 0 1 0 0 0 1 
D (Shively) 0 1 1 0 0 0 1 3 I 
E (I-264) 0 2 1 0 0 0 0 3 
Non-Corridor 0 0 2 0 0 0 1 3 I Total 4 7 11 5 3 3 6 39 
a/ 
- For comparative purposes, data for the Core and Non-Corridor areas 
are presented. 
I 
I 
I 
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in the corridors tended to be smaller, resulting in the corridors' having 
smaller percentages of metropolitan area square footage than of metro-
politan area total sites. 
Characteristics of Office Sites by Corridors, 1976. Corridor I-64 E 
is strong in six measures of office site characteristics. It has 16 
percent of the gross floor area of office space in the metropolitan area 
(Table 2-6). The I-64 E Corridor collects almost 12 percent of all 
rentals in metropolitan Louisville, second only to the Core's nearly 70 
percent. This smaller total of rents collected relative to number of 
sites and gross floor area is attributable to the presence of a 300,000 
gross floor area owner-occupied office building in the Corridor. This 
results in the I-64 E Corridor, like most of the others, contributing 
less total rent in proportion to the number of sites than does the Core. 
The I-64 E Corridor's proportion of metropolitan Louisville's total office 
site assessments rises in comparison with the Core. The $31 million is 
16 percent of the metropolitan office site total. The Core assessment 
amounts to about 65 percent of the total, a decline in its proportion 
compared to other characteristics. The newness of the Corridor sites 
contributes to this condition. The I-64 E Corridor ranks third among the 
seven corridors in assessments per square foot and is somewhat above that 
in the Core. The $6.16 average rental rate per gross square foot of floor 
area in the I-64 E Corridor is much higher than in any of the others and 
is second only to the Core's $6.38 per gross square foot of floor area. 
The I-64 E Corridor remains strong on the various density measures 
of office site characteristics (Table 2-7), even though it is the longest 
and largest of the corridors, containing 21 square miles. On site density 
per square mile, gross floor area density, rental density and assessed 
value density it stands well above all the other corridors. The small 
area (1.5 square miles) of the Core and the concentration of office space 
there make Core comparisons with corridors insignificant in this section. 
These density measures, however, will permit comparisons not only of cores 
but also of corridors among the several study cities. 
Standard Industrial Classification of Office Units by Corridors, 1976. 
An analysis of 1,656 office units listed in the 1976 Polk Directory for 53 
of the 72 sites in metropolitan Louisville indicates that the I-64 E 
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Corridors 
Core 
A (I-64 E) 
B (Bardstown) 
C (I-65 S) 
D (Shively) 
E (I-264, 
Watterson) 
Non-Corridor 
Total 
TABLE 2-6 
OFFICE SITE CHARACTERISTICS IN METROPOLITAN LOUISVILLE CORRIDORS, 197~/ 
Sites 
Number Percent 
40 
13 
5 
2 
3 
6 
3 
72 
55.6 
18.0 
6.9 
2.8 
4.2 
8.3 
4.2 
100. 0 
Gross 
Square Footage 
Amount Percent 
(000) 
4,741 
1,129 
190 
255 
107 
577 
283 
7, 282 
65.1 
15.5 
2.6 
3.5 
1. 5 
7.9 
3.9 
100.0 
Rents b 
Collected"'-/ 
Amount Percent 
($000) 
27,736 
4, 617 
940 
1,391 
654 
2,766 
1,734 
69.6 
ll. 6 
2.4 
3.5 
1. 6 
6.9 
4.4 
39, 839 100. 0 
Average 
Rent Per b/ 
Square Foot-
(Dollars) 
6.38 
6. 16 
4.95 
5.46 
6.08 
5.40 
6.12 
c/ Market Value--
Amount Percent 
($000) 
125,364 
31, 351 
4,098 
6,810 
3,174 
11,522 
9,345 
65.4 
16 .4 
2.1 
3.5 
1. 7 
6.0 
4.9 
191,664 100.0 
Average 
Market Value c/ 
Per Square Foot-
(Dollars) 
27.28 
27.77 
26.61 
26.70 
29.53 
19.98 
32.96 
~/Sites with buildings in place or under construction in 1976. Each corridor's characteristics are 
expressed as a percent of the Louisville metropolitan area total. For comparative purposes,data for the 
Core and Noil:....Corr'ido:t areas are preSented. 
'!:!__/ Calculated on 38 Core, 12 "A" Corridor and 5 "E" Corridor sites. Two sites in· the Core, one in the 
"A" Corridor and. one in the "E" Corridol:' are ·wholly owner-occupied. 
_£/Excludes two Core sites and one site in the "B'.' Corridor that are tax exempt. Market value equals 
assessed value. 
-
"' <.n
TABLE 2-7 
DENSITY CHARACTERISTICS OF OFFICE SITES IN METROPOLITAN LOUISVILLE CORRIDORS, 1971}!:./ 
Office Site Gross Square 
Rental DensityE.f Market ValueY Density Feet Per 
Square Miles Number Per Square Mile ($000 Per Density ($000 
Corridors in Corridor Square Mile (000) Square Mile) Per Square Mile) 
Core 1. 5 26.66 3,160 18,490 8:1,576 
A (I-64 E) 20. 8 0.63 54 222 1,507 
B (Bardstown) 15. 4 0.32 12 61 266 
C (I-65 S) 13,8 0.14 18 101 493 
D (Shively) 18.6 o. 16 5 35 171 
E (I-264, Watterson) 13.0 0.46 44 213 886 
Non-Corridor 
Total 83.1 
~/Sites with buildings in place or under construction in 1976. Each corridor's characteristics are 
expressed as a percent of the Louisville metropolitan area total. For comparative purposes, data.fdr the 
Core and Non.::corridor areas are presented. 
E,/Excludes two Core, one "A" Corridor and dne "E" ·corridor sites that are wholly owner-occupied. 
c/ 
- Market value equals assessed value. 
Corridor attracts office space users from a wide range of Standard Indus-
trial Classification (SIC) codes (Table 2-8). Nine SIC Divisions (B 
through J) of the total of ten are represented in the Corridor. Only 
agriculture (A) is missing. Of a possible total of 85 major SIC groups 
(two-digit SIC's), 65 are represented in the metropolitan area; fully 42 
are located in the study Corridor. More I-64 E Corridor office rents are 
in Services (I) than in any other Division (Table 2-9). Here they predom-
inate, accounting for nearly 43 percent of the total I-64 E units. A 
predominance of Services units is also found in all the other Corridor 
data shown on Table 2-9; and ranges from 67 percent in the Core to 38 
percent in the Circumferential Corridor. NE!vertheless, only in the I-64 E 
Corridor and in the Circumferential Corridor does the proportion of 
Services fall below 50 percent. To a great extent the smaller number of 
Health Services located in these Corridors is responsible for depressing 
their proportion of all Service units. The second largest proportion of 
I-64 E's office units is coinmitted to Finance/Insurance/Real Estate, 
Division H. Although Division H fills only one-third of I-64 E office 
units, this proportion is the highest devoted to Division H among all 
the corridors. The Manufacturing Division fills the third largest number 
of I-64 E Corridor office units. It occupies more than ten percent of the 
I-64 E Corridor total, a proportion second only to the Circumferential's 
12 percent. 
1970-71 Origins of 1976 I-64 E Corridor Office Units. An analysis 
of 1970 and 1971 addresses of office units in seven I-64 E office sites 
(all of which have been developed since 1969) indicates a generally east-
ward drift of units into the Corridor (Map 2-7). Of the total of 50 units 
whose 1970-1971 addresses were available, 22 (44 percent) came from the 
Core, 8 (16 percent) from the Bardstown Corridor and 11 (22 percent) from 
Non-Corridor areas (Table 2-10). Seven of the latter were originally 
located along Shelbyville Road just to the north of the I-64 E Corridor. 
Finance/Insurance/Real Estate and Services units are nearly equally 
represented in.moves ·to the I-64 E Corridor. Business, Health and 
Miscellaneous Services are well represented among the Services Division 
units moving. Of the 18 units moving, 10 came from the Core and 
Non-Corridor areas. 
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TABLE 2-8 
SIC DIVISIONS AND GROUPS LOCATED 
IN THE I-64 E CORRIDOR AND ELSEWHERE 
IN METROPOLITAN LOUISVILLE, 1976 
SIC's Found Elsewhere in 
Louisville Metropolitan 
SIC' s Found in I-64 E Area But Not in I-64 E 
SIC Division Corridor Corridor 
B Mining (10-14) 13 12 
c Construction (15-17) 15, 17 16 
D Manufacturing (20-39) 20, 24, 27, 28, 29, 21, 25, 26, 30, 31, 34, 
32, 33, 36, 38 35, 39 
E Transportation (40-49) 40, 4 7, 48, 49 43, 45 
F Wholesale Trade (50-51) so 51 
G Retail Trade (52-59) 53, 54, 56, 58, 59 52, SS, 57 
H Finance, Insurance 60, 61, 62, 63, 64, 
& Real Estate (60-67) 65, 66, 67 
I Services (70-89) 72, 73, 75, 76, 80, 70, 79, 82, 84 
81, 83, 86, 89 
J Public Administration 91, 93, 97 92, 94, 95 
(91-97) 
Total 42 23 
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TABLE 2-9 
DISTRIBUTION OF METROPOLITAN LOUISVILLE CORRIDOR OFFICE UNITS BY SIC CODE, 1976 
Core I-64E Radial Other Radials Circumferential Non-Corridor Total 
SIC Division Number Percent Number Percent Number Percent Number Percent Number Percent Number Percent 
B Mining 10-14 2 0.2 1 0.5 0 0.0 1 0.9 0 o.o 4 0.2 
C Construction 15-17 4 0.4 6 3.0 2 0.9 1 0.9 4 2.0 17 0.9 
D Manufacturing 20-39 34 3.2 21 10.4 10 4.2 14 12.4 17 8.2 96 5.3 
E Transportation 40-49 20 1. 9 3 1. 5 2 0.9 6 5.3 3 1.4 34 1. 9 
F Wholesale Trade 50-51 8 0.8 2 1.0 3 1. 3 7 6.2 5 2.4 25 1.4 
G Retail Trade 52-59 41 3.9 12 6.0 10 4.2 17 15. 0 10 4.9 90 5.0 
"' H Finance, Insurance & 00 
Real Estate 60-67 218 20. 8 67 33.3 29 12.4 23 21).L, 51 24.6 388 21.6 
I Services 70-89 700 66.8 86 42.8 174 74.0 44 38.9 116 56.0 1,120 62.1 
J Public Administration 
91-97 21 2.0 3 1.5 5 2.1 0 o.o 1 0.5 30 1.6 
--
Total 1,048 100.0 201 100.0 235 100.0 113 100.0 207 100.0 1,804 100.0 
- - -
"' 
"' 
MAP 2·7 
1970-1971 LOCATIONS OF OFFICE UNITS 
IN THE, METROPOLITAN LOUISVILLE 1-64 E CORRIDOR., 1976 \ \ 
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--- Corridor boundary 
0 1 2 
miles 
--··---·-··--···-- ··-·---- -·-------------------· 
SIC Division 
Manufacturing 
Finance, Insurance, & 
Real Estate 
Services 
..,. Other Divisions 
0 
Total Number 
Percent 
TABLE 2-10 
1970-1971 LOCATIONS OF 1976 OFFICE UNITS IN THE 
METROPOLITAN LOUISVILLE I-64 E CORRIIXlR BY SIC DIVISION~/ 
Core I-64 E Bardstown I-65 S Circumferential Non-Corridor 
0 0 0 0 1 1 
10 2 5 1 0 2 
9 0 1 2 0 6 
3 0 2 0 3 2 
-- -- -- -- -- --
22 2 8 3 4 11 
44.D 4.0 16.0 6.0 8.0 22. 0 
~/ Includes only units with 'local 1970-1971 addresses different from their 1976 addresses. 
-- -
Division 
Total 
Number Percent 
2 4.0 
20 40.0 
18 36.0 
10 20.0 
--
50 
-- 100.0 
-
Factors Influencing Office Site Development in the I-64 E Corridor 
Eight factors are potential attractions for office development in 
the I-64 E Corridor: office worker accessibility, the availability of 
land, the price of land, tax differentials, and the availability of invest-
ment funds, noise and air pollution and distance from the Core. 
Office Worker Accessibility. One of the most attractive character-
istics of an office location along the I-64 E Corridor is its accessibility 
to the residences of office location decision-makers and a high quality 
labor force. A 1974 study on office location decisions cited a "shorter 
journey to work for at least the key executives" as a decisive factor in 
the locational trend of office facilities. 15 Moreover, offices located 
in the I-64 E Corridor make it possible to take advantage of a higher 
quality, better educated female labor force typically residing in the 
middle and higher income suburbs. This high level of accessibility for 
the desired labor force is enhanced by the existence of the I-64 E radial. 
An analysis of office worker residence patterns indicates that the 
census tract cell with the largest population of office workers is adjacent 
16 to I-64 E (point E, Map 2-8). Several other large concentrations are also 
located nearby (points D and M). Konig counts (intersections passed) 
indicate that the location with the greatest aggregate accessibility to 
all the census tract cells (the location with the lowest Konig count) is 
at the intersection of I-64 and the I-264 circumferential (point 13, Map 
2-9). The circumferential is generally more accessible than the I-64 E 
radial, but the I-64 E radial is more accessible than the Core. Of the 
18 destination points (Y) located at major intersections in metropolitan 
Louisville, the Core ranks thirteenth in Konig counts. 
Map 2-10 demonstrates that the intersection of I-64 E and Cannons Lane 
(point 2) is metropolitan Louisville's point of greatest aggregate office 
worker accessibility. The second and third most accessible points are on the 
Circumferential Corridor. The fourth highest is at the intersection of 
these two Interstates (I-64 E and I-264) and the fifth highest is also on 
the I-64 E radial. The Core again ranks thirteenth. 
15cerald Manners, "The Office in Metropolis: An Opportunity for 
Shaping Metropolitan America" Economic Geography, L:2, (April, 1974) p. 96. 
16The accessibility model is discussed in Chapter 1 and Appendix A. 
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Since developers of office sites tend to locate them near points of 
high office worker accessibility, the I-64 E Corridor offers a prime 
location. Many office space users are attracted to suburban corridor 
locations because they offer quick access to the Core and to other cities 
as well, In Louisville, access to both Frankfort, the State Capital, and 
Lexington, the site of the major state university, is enhanced by locating 
in the I-64 E Corridor. A representative of the largest user of office 
space in the I-64 E Corridor indicated that the company decision to locate 
at the Hurstbourne Lane/I-64 E interchange was, to a great extent, a '. 
compromise to a proposal to locate in Lexington where the firm had consid-
erable business dealings. 
Availability of Land Suitable for Commercial Development. Large 
tracts of land suitable for commercial development have added significantly 
to the attractiveness of the I-64 E Corridor. The completion of the last 
segment of I-64 in 1970 opened the way to several large parcels of unde-
veloped land making the task of land acquisition relatively easy for a 
prospective developer. In addition, I-64 E traversed an area of middle 
and upper income residences which made the previously undeveloped land at 
the Interstate interchanges prime locations for office site development. 
Land abutting I-65, on the other hand, was fragmented into small parcels, 
and both the I-65 and Shively Corridors contained mostly lower middle 
income homes. 
Commercially zoned land allowing for the development of office sites 
is widely distributed throughout the Louisville metropolitan area. Much 
of this that is undeveloped lies south of the Watterson in Jefferson 
County (Map 2-11) ·but developers have not found it attractive. Most of 
the commercially zoned land in the I-64 E Corridor however has undergone 
or is undergoing office and other commercial development. Given this 
easterly thrust it would appear that additional parcels of land in the 
eastern portion of Jefferson County will have to be made available for 
commercial land uses. A recent study by the Louisville-Jefferson County 
Planning Commission indicates that by the year 2000, an additional 400 
acres of commercially zoned land will be needed in the eastern and northern 
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17 portions of Jefferson County. Local developers feel that the future 
development of the I-64 E/Jefferson Freeway interchange (which has a fully 
developed cloverleaf) four miles east of the I-64 E/Hurstbourne Lane inter-
change is imminent and that office complexes and surrounding retail 
facilities will command a major portion of the 400-acre increase in 
commercially zoned land. They point out that the Jeffersontown interchange 
has nearly reached its traffic capacity. 
The Price of Land. The price of land has little influence on office 
site development in the I-64 E Corridor. Although prices have increased 
substantially in the past five years this has not reduced the attractiveness 
of the Corridor for such developments. These increases reflect the improved 
accessibility of Corridor parcels and mark them as potential sites for 
office development. According to a Louisville developer, a six-acre parcel 
of land sold for over $40,000 per acre in 1969 but by 1975 an adjoining 
six-acre lot sold for over $63,000 per acre. Local developers indicate 
that land suitable for office building development is currently selling 
from $70,000 to $90,000 an acre in the Corridor. By contrast, land in the 
heart of the Core is selling for $27 per square foot, the equivalent of 
$1.2 million per acre. 
Office developers, however, prefer parcels with slightly less accessi-
bility to the Interstate highway. This allows for better control of the 
environment and for fewer traffic-created distractions. Such locations 
are considered "prime" for office development in the I-64 E Corridor. One 
local developer put it in terms of "prime" versus 11 choice" locations. He 
indicated that he would not hesitate to pay $90, 000 an acre for a "prime" 
location rather than $70,000 for a "choice" location. Map 2-12 illustrates 
this condition. Lot A sold for $90,000 and is considered "prime" by the 
developer while Lot B, selling at $70,000, is considered only "choice." 
Lot A is among office buildings in an office park and is slightly more 
isolated from the heavy traffic that passes Lot Bon Shelbyville Road. 
In the 1-64 E Corridor, parcels suitable for office site development 
are not the most expensive. Retail functions have bid up land prices to 
17
"commercial/Office Space Development," 1976 Comprehensive Plan 
Revision. (Louisville: Louisville and Jefferson County Planning 
Commission, 1976) p. 31, 
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MAP 2-12 
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as much as $200,000 per acre on some parcels most accessible to the Inter-
state highway. Such a large disparity in prices of parcels is accounted 
for by the differing land characteristics required for office buildings 
as opposed to retail functions. Another developer reports that Lot A on 
Map 2-13 recently sold for $75,000 per acre. Located in an office park 
containing three other office buildings, it represents a location suitable 
for office construction and will be developed as such. The location offers 
close proximity to shopping facilities (under construction) and several 
eating establishments, all of which are located in a park-like atmosphere. 
Lot B, on the other hand, recently sold for $200,000 per acre. It has been 
developed as a fast food restaurant and is characterized by easy access to 
and from the nearby radial freeway, close proximity to an office p,rrk, an 
industrial park, several motels and a large apartment complex, and, 
consequently, high traffic volumes passing directly in front of the site. 
Tax Differentials. Although significant property tax differentials 
exist between the various municipalities in Jefferson County, they are not 
a significant factor in office site location decisions. 
In the I-64 E Corridor alone property tax rates vary considerably. 
In the City of Louisville, for example, the property tax rate is $0.5660 
per $100 of assessed valuation while in the adjoining municipality of St. 
Matthews it is $0.3500 per $100 of assessed valuation. Still further east 
in Jeffersontown the tax rate is $0.2630 per $100 of assessed valuation. 
Armed with the knowledge of such tax rate differentials and the additional 
knowledge that most office building development in Jefferson County in the 
last five years has taken place just outside the Louisville city limits, 
one could make the assumption that developers had capitalized on the ability 
to realize substantial savings in annual property taxes by locating in 
outlying municipalities. One could go even further and assume that local 
tax rates are a prime consideration in selecting a location for office 
development. In fact, Manners' 1974 study dealing with suburban office 
development indicates that lower property taxes and some minor differences 
in construction costs are often reflected in lower rental rates in suburban 
office buildings. 18 
18 Manners, op. cit., p. 98. 
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In Louisville, however, this has not been the case. Instead local 
developers indicate that the local property tax rates are insignificant 
in the location decision process. Although some savings may occur due to 
comparatively lower suburban tax rates, such savings represent too small 
a portion of the total costs of building and operating an office complex 
to be considered important. 19 
A site containing 300,000 square feet of gross floor area with an 
assessed value of $10 million would pay $56,600 per year in property taxes 
to the City of Louisville, and $26,300 to the Satellite of Jeffersontown. 
The taxes would be 18.9 and 8.8 cents per square foot of gross floor area 
respectively. For the Louisville site the tax represents 3 percent of 
the average annual Core rental rate of $6.38 per square foot of gross floor 
area; for the Jeffersontown site it amounts to only 1.4 percent of the 
$6.30 average annual rental rate. Neither of the tax-to-rent ratios is 
sufficient to be a factor in the location of office sites in metropolitan 
Louisville. Elsewhere in his article on the office location theory, 
Manners points out that although the market for office space in metropolitan 
areas is quality-sensitive, it does not appear to be cost-sensitive to any 
20 
significant degree. This axiom seems to apply, at least in the Louisville 
area, to the significance of property tax differentials on office site 
locations. 
Availability of Investment Funds. Currently investment funds for 
office site development are available only for projects proximal to the 
I-64 E Corridor. One Louisville developer described the availability of 
investment funds for office site development by saying that such funds 
were available for the development of any prime location, but he pointed 
out that the only prime locations were proximal to the I-64 E Corridor. 
Two major office sites located along the I-65.and Shively Corridors have, 
according to the Louisville-Jefferson County Valuation Department, under-
gone foreclosure proceedings in recent years. Others in the area are 
beginning to experience declining occupancy rates. Local developers 
attribute such financial difficulties to "poor location" which means that, 
19 
Ibid. 
20 
Ibid. 
51 
given a choice, prospective tenants prefer to locate along the I-64 E 
Corridor. The existence of such problems has tended to make southern 
and western Louisville "off limits" to further investment in office space 
development. 
Noise Pollution. The Highway Research Board has established that a 
noise level below 71 decibels (dBA) outside an office building has no 
impact on the building occupants. This follows because standard office 
building design damps outside levels by 25 decibels. Thus, a 71 dBA 
outside level is recorded inside at 46 decibels. This is less than the 
Board's recommendation of 56 decibels for a stenographic office and equal 
to the recommended level of 46 decibels for a private office. Where the 
outside level is between 71 and 76 decibels there is some impact on a 
private office because the inside level is now between 46 and 51 decibels. 
If the outside level exceeds 76 decibels the Board assumes a great impact 
on all office building occupants because the inside level rises to more 
than 51 decibels. This level is higher than that recommended for a private 
office but slightly below the maximum recommended for a.stenographic office. 
Utilizing the Board's model, 21 noise levels were developed for the areas 
around the I-64 E interchange with I-264 (Watterson) and with Hurstbourne 
Lane (Maps 2-14 and 2-15). Nearly every office building in the vicinity 
of the I-64 E/I-264 interchange is positioned so that its highway-facing 
side is "greatly impacted" by noise levels exceeding 76 decibels. Only 
two buildings are located in areas where highway noise is below the 71-
decibel no-impact level. Farther west at the I-64 E/Hurstbourne Lane 
interchange nearly all the office buildings lie beyond the 71 decibel 
contour.. Only the highway-facing side of one building here receives noise 
at the 71-decibel level; this amounts to some noise impact. 
Traffic data used to calculate noise levels in the I-64 E Corridor 
were collected between the years 1973 and 1975. Some of the Corridor 
buildings greatly impacted by noise levels were being put in place in 
this same period. One building still under construction at the Hurstbourne 
Lane interchange lies within the 71 dBA impact zone. This research can 
only conclude that highway-generated noise levels are still not sufficient 
21 See Chapter land Appendix B. 
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to deter office building development in the Corridor or even on parcels 
abutting the Interstate itself. 
Air Pollution. Carbon monoxide comprises the bulk of air pollution 
resulting from vehicle emissions. A measure of parts per million (ppm) 
of carbon monoxide in the atmosphere provides the best indication of 
vehicle-generated air pollution, unless local stationary sources or 
unusual traffic conditions generate high ambient concentrations of oxides 
of nitrogen or other atmospheric emissions. The Federally-set maximum 
allowable carbon monoxide concentration is 35 parts per million. 
22 Using the California Model . carbon monoxide concentrations were 
developed for the areas around the I-64 E interchanges with I-264 
(Watterson) and with Hurstbourne Lane (Maps 2-16 and 2-17). In neither 
area does the carbon monoxide level even approach the maximum allowable 
of 35 parts per million. The highest levels are only seven parts per 
million and these occur on I-64 E and I-264 between Browns Lane and 
Breckenridge Lane. Carbon monoxide concentrations decline sharply with 
distance from mid-highway. All office buildings in the area are located 
in areas with carbon monoxide concentrations at or below the four ppm 
level. At the I-64 E/Hurstbourne Lane interchange mid-highway concentration 
of carbon monoxide range from four to two parts per million. All the 
office buildings here are located in areas with concentration of less than 
two parts per million. This highway-generated air pollution has not been 
a deterrent to office building location anywhere along the I-64 E Corridor. 
Distance From the Core. Distance from the Core is not a 
significant factor in the location.of I-64 E office sites. No office 
site in the I-64 Jl, Corridor is closer than seven miles to the 
Core (Map 2-4). In fact, with only one exception, no office site in any 
corridor is located more than one mile on the Core side of the I-264 
Circumferential. The high accessibility offered by the circumferential 
in combination with I-64 E has been instrumental in localizing office 
sites where the two Interstates cross. The dearth of office developments 
in the I-64 E Corridor between the Core and I-264 is· owed to a great 
extent to the fact that much of this area is in institutional land such 
22 See Chapter 1 and Appendix C. 
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as park and cemetery uses. The remainder was built up in middle income 
homes before the completion of I-64 E in 1969. 
Office developments have proved successful in Jeffersontown, ten 
m.:Ues east of the Core. Some developers now see the soon-to-be-completed 
J~fferson Freeway/I-64 E Interchange three miles east of Jeffers.ontown as 
the trigger for new suburban office site development. 
Impact of Office Development on the Economies and Public Services of I-64 E 
Corridor Communities 
Effects of office development on the communities through which the 
I-64 E Corridor passes are most evident regarding tax revenues, fire pro-
tection, crime, public works, traffic and local road networks and retail 
functions. 
Municipal Tax Revenues. The thirteen office sites in the I-64 E 
Corridor generate a total of $88,000 in annual tax revenues for four 
separate municipalities (Table 2-11). St. Matthews and Louisville each 
receive about 29 percent of the Corridor-generated municipal revenue total, 
or $26,000 and $25,000, respectively. Forty-two percent of the I-64 E 
Corridor-generated municipal revenue accrues to Jeffersontown. The 
$37,000 received by this community is the largest single block of tax 
revenue received by any political unit along any metropolitan Louisville 
corridor outside of the Core. This figure results from the application 
of a tax rate of .263 per $100 on an assessed value of $14 million in 
office building property. 
Fire Protection. The Jeffersontown Fire Protection District recently 
found it necessary to acquire property and build a new fire station to 
provide protection to the office sitea and light industrial-warehouse 
activities which lie on both sides of I-64 E as it passes through the 
community. This was done at a cost of $135,000. It was also necessary 
for Jeffersontown to acquire an aerial ladder truck at a cost of $180,000 
in the event that it would be necessary to fight a fire in a high-rise 
office building. Additional costs .were also incurred to provide specialized 
training in fighting office-building fires. 
Police Protection. According to the Deputy Director of the National 
Crime Prevention Institute at the University of Louisville, businesses and 
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Corridor 
Core 
A I-64 E Corridor 
Total 
B Bardstown Corridor 
C I-65 S Corridor 
D Shively Corridor 
Total 
TABLE 2-11 
MUNICIPAL REVENUES GENERATED BY OFFICE SITES 
IN METROPOLITAN LOUISVILLE CORRIDORS, 1976 
1976 
Office Gross Asses~ 
Political Unit Square Footage Valu 
(000) ($000) 
Louisville 4,740 125, 364 
Louisville 134 4,393 
St. Matthews 309 7,481 
Jeffersontown 426 14,137 
869 26,011 
Louisville 127 2,500 
Louisville 225 6,810 
Louisville 29 923 
Shively 79 2, 251 
107 3,174 
a/ 
- Free market value. 
1976 Tax Rate 
Per $100 of 
Assessed Value 
.566 
.566 
• 350 
.263 
• 566 
.566 
.566 
• 192 
l/Tax revenues derived by applying 1976 tax rate to 1976 assessed values. 
Tax Reven.$] 
Generate 
($000) 
710 
25 
26 
37 
88 
14 
38 
5 
4 
9 
office buildings located within four blocks of an expressway interchange 
are more susceptible to crime than those farther away because the highway 
provides an escape route, The Institute reports that businesses on Shelby-
ville Road, paralleling Interstate 64 E in the north part of the Corridor, 
are well protected because traffic congestion along this non-limited access 
highway blocks escape routes. The Institute further reports that high-
rise office building.s create difficult policing problems particularly 
because their sheer size prevents screening of entrants and because 
plantings meant as beautification efforts provide a screen for thieves 
to hide or to break through security fences. Despite the Institute's 
views, not one public safety officer in any of the four political units 
along the I-64 E Corridor indicated that office buildings provided targets 
for individuals bent on breaking the law. Nor did any suggest that a 
special police response was necessary when a new office building was put 
in place in their community. 
Public Works. Rapid commercial development around the I-64 E/Hurst-
bourne Lane interchange in Jeffersontown has resulted in an overloading 
of the existing sanitary sewer system. As a consequence the community 
has placed a moratorium on all new commercial developments within its 
borders. This moratorium was recently removed when Jeffersontown received 
a $3 million srant from the U.S. Environmental Protection Agency to make 
needed improvements in the existing sewerage treatment facilities. 
Traffic and the Local Road Networks. Public safety officers in both 
Jeffersontown and St. Matthews indicate that office developments have over-
loaded the local road networks in their respective communities. Develop-
ments around the I-64 E/Hurstbourne Lane interchange in Jeffersontown 
empty 850 to 1,000 cars onto the system every day at 8:30 a.m. and 4:30 p.m. 
During the morning rush-hour two lanes of traffic are backed up on Inter-
state 64 E for more than a mile. Despite police requests, offices have 
been slow to stagger working hours. Drivers ignored officers placed there 
to direct traffic so the police department has resorted to a program to 
educate employees to alternate ways of entering and leaving their work 
sites. In light of this congestion Jeffersontown has been working with 
Jefferson County to establish helicopter landing pads to handle accident 
and sickness emergencies. This heavy use of the local road networks has 
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also necessitated reinforcement of road shoulders and redesign of curbs, 
medians and traffic signals. 
In St. Matthews, office developments have helped to congest such 
streets as Dutchman's Lane. Traffic control here has required an abnormal 
number of police man-hours. In both communities public safety officers 
attribute the large number of nonpersonal injury auto accidents to the 
overloading of the road systems. 
Despite such peak load problems, office sites actually produce less 
overall traffic than neighborhood shopping centers, which according to 
Hansen generate a 24-hour weekday total of 60.0 trips per 1,000 square 
23 feet of gross floor area. Office buildings generate only 11.2 trips 
per 1,000 square feet of gross floor area in the sBll!e period. Even at 
peak-hour, office buildings generate only 2,35 trips compared to a neigh-
borhood shopping center's 5.60 trips. 
Retail Functions. Assuming full office occupancy and a full comple-
ment of workers in each office, office sites in the I-64 E Corridor employ 
24 5,645 workers. At a mean annual wage of $7,739.16, the total annual wages 
paid study Corridor office workers amounts to $43. 7 million. 25 Approxi-
mately six percent of an office worker's income is spent during office 
hours on convenience goods and general merchandise, apparel and furniture 
(GAF). 26 Thus, a total of 2.6 million annually is available from office 
workers' incomes to support these land use functions. Approximately 75 
percent of this amount is spent on convenience goods and 25 percent on 
23Dennis L. Hansen, Travel Generation, National 
Engineers Action Guide Series. (Cedar Rapids, Iowa: 
of Counties Research Foundation, 1972,) p. 72, 
Association of County 
National Association 
24
wage figures exclude executive salaries. This lack is partly compen-
sated by assuming full office occupancy and full office complements. The 
number of workers is derived by dividing the study corridor's 1,129,000 
gross square feet of office space by 200, the gross square feet of floor 
area per worker (see Chapter 1). 
25The mean annual wage is 52 times the mean weekly wage. The weekly 
wage amounts to $148.83 and is calculated from the Area Wage Survey, 
Louisville, Kentucky-Indiana Metropolitan Area, November, 1975. Bulletin 
1850-79, U.S. Department of Labor, Bureau of Labor Statistics. 
26
see Chapter 1. 
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GAF i terns. If $100 of annual sales support one square foot of convenience 
goods retail space and $80 support the same amount of GAF space, Corridor 
office workers support 19,600 square feet of convenience goods retail space 
and 8,200 square feet of GAF retail space with the purchases they rnske 
during office hours; assuming 1,000 square feet per convenience goods shops 
and 1,500 square feet per GAF establishment, expenditures of Corridor 
workers during office hours support approximately 25 shops, 20 convenience 
goods and 5 GAF establishments. How far workers are willing to drive on 
their lunch hours to·eat and to shop is not known, but assuming that a 
retailer wishes to .capture at least a part of their expenditures his 
establishment is likely to be located as near the office sites as possible 
and therefore are within the I-64 E Corridor. 
Retailers are also sensitive to accessibility to middle and upper 
income residences. As a consequence, five of metropolitan Louisville's 
14 county shopping centers and three of its six regional shopping centers 
are located within the I-64 E Corridor near the peak office worker accessi-
bility point (Maps 2-10 and 2-18). Another regional shopping center is 
under construction just north of the Corridor, near Jeffersontown. 
An Assessment of Sites in the I-64 E Corridor 
Slight isolation from a major traffic artery such as Interstate 64 E 
but obvious and ready access to it is the hallmark of a prime office site. 
This condition is exemplified by the office sites at the Hurstbourne Lane/ 
Shelbyville Road intersection and the Hurstbourne Lane/Interstate 64 E 
interchange (Maps 2-12 and 2-13). Visibility from the major artery as 
an advertisement for tenants is ideal and is further enhanced if the 
developer can control and landscape the space between the office sites and 
the artery. To some extent the visibility, although not the land use 
control, is characteristic of the Hurstbourne/I-64 E interchange sites. 
The reason for this lack of control lies in the fact that the land use 
functions demanding greater access to the artery fill the spaces between 
the artery and the office sites. Such functions as motels, fast-food 
restaurants, service stations and shopping centers require the kind of 
client contact that produces pedestrian and auto traffic inimical to the 
more sedate location ideal for a suburban office site. Yet office sites 
find proximity to these functions a very important factor in leasing space. 
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MAP 2-18 
OFFICE SITES AND MAJOR RETAIL COMPLEXES 
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At the Hurstbourne/I-64 E interchange there is a kind of land use gradation 
downward and away from Interstate 64 E based on a need for and tolerance of 
client contact. Here the high-client contact retail functions lie between 
the Interstate and the office sites, and beyond both are multi-family 
dwellings. 
Suitability of Office Sites for the I-64 E Corridor: A Summary 
Office sites are eminently suitable land use functions for the I-64 E 
Corridor. They are highly accessible not only to the residences of office 
location decision-makers but to those of highly educated office workers as 
well. Police officials indicate office buildings create no special crime 
problems requiring additional training or expenditures for their police de-
partments. If they are not highrises, and few in the study Corridor are, 
they offer no more fire safety hazards and require no more training and 
equipment than any other kind of land use. The fire suppression training 
and equipment required for the few Corridor ·high-rise office sites also be-
comes available for other highrise land uses such as hospitals and apart-
ments. If office sites are planned for, the public works necessary to sup-
port their presence can be rationalized and amortized without undue strain 
on the community because sites do contribute their share of tax revenues to 
Corridor municipalities. 
While office sites may engender potentially disruptive auto traffic 
at peak hours, their overall trip generation is less than one-fifth that 
of a shopping center. In this respect office sites are probably more 
acceptable to nearby residents than are shopping centers. Unlike shopping 
centers, office buildings generate a quick daily ebb and flow of nicely-
dressed workers who for most of the day are quietly absorbed in work with 
no outside activity whatsoever. Apartment buildings are similar but 
they may generate outside activities during non-working hours. 
At night office buildings are even quieter than most single family 
neighborhoods. In Louisville, as elsewhere, office sites are relatively 
unobtrusive. This is true in part because so many are literally low-
profile buildings of fewer than four stories. In addition, they are 
either well mixed with the more garish retail functions as at the I-64 E/ 
1-264 interchange or sedately landscaped as at the I-64 E/Hurstbourne 
Lane interchange. Among newer buildings a great deal of stress is placed 
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on esthetically pleasing architectural designs. Thus, office buildings 
per se are rarely targets of concern among either professionals charged 
with environmental control or nearby residents who might react quite 
differently to a shopping center or a stadium. This low level reaction 
may also result from the fact that many people who live near an office 
building are likely to spend eight or more hours in it or in one like it. 
The recent increase in the number of mixed residential-office developments 
is testimony to the close compatibility of these two types of land use. 
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CHAPTER 3 
THE GROWTH OF OFFICE SPACE IN THE SAN JOSE, CALIFORNIA 
INTERSTATE 280-WEST FREEWAY CORRIDOR 
Introduction 
San Jose, California, is one of the central cities in this study 
experiencing a net population gain between 1960 and 1970. The central 
city in 1960 contained 204,196 residents but by 1970 population in the 
same 1960 central city area had increased to 365,798. This represented 
a net gain of 161,602 persons or 79 percent. The central city's growth 
exceeded that of the SMSA (Santa Clara County) whose 1960 population of 
642,315 had risen 66 percent of 1,064,714 persons by 1970. Several 
suburban communities in the SMSA also exceeded this overall increase, 
Campbell, immediately southwest of the central city of San Jose and 
contiguous to it, experienced a population increase of 109 percent 
between 1960 and 1970. Sunnyvale to the northwest had an increase of 
80 percent and Cupertino, contiguous to central city San Jose's western 
border, recorded an increase of 397 percent in the 1960-1970 decade. 
Santa Clara County's rate of increase slowed to 10 percent between 1970 
and 1975, bringing the County's population to 1,152,800 persons as 
estimated by the Bureau of the Census in its Current Population Reports, 
Series P-26. 
San Jose ranks high among other metropolitan areas in white collar 
employment. The 1970 Census of Population categorizes 59 percent of the 
labor force in the San Jose Standard Metropolitan Statistical Area as 
white collar workers. The San Jose SMSA ranks not only above the mean 
(51 percent) but also well above the first positive standard deviation 
(57 percent) among all SMSA's with central cities of 100,000 to 1,000,000 
inhabitants. Only seven other SMSA's have higher percentages of white 
collar workers in their labor forces. 
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Metropolitan San Jose office site27 distribution in 1976 is a 
product of six years of suburban construction and intensive urban rede~ 
velopment in downtown San Jose. Most of this development has taken 
place to the west of the City of San Jose in the communities of Campbell, 
Santa Clara, Sunnyvale and Cupertino. Henceforth, these four communities 
28 
together with San Jose will be referred to as metropolitan San Jose. 
In 1976 this area contained 65 privately-owned office sites of at least 
25,000 square feet of gross floor area. 
This study of office space in the I-280 W Corridor (a) identifies 
the pattern and growth of this space in five concentric zones in the 
metropolitan area, (b) compares the study Corridor with six other 
Corridors, a non-corridor area and the Core on the basis of the pattern 
and growth of office space characteristics, (c) examines eight factors 
attracting office development to the I-280 W Corridor, (d) analyzes the 
impact of office space development in the study Corridor on six aspects 
of the economy and public services of communities through which the 
study Corridor passes, and (e) provides an assessment of office sites 
in the I-280 W Corridor. 
Office Development in Metropolitan San Jose's Concentric Zones 
Structure of Concentric Zones. Five concentric zones were delin-
eated in metropolitan San Jose to correspond to similar zones in other 
study cities (Map 3-1). In the latter cities they were based on distance 
from the center city and the pattern of the metropolitan Interstate 
Circumferential. However, the Circumferential Zone in San Jose lies too 
27 An office site is a single office building, an office park of 
several buildings, or a complex of buildings built by the same developer 
within a limited period of time. 
28 Because of the patchwork nature of municipal patters in this part 
of California, Local Agency Formation Corranission (LAFCO) boundaries were 
used to define the suburban communities and San Jose. LAFCO is a state-
authorized agency whose function is to prevent "annexation wars" between 
municipalities and to reduce duplication of municipal services. The 
LAFCO boundaries of one municipality may incorporate a part of another 
municipality as well as parts of Santa Clara County, but in no case did 
this condition alter the location of an office site. For example, a 
site in the LAFCO area of San Jose is in the City of San Jose. 
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near to the center of the City of San Jose to fulfill the distance require-
ment, Nevertheless for consistency of analysis across all study cities 
it was maintained as a zone in metropolitan San Jose. The Circumferential 
Zone extends one mile on either side of the broad arc formed by Interstates 
680 and 280 Wand runs from San Jose's ·northern to its western boundary. 
The remaining four zones in metropolitan San Jose correspond fairly 
closely to those in the other study cities. The Core Zone in San Jose is 
defined, as in all other study cities, by a circle with a ,7-mile radius 
centered on the intersection of First and Santa Clara Streets. The Mid-
City Zone lies ·to the north of the Core Zone and extends to the northern 
and western limits of San Jose. Beyond the Circumferential Zone to the 
south, but still within the San Jose boundaries, lies the San Jose Suburban 
Zone. The suburban communities of Santa Clara, Sunnyvale, Cupertino and 
Campbell comprise the Outer Suburban Zone. 
Office Site Location by Concentric Zones, 1976. Metropolitan San 
Jose's office sites are unevenly distributed through the concentric zones 
(Map 3-1 and Table 3-1). Twenty-one (32 percent) are concentrated in the 
Core, Another 12 (18 percent) are to the north and west of the Core in the 
Mid-City Zone. Here five sites extend in a linear pattern along North First 
Street toward the Bayshore Highway and a cluster of sites is located along 
the Alameda, a palm-lined street of older elegant mansions connecting the 
Cores of San Jose and Santa Clara. Only six sites (nine percent) are 
located in the Circumferential Zone and these lie well to the west of the 
Core. Six more occur to the south of the Circumferential Zone in the 
Suburban San Jose Zone. Nearly as many office sites are located in the 
Outer Suburban Zone (20) as in the Core (21). The Core, however, contains 
nearly 39 percent of the gross square footage of office space in the metro-
politan area compared to the Outer Suburban Zone's 26 percent. 
Historical Growth of Office Sites by Concentric Zones. During the 
past seven years metropolitan San Jose experienced a rapid expansion and 
suburban shift of office site development (Table 3-1). 29 Prior to 1970, 
however, only 24 office sites had been developed in metropolitan San Jose 
29When two or more buildings in an office site have different dates 
of completion, that of the earliest building is used as the initiation date 
of the site. 
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TABLE 3-1 
HISTORICAL GROWTH OF OFFICE SITES AND GROSS OFFICE SQUARE FOOTAGE 
IN METROPOLITAN SAN JOSE CONCENTRIC ZONES~ 
Pre-1970 SiteJ<.I 1970-1976 Sites 1976 Total Sites 
Gross Gross Gross 
Square Square Square 
Zones Number Percent Footage Percent Number Percent Footage Percent Number Percent Footage Percent 
(000) (000) (000) 
Core 10 41. 7 675 45.0 11 26. 9 1,013 35.6 21 32.3 1,688 38.8 
Mid-City 8 33.3 416 27.8 4 9.7 326 11. 5 12 18.5 742 17. 1 
Circumferential 0 0.0 0 o.o 6 14.6 524 18.4 6 9.2 524 12. 0 
San Jose Suburban 1 4.1 28 1.9 5 12.2 218 7.6 6 9.2 246 5. 7 
Outer Suburban 5 20.9 380 25.3 15 36.6 765 26.9 20 30.8 1, 145 26.4 
--
Total 24 100.0 1,499 100.0 41 100.0 2,846 100.0 65 100.0 4,345 100.0 
!!/Sites with buildings in place in 1976. 
E/sites with buildings in place in 1976 that were constructed prior to 1970. 
30 (Map 3-2). Eighteen (75 percent) of these were located in the Core and 
Mid-City Zones. None were to be found in the Circumferential Zone and only 
six were located in the San Jose Suburban and Outer Suburban Zones. 
By 1976, 41 additional sites had been developed, raising the total to 
65 and nearly trebling San Jose's 1970 figure (Map 3-3). Although twenty 
sites, representing almost 50 percent of this increment, were located in 
the two suburban zones, development in the Core and Mid-City Zone nearly 
kept pace. Fifteen new sites were developed in these latter two Zones. 
Six new office sites, amounting to 15 percent of the increment, were 
developed in the Circumferential Zone between 1970 and 1976, giving it 
representation for the first time. Development was not evenly spread 
through the seven year period (Table 3-2). Most of the Core and Mid-City 
construction took place in the first half of this period; the bulk of the 
Suburban Zone construction occurred in the latter half. Circumferential 
Zone development took place in the early 1970's about the time the three 
mile portion of I-280 between the San Jose Core and California 17 was 
opened to traffic. 
Historical growth in gross square footage did not parallel the growth 
in site development. More than 47 percent of the increment in metropolitan 
San Jose's gross square footage occurred in the Core and Mid-City Zones, 
and only 35 percent in the two suburban zones. The Circumferential Zone 
attracted 18 percent of the 1970-1976 increment. 
Characteristics of Office Sites by Concentric Zones, 1976. Despite 
the seven-year boom in suburban office site development, in 1976 more than 
55 percent of metropolitan San Jose's gross square footage was located in 
the Core and Mid-City zones as opposed to only 32 percent in the two sub~ 
urban zones (Table 3-3). The Core and Mid-City Zones combined were also 
stronger than the two suburban zones on the basis of total rents collected 
(56 percent vs. 31 percent) and total market values of sites (56 percent 
vs. 33 percent). The two suburban zones, however, collected more rent per 
square foot and had a higher market value per square foot than the Core and 
Mid-City zones. Their rents ranged above $7.00 per square foot compared to 
a $6.80-$6.90 range for the Core/Mid-City Zones, and their market values 
30 
Pre-1970 totals include only buildings constructed before 1970 that 
were in place in 1976. 
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TABLE 3-2 
YEAR BY YEAR GROWTH OF OFFICE SITES 
IN METROPOLITAN SAN JOSE CONCENTRIC ZONES, 1970-197~/ 
Zones 1970 1971 1972 1973 1974 1975 1976 Total 
Core 4 1 1 2 1 1 1 11 
Mid-City 0 1 2 0 0 1 0 4 
Circumferential 0 1 1 4 0 0 0 6 
San Jose Suburban 0 1 0 0 2 2 0 5 
Outer Suburban 2 0 1 3 5 3 1 15 
Total 6 4 5 9 8 7 2 41 
!!/Sites with buildings in place in 1976. 
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TABLE 3-3 
OFFICE SITE CHARACTERISTICS. 
IN METROPOLITAN SAN JOSE CONCENTRIC ZONES, 1976~/ 
Gross Rents b/ Avenrne c/ Average Sites Square Footage Collected"' Rent Per b/ Market Value- Market Value c/ 
Zones Number Percent Amount Percent Amount Percent Square Foot- Amount Percent Per Square Foot-
(000) ($000) (Dollars) ($000) (Dollars) 
Core 21 32. 3 1,688 38.8 10, 337 37.7 6.88 50, 951 39.5 30.18 
Mid-City 12 18.5 742 17,1 5,093 18.6 6. 86 26,034 17.4 35.fJ8 
Circumferential 6 9.2 524 12. 0 3,542 12. 9 6. 75 14,781 9.9 28. 2f) 
San Jose Suburban 6 9.2 246 5.7 1,544 5.6 7. 24 7, 719 5.2 35.57 
Outer Suburban 20 30.8 1, 145 26.4 6,880 25.2 7.04 37,439 28.0 32.69 
Total 65 100.0 4,345 100.0 2 7, 396 100.0 136,924 100.0 
~Sites with buildings in place in 1976. Each zone's characteristics are expressed as a percent of the 
San Jose metropolitan area total. 
lfcalculated for 15 Core, 5 San Jose Suburban and 15 Outer Suburban sites. Rents were not available or 
sites were owner-occupied for 6 Core, 1 San Jose Suburban and 5 Outer Suburban sites. 
~/Market value equals 4 times assessed value. 
-
per square foot averaged $1.50 higher than the Core and Mid-City Zones. 
Comparison of Office Site Development in the 1-280 W Corridor with Other 
Corridors 
Structure of Corridors. San Jose's office space corridors extend one 
mile on each side of six major traffic arteries (Map 3-4). The focus of 
the chapter is the Interstate 280 W Corridor extending from the south edge 
of the Core twelve miles westward through parts of the cities of San Jose, 
Santa Clara, Cupertino and Sunnyvale. It has an area of 24 square miles. 
This Corridor is keyed on Interstate 280 which runs up the backbone of the 
peninsula (in many places on the San Andreas fault) to San Francisco 
(Map 3-5). 
Five other corridors were defined as a basis for comparing their 
office development with that of the 1-280 W Corridor. The I-280/680 
Corridor extends eight miles from the south edge of the Core first in an 
easterly then a northerly direction. It contains over 16 square miles. 
This Corridor is keyed principally on Interstate 680 which on its northward 
route swings well to the east of San Francisco Bay missing the urban agglom-
eration along the shore. The California 17 N Corridor extends almost six 
miles northward from the I-280 W Corridor and touches the northern edge of 
the Core. It contains more than 11 square miles. The route on which this 
Corridor is keyed (California 17) skirts the eastern shore of San Francisco 
Bay to link San Jose and Oakland. The other three corridors each begin 
two miles from the Core but lie along major traffic arteries. The 
California 17 S Corridor extends almost four miles south from the I-280 W 
Corridor. Keyed on California 17 which crosses the Coast Range to Santa 
Cruz, it passes through Campbell and contains more than 7 square miles. 
The Bayshore N Corridor extends northwestward from the California 17 N 
Corridor through parts of the cities of San Jose, Santa Clara and Sunnyvale. 
This Corridor contains 14 square miles. It is based on the Bayshore Highway 
(California 101) which skirts the west side of San Francisco Bay to link 
San Jose with Palo Alto and San Francisco. It provides San Jose with 
exactly the same regional links as 1-280. The Bayshore S Corridor, also 
based on the Bayshore Highway (California 101), extends six miles southeast 
of the 1-280/680 Corridor. It contains over 12 square miles. California 
101 has long been a major link between San Jose and Southern California, 
The Core, as previously defined, contains one and one-half square miles. 
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Office Site Location and Change by Corridors. The major portion of 
Interstate 280 linking California 17 with the western edge of the study 
area was opened to traffic in 1965. But with the opening of the section 
connecting San Jose's Core with California 17 in 1972, San Jose had a high-
capacity link not only to the affluent communitQes immediately to the west 
in the study area but also to the peninsula exurbs and to San Francisco 
beyond the study area. In the period from 1970 to 1976 the I-280 W 
Corridor keyed on this Interstate highway became the center of suburban 
office site development in metropolitan San Jose. Prior to 1970 the 1-280 W 
Corridor contained only one office site and only 55,000 gross square feet 
of office space which represented.only about four percent of the sites and 
square footage in the San Jose metropolitan area (Map 3-6, Table 3-4). In 
these two categories the I-280 W Corridor prior to 1970 ranked fifth among 
all the Corridors, well below the Core, the California 17 N and 17 S 
Corridors and the Non-Corridor area. By 1976, however, the study Corridor 
had risen to second place in gross square footage and to third place in the 
number of sites. In 1976 the 11 sites in the I-280 W Corridor represented 
nearly 17 percent of those in metropolitan San Jose and the 797,000 gross 
square footage of office space accounted for over 18 percent of the metro-
politan total. 
The study Corridor's new rankings in comparison to other metropolitan 
San Jose corridors were the result of a surge in office site development 
from 1970 to 1976 (Map 3-7, Table 3-4). During this period 10 sites 
containing 742,000 gross square feet of office space were developed in the 
I-280 W Corridor. On both measures growth in the study Corridor accounted 
for about 25 percent of the total increment in metropolitan San Jose. Only 
developments in the Core outstripped those in the I-280 W Corridor. These 
were undertaken as part of an intensive urban redevelopment program which 
allowed the Core to maintain its top ranking in number of sites and gross 
square footage of office space in the metropolitan area. Most of the 
growth in both the Core and I-280 W Corridor took place from 1970 to 1974 
(Table 3-5). The scattering of Non-Corridor developments kept pace with 
those in the study Corridor on the basis of number of sites but 230,000 
more gross square footage was put in place in the I-280 W Corridor than in 
the Non-Corridor areas. None of the remaining Corridors added more than 
four sites of more than 257,000 gross square feet of office space in this 
seven year period. 
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TABLE 3-4 
HISTORICAL GROWfH OF OFFICE SITES AND GROSS OFFIQij SQUARE FOOTAGE 
IN METROPOLITAN SAN JOSE CORRIDO~ 
Pre-1970 SiteJcl 1970-1976 Sites 
Gross Gross 
Square Square 
1976 Total Sites 
Gross 
Square 
Corridor Number Percent Footage Percent Number Percent Footage Percent Number Percent Footage Percent 
(000) (000) (000) 
Core 10 41. 7 675 45.0 11 26.8 1,013 35,6 21 32.3 1,688 38.8 
A (I-280 W) 1 4.2 55 3.7 10 24.4 742 26.1 11 16. 9 797 18.3 
B (I-280/680) 0 o.o 0 0.0 0 0.0 0 0.0 0 0.0 0 0.0 
C (California 17-N) 7 29.1 360 24. 0 3 7.3 246 8.7 10 15.4 606 14.0 
D (California 17-S) 2 8.3 238 15. 9 4 9.8 257 9.0 6 9.2 495 11. 4 
E (Bayshore N) 0 o.o 0 0.0 2 4.9 78 2. 7 2 3.1 78 1. 8 
F (Bayshore S) 0 o.o 0 o.o 0 0.0 0 0.0 0 0.0 0 o.o 
Non-Corridor 4 16. 7 171 11. 4 11 26.8 510 17.9 15 23.1 681 15. 7 
Total 24 100.0 1,499 100.0 41 100.0 2,846 100.0 65 100.0 4,345 100.0 
~/Sites with buildings in place in 1976. For comparative purposes data for the Core and Non-Corridor areas 
are presented. 
~/Buildings in place in 1976 constructed before 1970. 
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TABLE 3-5 
YEAR BY YEAR GROWTH OF OFFICE SITES 
IN METROPOLITAN SAN JOSE CORRIDORS, 1970-1976_!!/ 
Corridors 1970 1971 1972 1973 1974 1975 1976 Total 
Core 4 1 1 2 1 1 1 11 
A (I-280 W) 1 1 1 4 2 0 1 10 
B (I-380/680) 0 0 0 0 0 0 0 0 
c (California 17 N) 0 1 2 0 0 0 0 3 
D (California 17 S) 0 1 0 1 0 2 0 4 
E (Bayshore N) 1 0 0 1 0 0 0 2 
F (Bayshore S) 0 0 0 0 0 0 0 0 
Non-Corridor 0 0 1 1 5 4 0 11 
Total 6 4 5 9 8 7 2 41 
a/ 
- For comparative purposes, data for the Core and Non-Corridor areas 
are presented. 
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Characteristics of Office Sites by Corridors, 1976. The I-280 W 
Corridor is strong on several measures of office site characteristics (Table 
3-6). It ranks third among all Corridors in the number of office sites 
with nearly 17 percent of the metropolitan total and second in gross square 
footage with more than 18 percent of the total. The I-280 W Corridor also 
ranks second in rents collected and in market value of sites. It collects 
nearly 18 percent of all rents and had a market value accounting for about 
19 percent of the metropolitan San Jose total. On each of these measures 
the study Corridor ranks below the Core. The smaller total of rents 
collected relative to number of sites and gross square footage is, in the 
study Corridor as well as in some of the other Corridors, attributable to 
the presence of owner-occupied office sites which collect no rent but whose 
gross square footage is, nevertheless, included. The study Corridor's 
market value of $32.49 per square foot ranks above the Core's $30.18. The 
Non-Corridor area's average of $34.92 places it first among all Corridors 
in metropolitan San Jose. 
The I-280 W Corridor ranks fourth among the eight corridors in every 
measure shown in Table 3-7. To some extent this results from the fact 
that it is much longer than the other Corridors. Nevertheless, even 
when the areas of the California 17 N and California 17 S Corridors 
are combined the resultant "Corridor" has higher densities on all measures 
than does the I-280 W Corridor. Both California Highway 17 N and California 
Highway 17 Shave been in existance much longer than Interstate Highway 
280. Prior to 1970, for example, nine of the present-day office sites in 
the two California 17 Corridors had already been developed. 
Standard Industrial Classification of Office Units by Corridors, 1976. 
An analysis of the 692 office units found in the most recent Polk and Haines 
Directories for 46 of the 65 office sites in metropolitan San Jose demon-
strates the diversity of businesses attracted to the I-280 W Corridor 
(Table 3-8). Nine Standard Industrial Classification (SIC) Divisions 
(B through J) are located in the study Corridor. Of a possible total of 
85 two-digit SIC Groups, 45 are represented in metropolitan San Jose; 35 
are located in the I-280 W Corridor. Finance/Insurance/Real Estate units 
make up more than 45 percent of the study Corridor total (Table 3-9), a 
higher proportion than in any other corridor. The presence of such a large 
number of Finance/Insurance/Real Estate office units in the study Corridor 
85 
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TABLE 3-6 
OFFICE SITE CHARACTERISTICS IN METROPOLITAN SAN JOSE CORRIDORS, 197~/ 
Gross 
Sites Square Footage 
Corridors Number Percent Amount Percent 
Core 
A (I-280 W) 
B (I-280/680) 
21 
11 
0 
C (California 17 N) 10 
D (California 17 S) 6 
E (Bayshore N) 2 
F (Bayshore S) 0 
Non-Corridor 15 
Total 65 
32. 3 
16. 9 
o.o 
15. 4 
9.2 
3.1 
0.0 
23. 1 
100.0 
(000) 
1,688 
797 
0 
38.8 
18.3 
0.0 
606 14. 0 
495 11. 4 
78 1. 8 
0 0.0 
681 15.7 
---
4,345 100.0 
Rents b/ 
Collected-"-
Amount Percent 
($000) 
10,337 
4, 911 
0 
37.7 
17.9 
o.o 
4,067 14.8 
3, 685 13. 5 
492 1. 8 
O o. 0 
3,904 14. 3 
27,396 100.0 
Average 
Rent Per b/ 
Square Foot-
(Dollars) 
6.88 
6.90 
0.00 
6. 71 
7.44 
6.30 
0.00 
6. 89 
cl Market Value-
Amount Percent 
($000) 
50, 951 
25,900 
0 
37.2 
18.9 
0.0 
19,380 14.1 
14, 886 10. 9 
2,020 1.5 
O o. 0 
23,787 17.4 
136,924 100.0 
Average 
Market Value c/ 
Per Square Foot-
(Dollars) 
30.18 
32.49 
0.00 
27.02 
30.07 
25. 89 
0.00 
34.92 
~Sites with buildings in place in 1976. Each corridor's characteristics are expressed as a percent of the 
San Jose metropolitan area total. For comparative purposes data for the Core and Non-Corridor areas are presented. 
'EJ Calculated for 15 Core, 9 "A" Corridor and 11 Non-Corridor sites. Rents were not available or sites were 
owner occupied for 6 Core, 2 "A" Corridor and 4 Non-Corridor sites. 
_£/Market value equals 4 times assessed value. 
- -
00 
" 
TABLE 3-7 
DENSITY CHARACTERISTICS OF OFFICE SITES IN METROPOLITAN SAN J0SE CORRIDORS, 197f}Y 
Office Site Gross Square 
Rental Densit~/ cl Density Feet Per Market Value-
Square Miles Number Per Square Mile ($000 Per Density ( $000 
Corridors in Corridor Square Mile (000) Square Mile) Per Square Mile) 
Core 1.5 14.00 1,125 6, 891 33, 967 
A (I-280 W) 24.1 0. 45 33 203 1,075 
B (I-280/680) 16. 5 o,. 0 0 0 0 
C (California 17 N) 11.5 0.87 53 354 1,685 
D (California 17 S) 7.8 0.76 63 472 1,908 
E (Bayshore N) 14. 1 0 .14 6 35 143 
F (Bayshore S) 12. 8 o.o 0 0 0 
Non-Corridor 
~ 
Total 88.3 
~/Sites with buildings in place in 1976. 
of the San Jose metropolitan area total. For 
Each corridor's characteristics are expressed as a percent 
comparative purposes, data for the Core and Non-Corridor areas 
are presented. 
E.I Excludes 6 Core, 2 "A" Corridor and 4 Non-Corridor sites which were owner-occupied or for which 
rents were not available. 
_£/Market value equals 4 times assessed value. 
TABLE 3-8 
SIC DIVISIONS AND GROUPS LOCATED 
IN THE I-280 W CORRIDOR AND ELSEWHERE 
IN METROPOLITAN SAN JOSE, 1976 
SIC Division 
B Mining (10-14) 
C Construction (15-17) 
D Manufacturing (20-39) 
E Transportation (40-49) 
F Wholesale Trade (50-51) 
G Retail Trade (52-59) 
H Finance, Insurance & 
Real Estate (60-67) 
I Services (70-89) 
J Public Administration 
(91-97) 
Total 
SIC' s Found in 
I-280 W Corridor 
13 
15, 16, 17 
20, 24, 28, 36 
47, 48 
50 
52, 58, 59 
60, 61, 62, 63, 
64, 65, 66, 67 
73, 75, 79, 80, 
81, 82, 83, 84, 
86, 89 
91, 97 
34 
88 
SIC's Found Elsewhere in 
San Jose Metropolitan 
Area But Not in the 
I-280 W Corridor 
27, 33, 34, 35, 38 
40, 41, 42 
57 
72. 
10 
TABLE 3-9 
DISTRIBUTION OF METROPOLITAN SAN JOSE CORRIDOR OFFICE UNITS BY SIC CODE, 1976 
Core I-280 W Corridor Other Corridors Non-Corridor Total 
SIC Division Number Percent Number Percent Number Percent Number Percent Number Percent 
B Mining 10-14 0 0.0 2 0.7 1 0.5 0 o.o 3 0.4 
C Construction 15-17 0 o.o 3 1. 0 2 1.0 0 0.0 5 0.7 
D Manufacturing 20-39 3 2.2 8 2.6 9 4.1 5 12.2 25 3.7 
E Transportation 40-49 2 1.5 8 2.6 7 3.1 0 o.o 17 2.5 
F Wholesale Trade 50-51 0 0.0 5 1. 7 1 0.5 0 0.0 6 0.9 
G Retail Trade 52-59 1 0.7 10 3.4 2 1.0 0 0.0 13 1.9 
00 
"' 
H Finance, Insurance & 
Real Estate 60-67 13 9.5 135 45.4 82 37.7 13 31. 7 243 35. 0 
I Services 70-89 116 84.6 122 41.0 111 51.1 23 56.1 372 53.7 
J Public ,Administration 
91-97 2 1. 5 4 1.6 2 1.0 0 0.0 8 1.2 
--
Total 137 100.0 297 100. 0 217 100.0 41 100.0 692 100. 0 
is to a great degree a response to the growth of affluent residential areas 
along Interstate 280. Realtors, in particular, find the Corridor close 
to their own homes and to those of their highly-mobile clientele seeking 
to buy and sell homes. The nicely-landscaped, small new office buildings 
so prominent in the Corridor make ideal locations for realtors selling the 
nearby nicely-landscaped new homes. Most of the remaining office units in 
the study Corridor (41 percent) are in the Services (I) Division. A high 
proportion of these are physicians and dentists who have located for both 
prestige and access-to-affluence reasons. The study Corridor also has a 
higher proportion of retail trade office units than any other Corridor, 
many of which are offices of fast-food restaurants whose outlets are 
scattered through the study Corridor. 
1972 Origins of 1976 I-280 W Corridor Office Units. An analysis 
of 1972 addresses of office units in eight study Corridor office sites 
indicates that nearly 30 percent of the 151 units found in the I-280 W 
Corridor in 1976 were located elsewhere in the Corridor in 1972 (Map 3-8 
and Table 3-10). Many of these units were attracted from small office 
sites scattered along Stevens Creek Boulevard, which parallels Interstate 
280 in the study Corridor, to larger and newer sites elsewhere in the 
Corridor. Twenty-eight (62 percent) of these units engaged in the 
intra-Corridor migration are in the Finance/Insurance/Real Estate Division. 
Non-Corridor areas were the origins of nearly 22 percent of the office 
sites moving into the I-280 W Corridor, more than 60 percent of which 
were in the Finance/Insurance/Real Estate Division. Nearly 16 percent 
of the office units moving into the study Corridor originated in the Core, 
14 percent in the California 17 N Corridor.and 13 percent in the California 
17 S Corridor. In these moves finance, insurance and real estate units 
also predominated. 
Factors Influencing Office Site Development in the I-280 W Corridor 
Eight factors 
I-280 W Corridor: 
are potential attractions for office development in the 
office worker accessibility, the availability of land, 
the price of land, tax differentials, the availability of investment 
funds, noise and air pollution and distance from the Core. 
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TABLE 3-10 
1972 LOCATIONS OF 1976 OFFICE UNITS IN THE 
IN THE METROPOLITAN SAN JOSE I-280 W CORRIDOR BY SIC DIVISION§;/ 
Division 
California California Other Total 
SIC Division Core I-280 W 17 N 17 S Corridors Non-Corridor Number Percent 
Manufacturing 1 0 0 1 0 1 3 2.0 
Finance, Insurance, 
& Real Estate 12 28 14 7 1 20 82 54.3 
Services 4 13 5 11 4 8 45 29.8 
\0 Other Divisions 7 4 2 1 3 4 21 13.9 N 
---
Total Number 24 45 21 20 8 33 15l 
Percent 15. 9 29.8 13.9 13.2 5.3 21. 9 -- 100.0 
-~/Includes only units with local 1972 addresses different from their 1976 address. 
-
Office Worker Accessibility. The I-280 W Corridor traverses the 
affluent western suburbs of San Jose and parts of the affluent communities 
of Santa Clara, Sunnyvale and Cupertino where a preponderance of both 
office location decision makers and highly educated office workers reside 
(Map 3-9). Census tract cells with more than 7,000 office workers predom-
inate in southwestern San Jose, and in census tract cells to the northwest. 
In Cupertino and beyond, office worker populations rise to more than 10,000. 
Konig counts (intersections passed) indicate that locations with 
greatest aggregate accessibility31 to all the census tract cells (locations 
with the lowest Konig coilllts) are found along Interstate 280 W (Map 3-10). 
Points 3 and 4 have the two lowest Konig coillltS in the entire San Jose 
metropolitan area. 
Map 3-11 demonstrates that point 5 at the intersection of Stevens 
Creek Boulevard and Interstate 280 in Cupertino has the greatest office 
worker accessibility in the metropolitan area. Each of the four points on 
the Interstate west of California 17 is higher (has greater office worker 
accessibility) than any other point in the San Jose metropolitan area. 
Since developers of office sites tend to locate them near points of high 
office worker accessibility, the I-280 W Corridor offers an excellent 
location for such developments. 
Availability of Land for Commercial Development. Santa Clara County, 
California, has long been a classic example of the clash between agricul~ 
tural and urban land uses. Here the growth of residential and commercial 
developments, engendered by a rapidly rising population consuming an 
inordinate amount of land per capita, has put tremendous pressures on 
prime agricultural lands yielding high value crops. That this conflict 
continued as late as 1970 is reflected in the patch work patterns of urban 
and agricultural open land shown on Map 3-12. The bulk of the black areas 
on the map are agricultural land in three crops. With the completion of 
Interstate 280 in 1972 several large tracts of agricultural land in the 
Corridor became prime locations for both commercial and residential develop-
ment. Several small parcels of agricultural land near the intersections 
of Interstate 280 with Saratoga Avenue and with Saratoga-Sunnyvale Road 
31 The accessibility model is discussed in Chapter 1 and Appendix A. 
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were subsequently developed as office sites. The huge tract of agricul~ 
tural land centered on the Interstate 280/Wolfe Road intersection is still 
in the process of development. It contains several office/light industrial 
complexes (not considered in this study because the offices are attached 
to production facilities), shopping centers and the campus-like head-
quarters and production facilities of the Hewlett-Packard Corporation. 
Such expansion has reduced considerably the amount of land in the study 
Corridor available for future office site development. The great blocs 
of agricultural land straddling the Bayshore Freeway northwest of San Jose 
have been developed principally for production facilities and most office 
functions here are attached to these. The Bayshore N Corridor does not 
have the attractive mix of well-landscaped office sites scattered among 
new, well-landscaped homes found in the I-280 W Corridor. 
The Price of Land. Local developers indicate that land suitable for 
office site development anywhere in Santa Clara County will sell for $5.00 
per square foot. This amounts to $218,000 an acre. Prime land, sites 
with direct access to a high-capacity route, will sell in Santa Clara 
County for as much as $10.00 per square foot or $436,000 an acre. Such 
prices have not been deterrents to office site development anywhere in 
Santa Clara County. 
Tax Differentials. Communities along the I-280 W Cor·ridor have 
sharply differing tax rates which in the first analysis suggests real tax 
breaks for office site developers in one community as opposed to another. 
San Jose has the highest tax rate in the metropolitan region ($1.628 per 
$100 of assessed valuation) and this rate prevails over most of the city. 
Nevertheless, 26 of the 4 sites initiated in the metropolitan area between 
1970 and 1976 were located in San Jose. Campbell has a rate of $1.250 per 
$100 of assessed valuation. Santa Clara's rate is $0.870 per $100 of 
assessed valuation and Cupertino's is a low $0.239 per $100 of assessed 
valuation. None of these cities, however, and particularly not San Jose 
and Campbell, have "scared away" office sites with their comparatively 
high city tax rates. The reason is that tax assessments over and above 
the city rates tend to equalize the tax rates applicable to an office 
building regardless of the city in which it is located. For example, one 
office site along Interstate 280 in the City of San Jose has a rate of 
$9.854 per $100 of assessed valuation for a variety of special functions 
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added to its San Jose city tax of $1.628 per $100 of assessed valuation. 
Its total rate, then is $11.482 per $100 of assessed valuation. This is 
not much higher than the total rate which applies to another office site 
along Interstate 280 in Cupertino. To cover a variety of special functions 
it pays $10.681 per $100 of assessed valuation on top of the low Cupertino 
city rate of $0.239 per $100 of assessed valuation, for a total rate of 
$10.920 per $100 of assessed valuation. 
Availability of Investment Funds. The availability of investment funds 
for office site development in metropolitan San Jose varies with the per-
ception and experience of the developer. There is considerable agreement 
among developers that money for speculative development is hard to obtain 
for areas with high vacancy rates. It should follow, then, that capital 
would be most readily attracted either to the Mid-City Zone, which includes 
The Alameda and North First Street and has vacancy rates of 7 to 8 percent 
(lowest in the metropolitan area), or to the San Jose Core where vacancy 
rates range around 8 to 9 percent. It should also follow that investment 
funds would avoid the Suburban San Jose Zone, where rates are 12 to 13 
percent, and the Outer Suburban Zone, where vacancy rates are 16 percent 
and more. Despite these vacancy differentials some developers think it 
would be easier to obtain capital for a suburban development than for one 
in the Core because of the slow pace of urban redevelopment there. The 
negative effect of area vacancy rates on the attraction of capital is 
diminished if the developer has pre-construction leasing arrangements for 
from 40 to 50 percent of the prospective floor space. Some developers 
think it would be easier to obtain financing for projects in the I-280 W 
Corridor because such projects tend to be small and thus to require less 
capital. Conversely, others feel that small office site enclaves are less 
attractive to capital than large, integrated projects such as Vellco Park 
at Wolfe Road and Interstate 280 which contains planned office, industrial 
and shopping facilities. 
Noise Pollution. The Highway Research Board has established that a 
noise level below 71 decibels (dBA) outside an office building has no impact 
32 
on the building occupants. This follows because standard office building 
32 See Chapter 1. 
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design damps outside levels by 25 decibels. Thus, a 71 dBA outside level 
is recorded inside at 46 decibels. This is less than the Board's recommen-
dation of 56 decibels for a stenographic office and equal to the recommended 
limit of 46 decibels for a private office. Where the outside level is 
between 71 and 76 decibels there is some impact on a private office because 
the inside level is now between 46 and 51 decibels. If the outside level 
exceeds 76 decibels the Board assumes a great impact on the office building 
occupants because the inside level rises to more than 51 decibels. This 
level is higher than that recommended for a privat'./ei' ,office but slightly 
below the maximum recommended for a stenographic office. Utilizing the 
33 Board's model, noise levels were developed for the areas around the 
Interstate 280 interchanges at Saratoga Avenue and Winchester Boulevard 
(Map 3-13). The office sites at both these interchanges lie quite close 
to the Interstate highway. The highway side of the high-rise on Tisch Way 
at the Winchester interchange is well within the 76 dBA contour indicating 
that there is a great noise impact on private offices on that side of the 
building and some impact on stenographic offices. The remainder of the 
building lies between the 76 and 71 dBA contours thus producing some impact 
on private offices but none on stenographic offices. Noise impact is some-
what less at the office site on Moorpark Avenue at the Saratoga interchange. 
Here the site is located astride the 71 dBA contour producing some impact 
on private offices on the highway side but no impact at all on occupants 
on the opposite side of the site. 
Air Pollution. Carbon monoxide comprises the bulk of air pollution 
resulting from vehicle emissions. A measure of parts per million (ppm) 
of carbon monoxide in the atmosphere provides the best indication of 
vehicle-generated air pollution, unless local stationary sources or unusual 
traffic conditions generate high ambient concentrations of oxides of·~1~/ 
nitrogen or other atmospheric emissions. The Federally-set maximum 
allowable carbon monoxide concentration is 35 parts per million. 
Using the California Mode134 carbon monoxide concentrations were 
developed for the areas around the Interstate 280 interchanges at Saratoga 
33see Chapter 1 and Appendix B. 
34see Chapter 1 and Appendix C. 
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Avenue and Winchester Boulevard (Map 3-14). Despite the proximity of office 
sites to the Interstate highway at each interchange the carbon monoxide 
concentration does not even approach the maximum of 35 parts per million. 
At both interchanges office sites lie between the 4 and 5 ppm contours 
indicating no appreciable air pollution impact. 
Distance From the Core. All office sites in the I-280 W Corridor lie 
more than three miles west of the Core (Map 3-4). The combination of the 
late completion date (1972) of the three-mile section of the Interstate 
from California 17 to the Core and the limited amount of available land 
in this area has contributed to a dearth of office site developments. 
Developers generally believe that study Corridor office sites, all of which 
lie from 3 to 12 miles west of the Core, do not suffer from their distance 
from the Core. But both developers and city officials credit the completion 
of the three-mile, California 17-Core stretch of 280 with improving the 
Core as a locale for office site development. 
Impact of Office Development on the Economies and Public Services of 
I-280 W Corridor Communities 
Effects of office development on the communities through which the 
I-280 W Corridor passes are most evident regarding tax revenues, fire 
protection, crime, traffic and local road networks and retail trade. 
Municipal Tax Revenues. The 11 office sites in the I-280 W Corridor 
generate a total of $86, 000 in annual tax revenues for three separate 
municipalities (Table 3-11). The City of San Jose collects more than 
$67,000 on the basis of 695,000 gross square feet of office space. The 
City of Santa Clara collects about $19,000 for its 167,000 gross square 
feet of space. The City of Cupertino, because of its very low tax rate 
(.239 per $100 of assessed valuation), collects less than $1,000, despite 
its having 268,000 gross square feet of office space in the study Corridor. 
Only the San Jose Core generates as much revenue as the study Corridor. 
Fire Protection. No major office site fires have occurred in metro-
politan San Jose. Cupertino's recent record is likely very typical. The 
city suffered fire losses of $342,000 from January 1 through October 31, 
1976. Only $1,700 of this total occurred in the store/office category 
while $106,000 in fire losses were incurred by apartments and $208,000 by 
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TABLE 3-11 
MUNICIPAL REVENUES GENERATED BY OFFICE SITES 
IN METROPOLITAN SAN JOSE CORRIDORS, 1976 
Corridor 
Core 
A I-280 W Corridor 
Total 
B I-280/680 
Political 
Unit 
San Jose 
San Jose 
Santa Clara 
Cupertino 
C California 17 N Corridor San Jose 
D California 17 S Corridor San Jose 
Campbell 
Total 
E Bayshore N Corridor Santa Clara 
F Bayshore S Corridor 
Office Gross 
Square Footage 
(000) 
1,688 
579 
26 
192 
797 
0 
606 
14 7 
25~c/ 
94 
0 
a/ 
- Assessed value equals 25 percent of market value. 
1976 
Market 
Value 
($000) 
50,951 
16,404 
8,936 
560 
25,900 
0 
19, 380 
6,064 
5, 480 
11,544 
2,020 
0 
1976 
Assessed 
Valu~ 
($000) 
12, 7 38 
4, 101 
2 ,234 
140 
6,475 
0 
4, 845 
1,516 
1,370 
2, 886 
sos 
0 
12/Tax revenues derived by applying 1976 tax rate to 1970 ·assessed value. 
1976 Tax Rate 
Per $100 of 
Assessed Value 
1.628 
1.628 
• 870 
. 239 
1. 628 
1. 628 
1.250 
. 870 
Tax Revenue 
Generatedb/ 
($000) 
207 
67 
19 
1 
86 
0 
79 
25 
17 
42 
4 
0 
E_/One building of 90,000 gross square feet in the California 17 S Corridor is in Santa Clara County so 
corridor gross square footage total does not match that shown on Table 3-6. 
private dwellings. Nevertheless, in 1968 the City of Cupertino purchased 
a snorkel (elevating platform) for $70,000 to fight fires in the eight-
story buildings proposed as a part of Vallco Park. In 1973, the City spent 
$21,000 to train fire officers in the art of fighting high-rise office 
building fires and purchased three high-rise rescue tools for a total of 
$1,800. 
Fire officials worry about two major fire suppression instruments as 
larger and higher office sites are developed in the metropolitan area. 
These instruments are the water supply and internal sprinkler systems. 
Both water quantity and pressure are problems in a region which annually 
has a long summer drought. Maintaining a minimum fire flow and increasing 
it disproportionately as building size and height increases places heavy 
demands on an already limited water supply. As a consequence the code of 
the Central Fire Protection District, which covers Cupertino, and ordinances 
in the cities of San Jose and Santa Clara all require that a new site have 
an adequate sprinkler system. 
Unfortunately, the City of Campbell has no such code even though it 
contains the largest and highest office site (13 stories) in the metro-
politan area; Campbell must rely on the San Jose Fire Department, which 
has recently purchased a snorkel which is used to fight fires in buildings 
up to eight stories in height. Fires in higher buildings must be fought 
from the inside. The Park Center development in downtown San Jose posed 
a fire flow problem which required a new, larger water main to solve. 
Police Protection. The San Jose Police Department is now laying out 
"beat building blocks" for patrol purposes according to census tracts. 
This is being done without regard for the types of land use functions 
within each tract. The Department has not had nor does it contemplate any 
special patrol problems with office buildings. In fact the Department's 
Research and Development Division views an office building, and particularly 
a high-rise, as offering police very few problems because it has so few 
points of egress compared to its total floor space. In addition large 
buildings usually provide their own internal security. 
Traffic and the Local Road Networks. Traffic is heaviest in San Jose's 
Core during the afternoon rush hour as office workers' cars crowd the urban 
street net to reach a freeway or expressway. This is also the peak period 
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for accidents. The Police Department stations as many traffic control 
officers as possible during the rush hour but since there is no budgetary 
supplement for additional help their numbers are limited. 
The Guadalupe Freeway, projected to link the Core with Bayshore to 
the north and I-280 to the south, would take a considerable amount of this 
traffic off the urban street network (Map 3-1). This project, however, 
has been stalled and downgraded from freeway to expressway status, thus 
allowing for grade intersections and traffic lights and a reduced capacity. 
Interstate 280 in the study Corridor carries a heavy rush hour traffic that 
backs up onto the urban street net. During these peak traffic periods 
drivers are encouraged to utilize the shoulders of this route as traffic 
lanes. 
Retail Functions. Assuming full occupancy and a full complement of 
i;.vorkers in 
35 
workers. 
each office, office sites in the 1-280 W Corridor employ 3,985 
At a mean 
study Corridor office 
annual wage of $8,827, the total annual wages paid 
workers amounts to $35.1 million. 36 Approximately 
6 percent of an office worker's income is spent during office hours on 
convenience goods and general merchandise, apparel and furniture (GAF). 37 
Thus, a total of $2.1 million is annually available from office workers' 
incomes to support these land use functions. Approximately 75 percent of 
this amount is spent on convenience goods and 25 percent on GAF items. 
It takes $100 of annual sales to support one square foot 
goods retail space and $80 to support the same amount of 
of convenience 
38 GAF space. 
Office workers in Corridor I-280 W, then, support 15,800 square feet of 
convenience goods space and 6,600 square feet of GAF retail space with 
35wage figures exclude executive salaries. This lack is partly 
compensated by assuming full office occupancy and full office complements. 
The number of workers is derived by dividing the study Corridor's 797,000 
gross square feet of office space by 200, the gross square feet of floor 
area per worker (see Chapter 1). 
36The mean annual wage is 52 times the mean weekly wage. The weekly 
wage amounts to $169.76 and is calculated from the Area Wage Survey, San 
Jose, California, Metropolitan Area, March, 1975. Bulletin 1850-36, U.S. 
Department of Labor, Bureau of Labor Statistics. 
37 See Chapter 1. 
38see Chapter 1. 
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the purchases they make during office hours, Assuming 1,000 square feet 
per convenience goods shop and 1,500 square feet per GAF establishment, 
expenditures by study Corridor office workers during office hours would 
support 20 shops, 16 convenience goods and 4 GAF establishments. 
Four of the eight major retail complexes in metropolitan San Jose 
are located in the I-280 W Corridor (Map 3-15). All are located along 
Stevens Creek Boulevard (and its extension,San Carlos Street) which 
virtually parallels the Interstate west of the San Jose Core. Proximity 
to these retail complexes enhances the rentability of nearby office space 
as is indicated in a brochure for one study Corridor site which advertised 
that it was within walking distance of five major restaurants. One of the 
reasons given by developers for the long term vacancies at an office site 
near the Bayshore Freeway and California 17 was its distance from a retail 
complex. 
An Assessment of Office Sites in the I-280 W Corridor 
Micro-access is critical to the success or failure of an office site 
along Interstate 280. This is exemplified by the differing micro-access 
of the two office sites shown on Map 3-16. The three two-story buildings 
comprising the site on Moorpark Avenue have quick, direct access to 
Interstate 280 via Saratoga Avenue. The thirteen-story site on Tisch Way 
had high visibility but it has access to Interstate 280 only to and from 
the west, Partly as a consequence of this, this site has a very high 
vacancy rate, Both sites are ·surrounded by a mix of retail/commercial 
and single-family residence land uses. The Interstate adjacent to each 
site is depressed, reducing the visual impact of fast-moving cars and 
providing steep banks for pleasant landscaping. Both sites themselves are 
also nicely landscaped. 
Suitability of Office Sites for the I-280 W Corridor: A Summary 
Office sites fit nicely into the land use mix in the I-280 W Corridor. 
Because most of them are small, low-rise and well-landscaped they are no 
more obtrusive physically than a small apartment building. They are 
scattered among the single-family residences that house the affluent, well-
educated office labor force and office-location decision-makers. 
Some sites close to the Interstate highway suffer noise pollution but 
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the decline in decibels away from the highway is so sharp that sites only 
a few feet more distant from the highway suffer no noise pollution at all. 
None of the sites in the study corridor are affected by air pollution. 
Unless they are high-rise, and there is but one in the Corridor, office 
sites there pose no special fire suppression problems. The one high-rise 
corridor site is in the City of San Jose which already has high-rise fire 
suppression equipment for its Core buildings. Office sites in the Corridor 
pose no special crime problems. In fact, their limited ingress/egress may 
even be a deterrent to crime. Study corridor sites contribute a reasonable 
amount of taxes to the corridor communities in which they are located, 
except in Cupertino where the tax rate on all property is extremely low. 
Office sites do add to the peak period traffic-congestion both on the 
Interstate and on the urban street net in the Corridor. But because so 
many non-office job sites are scattered throughout the area and because 
the Interstate is a link between the San Jose Core and the western suburban 
communities this traffic congestion cannot be attributed solely to Corridor 
office developments. Corridor office sites also contribute to the support 
of nearby retail and commercial functions. 
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CHAPTER 4 
THE GROWTH OF OFFICE SPACE IN THE MINNEAPOLIS/ST. PAUL, MINNESOTA 
INTERSTATE 35 W/SOUTH AND INTERSTATE 94/MIDWAY FREEWAY CORRIDORS 
Introduction 
The central cities of both Minneapolis and St. Paul, Minnesota 
experienced net population declines between 1960 and 1970. In 1960 the 
Minneapolis central city contained 482,872 residents but by 1970 this 
same 1960 area had declined to 434,400 residents. This represented a net 
loss of 48,472 persons or 10 percent. Although the St. Paul central city 
also experienced a population decline, it was not so drastic as in 
Minneapolis. Instead, St. Paul realized a net loss of only 3,431 p~rsons, 
bringing its 1970 population in the 1960 central city area to 309,980, a 
one percent decline from its 1960 population of 313,411. The degree to 
which the area's population was suburbanizing during that decade is made 
evident by the fact that the counties in which Minneapolis and St. Paul 
are located both experienced sizable increases in population. For example 
the population of Hennepin County, in which Minneapolis is located, in-
creased by nearly 14 percent from 1960 to 1970. Similarly, the population 
of Ramsey County, in which St. Paul is located,. increased by nearly 13 
percent. Moreover, the population of the entire Minneapolis/St. Paul SMSA 
increased by over 22 percent between 1960 (1,482,030) and 1970 (1,813,647). 
It was estimated by the Bureau of the Census in its Current Population 
Reports, Series P-26, to be 2,027,500 in 1975. 
The Minneapolis/St. Paul area is one of the metropolitan areas 
examined which has a relatively high proportion of white collar workers. 
The 1970 Census of Population indicated that 57 percent of the area's 
labor force was categorized as white collar workers. This places the 
Minneapolis/St. Paul SMSA white collar work force well above the mean of 
51 percent for all SMSA's with central city populations of between 100,000 
and 1,000,000 residents. 
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Metropolitan Minneapolis/St. Paul office site39 distribution has been 
undergoing a gradual but definite process of suburbanization in recent 
years. Most of this new development has taken place in the suburban 
portions of Hennepin and Ramsey counties and has taken place subsequent 
to the development of the interstate freeway system in the Twin Cities 
area. By 1976 the Minneapolis/St. Paul metropolitan area contained a total 
of 180 office sites of 25,000 square feet or more as described in Chapter 1. 
This study examines the growth of office space in the 1-35 W Corridor 
as it extends south out of the Minneapolis CBD and in the 1-94/Midway 
Corridor connecting downtown Minneapolis and downtown St. Paul. It (a) 
identifies the pattern and growth of office space in six concentric zones 
in the metropolitan area, (b) compares each of the study corridors with 
four other radial corridors and the two core areas on the basis of the 
pattern and growth of office space characteristics, (c) examines those 
factors which have affected the amount of new office site development in 
each of the study corridors, (d) analyzes the impact of office space devel-
opment in each of the study corridors on various aspects of the economy 
and public services of communities through which the study corridors pass, 
and (e) provides an assessment of office sites in both the 1-35 W/South 
and I-94/Midway Corridors. 
Office Development in Metropolitan Minneapolis/St. Paul's Concentric Zones 
Structure of Concentric Zones. As with each of the other metropolitan 
areas examined in this study, the Minneapolis/St. Paul area has been 
divided into several concentric zonesa Unlike the other cities examined, 
however, the Minneapolis/St. Paul area contains two core zones (Map 4-1). 
The Minneapolis Core is defined by a circle with a .7 mile radius centered 
on the intersection of 8th Street and 2nd Avenue South. Similarly, the 
St. Paul Core constitutes a circle with a .7 mile radius centered at East 
11th Street and Wabasha Street. The Mid-City Zone consists of the remaining 
portions of the cities of Minneapolis and St. Paul. The Inner Suburban 
Zone surrounds the Minneapolis/St. Paul city limits and extends to the 
39 An office site is a single office building, an office park of several 
buildings or a complex of buildings built by the same developer within a 
limited period of time. 
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inner edge of the Circumferential Zone. The Circumferential Zone lies one 
mile either side of the I-494 Circumferential freeway. Office space 
located outside of this Circumferential Zone is, for the purposes of this 
study, considered to be in the Outer Suburban Zone. 
Office Site Location by Concentric Zones, 1976. Despite recent trends 
toward the suburbanization of office space in the Minneapolis/St. Paul 
area, the Minneapolis and St. Paul Core Zones still represent the largest 
concentrations of office space in the metropolitan area (Map 4-1 and Table 
4-1). Over 53 percent of all existing office sites are located in either 
the Minneapolis or St. Paul Core. Fifty-eight (32 percent) are located 
in the Minneapolis Core alone while an additional 38 (21 percent) are 
located in the St. Paul Core. Twenty office sites (11 percent) are located 
in the Mid-City Zone and 26 (14 percent) are situated in the Inner Suburban 
Zone. The Circumferential Zone contains 28 office sites (16 percent of 
the metropolitan total). Only ten office sites (six percent) are located 
more than one mile beyond the I-494 Circumferential in the Outer Suburban 
Zone. 
Historical Growth of Office Sites by Concentric Zones. Prior to 1970 
the vast majority of office sites was located in the Minneapolis and St. 
Paul Cores (Map 4-2). Since 1970 the suburbanization of office space in 
the Minneapolis/St. Paul area has been evident (Table 4-1 and Map 4-3). 
Although both central city core areas are still strong in the amount of 
office space, the past seven years have brought about noticeable declines 
in their relative importance. Downtown Minneapolis, for example, contained 
nearly 46 percent of the metropolitan area's office sites prior to 1970 
40 
and 36 percent of the area's gross square footage. By 1976 this 
dominance had dwindled to less than one-third (32 percent) of the area's 
office sites and on an equal amount of the area's gross floor space. The 
Minneapolis Core, however, is still the largest single zone. Downtown 
St. Paul experienced a similar decline in office market dominance. The 
40An office site may comprise a single office building, an office park 
of several buildings or a complex of buildings built by the same developer 
within a limited period of time. When several buildings have different 
dates of completion, that of the first building is used to date the site. 
Pre-1970 totals include only buildings constructed before 1970 that were 
in place in 1976. 
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TABLE 4-1 
HISTORICAL GROWTH OF OFFICE SITES AND GROSS OFFICE SQUARE FOOTAGE 
IN METROPOLITAN MINNEAPOLIS/ST. PAUL CONCENTRIC ZONEsi:'./ 
Pre-1970 SitesE./ 1970-1976 Sites 
Gross Gross 
Square Square 
1976 Total Sites 
Gross 
Square 
Zones Number Percent Footage Percent Number Percent Footage Percent Number Percent Footage Percent 
(000) (000) (000) 
Minneapolis Core 55 45. 8 6,559 36. 4 3 5.0 1,689 21. 8 58 32.2 8,248 32.0 
St. Paul Core 29 24. 2 5 ,213 29.0 9 15. 0 1,126 14.5 38 21. 1 6,339 24.6 
Mid-City 19 15. 8 2,362 13. 1 1 1. 7 107 1. 4 20 11. 1 2,469 9.6 
Inner Suburban 9 7.5 2,026 11. 3 17 28.3 1,639 21.1 26 14.4 3,665 14.3 
Circumferential 7 5.8 1,320 7.3 21 35. 0 2,521 32.5 28 15. 6 3,841 14.9 
Outer Suburban 1 0.9 520 2.9 9 15. 0 671 8.7 10 5.6 1,191 4.6 
Total 120 100.0 18,000 100. 0 60 100.0 7, 753 100.0 180 100.0 25, 753 100.0 
!!_/Sites with buildings in place in 1976. 
E_/Sites with buildings in place in 1976 that were constructed prior to 1970. 
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38 office sites located in the St. Paul Core now represent 21 percent of 
the metropolitan area's total inventory, a decline of three percentage 
points in the past seven years. In terms of floor space, downtown St. 
Paul's portion of the metropolitan area total declined from 29 percent 
prior to 1970 to less than 25 percent in 1976. However, the St. Paul 
Core is still second only to the Minneapolis Core in terms of its contri-
bution to the overall supply of office space to the metropolitan area. 
Two factors have contributed to the declining importance of the 
Minneapolis and St. Paul Core areas as dominant office space centers. 
First, relatively few new office projects have been initiated in these 
areas since 1970. This has been true in the Minneapolis Core, where only 
three office projects containing 25,000 square feet or more have been 
initiated since 1970. And even though one of these projects contained 
over one million square feet of space, the Minneapolis portion of the 
metropolitan area's total gross floor area still declined by more than 
four percentage points. More new construction has taken place in the 
St. Paul Core, where nine office projects have been completed since 1970. 
These nine new office sites, however, contained only 1.1 million square 
feet of gross floor area compared to the 1.16 million square feet added 
to downtown Minneapolis' inventory during the same time period. New 
construction since 1970 in the Minneapolis and St. Paul Cores combined 
accounts for only 20 percent of the projects initiated in the entire 
metropolitan area between 1970 and 1976 and for slightly over one-third 
of the new gross floor area in the metropolitan area during the same time 
period. 
Since 1970 nearly 80 percent of the new office sites constructed in 
the metropolitan area have been located outside the Minneapolis and St. 
Paul central cities. The Mid-City Zone, like the two core zones, has had 
little new office space construction since 1970. During the past seven 
years only one new office site has been added to the Mid-City Zone's pre-
1970 inventory of 19 office sites, causing its portion of the metropolitan 
area's total office sites to drop from 16 percent to 11 percent. 
Large amounts of new office construction in both the Inner Suburban 
and the Circumferential Zones have catapulted their portions of the 
metropolitan area's total office sites well above that of the Mid-City 
Zone's. Seventeen new office sites in the Inner Suburban Zone initiated 
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between 1970 and 1976 brought its total sites to 26 and its portion of the 
metropolitan area's total to over 14 percent. The largest number of office 
sites developed since 1970 have been located in the Circumferential Zone. 
A total of 21 new office projects--over one-third of the new sites developed 
in the entire metropolitan area between 1970 and 1976--have been added to 
this Zone's inventory giving it a total of 28 office sites, 16 percent of 
metropolitan Minneapolis/St. Paul's current total. The Inner Suburban Zone 
and the Circumferential Zone contain 3.7 million square feet and 3.8 million 
square feet of gross floor areas respectively, and account for nearly 30 
percent of the metropolitan area's gross office space. Nine new sites have 
been added to the one that existed in the Outer Suburban Zone prior to 1970 
bringing its portion of the Minneapolis/St. Paul area's office sites to six 
percent and its portion of the metropolitan area's gross floor space to 
five percent, still the smallest of the six zones analyzed. 
As Table 4-2 indicates, 1972 and 1973 were the peak years for the 
initiation of new office sites in metropolitan Minneapolis/St. Paul. Major 
additions were made in the St. Paul Core (seven new sites), the Inner 
Suburban Zone (11 new sites) and the Circumferential Zone (12 new sites) 
during this two year period. The Outer Suburban Zone, relatively unde-
veloperl. prior to 1970, experienced a construction surge in 1970 when four 
new office sites were developed. Since then, however, new office growth 
in this Zone has been slower than in any other area outside the Minneapolis 
and St. Paul central cities. 
Characteristics of Office Sites by Concentric Zones, 1976. Despite 
recent trends toward the suburbanization of office space, both the 
Minneapolis and St. Paul Core areas remain comparatively strong in nearly 
every characteristic. The two Core areas combined still comprise 50 
percent of the metropolitan area's office supply both in terms of the 
number of individual sites and available square footage. The Minneapolis 
Core, however, is the dominant of the two downtown areas. As Table 4-3 
points out, the average rental rate in the Minneapolis Core is $8.08 per 
square foot per year compared to $7.15 per square foot per year in the 
St. Paul Core. Estimated market values, too, are considerably higher in 
the Minneapolis Core than in the St. Paul Core. Outside the Core areas, 
the Inner Suburban Zone and the Circumferential Zone dominate both in 
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TABLE 4-2 
YEAR BY YEAR GROWTH OF OFFICE SITES 
IN METROPOLITAN MINNEAPOLIS/ST. PAUL CONCENTRIC ZONES, 1970-197&~/ 
Zones 1970 1971 1972 1973 1974 1975 1976 Total 
Minneapolis Core 1 0 0 1 1 0 0 3 
St. Paul Core 1 1 0 5 2 0 0 9 
Mid-City 0 0 1 0 0 0 0 1 
Inner Suburban 2 2 0 4 7 1 1 17 
Circumferential 2 4 2 5 7 1 0 21 
Outer Suburban 4 1 0 2 0 1 1 9 
Total 10 8 3 17 17 3 2 60 
a/ 
- Sites with buildings in place or under construction in 1976. 
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TABLE 4-3 
OFFICE SITE CHARACTERISTICS 
IN METROPOLITAN MINNEAPOLIS/ST. PAUL CONCENTRIC ZONES, 197~/ 
Gross Rents b/ Average Estimated cl Estimated Sites Square Footage Collected:"- Rent Per b/ Market Value- Market Value c/ 
Zones Number Percent Amount Percent Amo·unt Percent Square Foot- Amount Percent Per Square Foot-
(000) ($000) (Dollars) ($000) (Dollars) 
Minneapolis Core 58 32.2 8,248 32.0 62, 889 42.8 8.08 245, 965 38.4 30. 11 
St. Paul Core 38 21. 1 6,339 24.6 36,685 25 .0 7. 15 114, 6 73 17.9 19. 71 
Mid-City 20 11. 1 2,469 9.6 5 ,676 3.9 6.21 43,668 6.8 17.69 
Inner Suburban 26 14.4 3,665 14.2 16, 736 11. 4 7.63 102,022 15. 9 27. 84 
Circumferential 28 15. 6 3,841 14. 9 22, 725 15.5 7. 32 103,439 16. 2 26.94 
Outer Suburban 10 5.6 1, 191 4.7 2,061 1. 4 6. 85 30,650 4.8 25.73 
--
Total 180 100.0 25,753 100.0 146,772 100.0 640,417 100.0 
_!!/Sites with buildings in place in 1976. Each zone's characteristics are expressed as a percent of the 
Minneapolis/St. Paul metropolitan area total. 
l/calculated for 52 Minneapolis Core sites, 32 St. Paul Core sites, 11 Mid-City sites, 21 Inner Suburban 
sites, 24 Circumferential sites and 8 Outer Suburban sites. Six sites in both the Minneapolis and St. Paul 
Cores, nine Mid-City sites, five Inner Suburban sites, four Circumferential sites, and two Outer Suburban sites 
are wholly owner- or single-tenant occupied. 
_£/Excludes one site in the Minneapolis Core and one site in the St. Paul Core that are tax exempt. 
Fstimated market values obtained from appropriate assessor's offices. 
terms of average rental rates, $7.63 and $7.32 respectively, ·and estimated 
market values per square foot,$27.84 and $26.94 respectively. The sub-
urban office sites tend to be more recently constructed than their core 
area counterparts, resulting in average estimated market values per 
square foot higher in the suburban zones than in the St. Paul Core or 
Mid-City Zone and nearly as high as in the Minneapolis Core. 
Comparison of Office Development in I-94/Midway Corridor and I-35 W/South 
Corridor with Other Corridors 
Structure of Corridors. Two freeway corridors are being examined in 
the Minneapolis/St. Paul area, the I-35 W Corridor as it stretches south 
out of Minneapolis to a point two miles south of the Minnesota River and 
the I-94 Corridor connecting downtown Minneapolis to downtown St. Paul. 
For comparative purposes five other corridors in the metropolitan area 
were defined. Except for the I-494 Circumferential Corridor all other 
corridors radiate from either the Minneapolis or the St. Paul Core to one 
mile beyond the I-494 freeway. These Corridors include the segment of 
I-94 extending eastward from downtown St. Paul, I-35 E extending north 
from St. Paul, I-35 Was it stretches north from Minneapolis, and Wayzata 
Boulevard west of Minneapolis. As in the other study cities, the Circum-
ferential Corridor is composed only of those segments not bisected by 
other radial corridors. Map 4-4 illustrates the structure of the Corridor 
as well as the existing office sites in the Minneapolis/St. Paul metro-· 
politan area. 
Office Site Location and Change by Corridors. The final segment of 
the I-35 W/South Freeway connecting the southern suburban communities and 
all of Dakota County to the 11inneapolis Core was opened to traffic in 
December of 1968. The same month marked the completion of that portion 
of the I-94 freeway connecting downtown Minneapolis to downtown St. Paul. 
The degree to which these freeways have spurred the development of office 
space along their paths has, however, varied considerably. As Map 4-5 
indicates, the I-35 W Corridor south of Minneapolis was sparsely developed 
with office sites prior to 1970. Of the four sites that existed in this 
Corridor prior to 1970, two were constructed in the 1920's and are near 
the Minneapolis Core. The other two sites were located in opposite corners 
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of the I-494/I-35 W intersection.4 1 As Table 4-4 indicates, these four 
office sites represented only three percent of the metropolitan area's 
total and only four percent of the area's total floor space. As Map 4-6 
illustrates, however, a considerable amount of new office space has been 
added to the I-35 W/South Corridor since 1970. The eight new office sites 
added to this Corridor between 1970 and 1976 represented over ten percent 
of the gross floor area added between 1970 and 1976,, more than that 
added to any other radial corridor. The total of 12 sites now located 
in the I-35 W/South Corridor contains 1.5 million square feet and consti-
tut'es six percent of the floor space dedicated to office usage in the 
Minneapolis/St. Paul area. 
Growth patterns in the I-94/Midway Corridor have been considerably 
different than in its I-35 W/South counterpart. Nine office sites con-
taining over 600,000 square feet of floor space already existed in the 
Midway area before 1970. Although one of these sites was constructed in 
1969 following the completion of the I-94 link, most of these sites were 
developed at least 20 years earlier. Since 1970 only one site containing 
107,000 square feet of office space has been added in the Midway Corridor 
as seen in Table 4-5. As noted in Table 4-4, the I-94/Midway Corridor now 
contains less than three percent of the metropolitan area's office space 
as defined in Chapter 1. 
Despite the fact that the I-35 W/South Corridor has attracted more 
new office space than any other corridor in the past seven years, it has 
not been the only major focus of office space development in the metro-
politan area. The Minneapolis Core, for example, added three new buildings 
with nearly 1.7 million square feet of office space from 1970 to 1976. 
The St. Paul Core added nine new buildings with over 1.1 million square 
feet during the same time period. The most rapid growth during the 1970-
1976 period took place in the I-494 Circumferential Corridor. During this 
period 18 office sites were added to the five which existed prior to 1970. 
These new sites contained a total of 1.9 million square feet--one-fourth 
of the total space added to the metropolitan area inventory since 1970. 
41That portion of the I-494 freeway crossing I-35 W/ South and the 
I-35 W/South freeway from one and one-half miles north of I-494 south to 
Dakota County were completed by early 1960. 
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TABLE 4-4 
HISTORICAL GROWTH OF OFFICE SITES AND GROSS OFFICE SQUARE FOOTAGE 
IN METROPOLITAN MINNEAPOLIS/ST. PAUL CORRIDORS~ 
Pre-19 70 Si teJe-1 1970-1976 Sites 1976 Total Sites 
Gross Gross Gross 
Square Square Square 
Corridors Number Percent Footage Percent Number Percent Footage Percent Number Percent Footage Percent 
(000) (ODO) (ODO) 
Minneapolis Core 55 45.8 6,559 36. 4 3 5.0 1,689 21. 8 58 32.2 8,248 32.0 
St. Paul Core 29 24.2 5,213 29.0 9 15. 0 1,126 14.5 38 21. 1 6 ,339 24.6 
A (I-35 W/South) 4 3.3 710 3.9 8 13.3 822 10.6 12 6.7 1,532 5.9 
,.... B (I-94/Midway) 9 7.5 616 3.4 1 1. 7 107 1.4 10 5.5 723 2.8 N 
a, 
C (I-94/East of 
St. Paul) 2 1.6 840 4.7 0 0.0 -- -- 2 1. 1 840 3.2 
D (I-35 E) 0 0.0 -- -- 1 1. 7 41 0.5 1 0.6 41 0.2 
E (I-35 W/North) 0 0.0 -- -- 1 1. 7 70 0.9 1 0.6 70 0.3 
F (Wayzata) 8 6. 7 1,802 10.0 7 11. 6 773 10. 0 15 8.3 2,575 10.0 
G (I-494) 5 4.2 1,270 7.1 18 30.0 1,911 24.6 23 12.8 3,181 12.4 
Non-Corridor 8 6. 7 990 5.5 12 20.0 1, 214 15.7 20 11. 1 2,204 ~ 
Total 120 100.0 18,000 100.0 60 100. 0 7,753 100.0 180 100.0 25, 753 100.0 
a/s. · h b ·1d· · 1 
- ites wit ui 1ngs in pace. For comparative purposes, data for. the Core and Non-Corridor areas are 
presented. 
_£/Buildings in place in 1976 constructed before 1970. 
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TABLE 4-5 
YEAR BY YEAR GROWTH OF OFFICE SITES 
IN METROPOLITAN MINNEAPOLIS/ST. -PAUL CORRIDORS, 1970-197~/ 
Corrj dors 1970 1971 1972 1973 1974 1975 1976 Total 
Minneapolis Core 1 0 0 1 1 0 0 3 
St. Paul Core 1 1 0 5 2 0 0 9 
A (I-35 W/South) 3 2 0 1 1 1 0 8 
B (I-94/Midway) 0 0 1 0 0 0 0 1 
c (I-94/East 0 0 0 0 0 0 0 0 
of St. Paul) 
D (I-35 E) 1 0 0 0 0 0 0 1 
E (I-35 W /North) 0 0 0 0 1 0 0 1 
F (Wayzata) 1 1 0 2 1 1 1 7 
G (I-494) 2 3 2 4 6 1 0 18 I Non-Corridor 1 1 0 4 5 0 1 12 
Total 10 8 3 17 17 3 2 60 l 
a/ 
- For comparative purposes, data for the Core and Non-Corridor areas 
are presented. 
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The majority of this development took place in the southern portion of the 
I-494 Corridor proximal to I-35 W. The only other corridor with consider-
able office space growth during the 1970-1976 period was the Wayzata 
Boulevard Corridor. This major arterial which extends west from Minneapolis 
contained ten percent of the metropolitan area's office space prior to 
1970. During the past seven years seven new office sites have been 
initiated within one mile of Wayzata Boulevard representing an addition 
of 773,000 square feet of office space. 
Characteristics of Office Sites by Corridors, 1976. As Table 4-6 
illustrates, the Minneapolis and St. Paul Core areas dominate in almost 
every characteristic examined. Analysis of radial corridor character-
istics reveals that the I-35 W/South Corridor with 1.5 million square 
feet of office space currently contains six percent of the gross floor 
area in the metropolitan area while the I-94/Midway Corridor with 723,000 
square feet of space contains less than three percent of the area's total. 
One of the radial corridors examined--the Wayzata Boulevard Corridor--
ranks consistently higher than either of the study corridors in an analysis 
of office space characteristics. The Wayzata Corridor, for example, 
collects $12 million per year in rents, over eight percent of the total 
rents collected in the metropolitan area. This compares to $7.0 million 
(five percent) and $3.2 million (two percent) in the I-35 W/South and 
I-94/Midway Corridors respectively. An analysis of average rents per 
square foot indicates, however, that rents in the I-35 W/South Corridor 
average $8.32 per square foot per year--higher than the $8.08 average in 
the Minneapolis Core. This is partially accounted for by the fact that 
office space in the I-35 W/South Corridor is, for the most part, relatively 
new, while much of the space in the Core areas is of older vintage. These 
older buildings, with their lower rental rates, reduce the average rental 
rate for the Core area. As a rule suburban office space is less expensive 
than comparable space in the core area. The $6.18 rental rate in the 
I-94/Midway Corridor is the second lowest in the area, followed only by 
the $5.38 rate in the I-35 E Corridor. 42 
42
r-35 E and I-35 W/North Corridor data are based on one office site 
each. 
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TABLE 4-6 
OFFICE SITE CHARACTERISTICS IN METROPOLITAN MINNEAPOLIS/ST. PAUL CORRIDORS, 1976""-/ 
Corridors 
Sites 
Number Percent 
Minneapolis Core 58 
St. Paul Core 38 
A (I-35 W/South) 12 
B (I-94/Midway) 10 
C (I-94/East of 
St. Paul) 2 
D (I-35 E) 1 
E (I-35 W/North) 1 
F (Wayzata) 15 
G (I-494) 23 
Non-Corridor 20 
Total 180 
32.2 
21. 1 
6.7 
5.6 
1. 1 
0.6 
0,6 
8.3 
12.8 
11. 0 
100.0 
Gross 
Square Footage 
Amount Percent 
(ODO) 
8,248 
6,339 
1,532 
723 
840 
41 
70 
2,575 
3,181 
2,204 
25,753 
32.0 
24.6 
5.9 
2.8 
3.2 
0.2 
0.3 
10, 0 
12.4 
8. 6 
100. 0 
Rents b 
Collected_/ 
Amount Percent 
($000) 
62, 889 
36, 685 
7,048 
3,256 
945 
221 
560 
12,014 
17,146 
6,008 
146, 772 
42. 8 
25.0 
4.8 
2.2 
0.6 
0.2 
0.4 
8.2 
11. 7 
4.1 
100.0 
Average 
Rent Per b/ 
Square Foot-
(Dollars) 
8. 08 
7. 15 
8.32 
6.18 
6. 75 
5. 38 
8.00 
7.55 
6.94 
7.27 
Estimated 
Market Value!=/ 
Amount Percent 
($000) 
245,965 
114, 673 
30, 236 
13,590 
15,231 
851 
2,700 
66, 619 
84,449 
66, 103 
640,417 
38.4 
17.9 
4.7 
2.1 
2.4 
0.2 
0.4 
10.4 
13.2 
10. 3 
100.0 
Estimated 
Market Value c/ 
Per Square Foot-=-
(Dollars) 
30.11 
19. 71 
19. 74 
18. 80 
18. 13 
20.75 
38.57 
25. 88 
26. 55 
30.00 
~/Each corridor's characteristics are expressed as a percent of the Minneapolis/St. Paul metropolitan 
area total. For comparative purposes, data for the Core and Non-Corridor areas are presented. 
p_/Calculated on 52 Minneapolis Core·sites, 32 St. Paul Core sites, 9 "A" Corridor sites, 7 "B" Corridor 
sites, 1 "C" Corridor site, 12 "F" Corridor sites, 20 "G11 Corridor sites and 13 "Non-Corridor" sites. 
Sites excluded are wholly owner- or single-tenant occupied and are, therefore, not included in these· 
calculations . 
.£/Excludes one Minneapolis Core site and one St. Paul Core site that are tax exempt. Estimated market 
values obtained from appropriate assessor's offices. 
-
The total market value of office sites in the I-35 W/South Corridor 
is $30.2 million, or nearly five percent of the estimated market value of 
all Minneapolis/St. Paul office sites. The I-94/Midway Corridor's office 
sites are valued at $13.6 million, two percent of the area's total. The 
combined values of Minneapolis and St. Paul Core office sites total over 
$360 million, or 56 percent of the metropolitan area total. The radial 
corridor with the highest office space valuation is the Wayzata Boulevard 
Corridor. The $66.6 million valuation of office sites in this corridor 
represents over ten percent of the metropolitan area total and is more 
than twice that of the I-35 W/South Corridor and five times that of the 
I-94/Midway Corridor. 
Average estimated market values of $19.74 per square foot in the 
I-35 W/South Corridor and $18.80 per square foot in the I-94/Midway 
Corridor are considerably lower than the metropolitan area mean of $25.46 
and, with only one exception,, are exceeded by the average market values 
per square foot in the other radial corridors. 
Without exception, the present level of development in the Wayzata 
Boulevard Corridor exceeds that of either the I-35 W/South Corridor on 
the I-94/Midway Corridor in terms of density measures (Table 4-7). The 
Wayzata Corridor, for example, contains 126,000 square feet per square 
mile compared to 56,000 square feet per square mile in the I-35 W/South 
Corridor and 45,000 square feet per square mile in the I-94/Midway Corridor. 
The market value per square mile in the Wayzata Boulevard Corridor was 
considerably higher than in either of the study corridors as well--$3.3 
million as compared to $1.1 million in the I-35 W/South Corridor and 
$844,000 in the I-94/Midway Corridor. 
Standard Industrial Classification of Office Units by Corridors, 1976. 
An analysis of SIC codes for 3,496 office units in 143 of the 180 office 
sites in metropolitan Minneapolis/St. Paul is presented in Table 4-8. As 
this table illustrates, all SIC Divisions are represented except Agri-
culture (A). Of the office units classified, well over half (55 percent) 
were in the Service bivision which includes, among others, medical and 
legal offices. The second largest bivision was Finance/Insurance/ 
Real Estate, which accounted for an additional 20 percent of the units 
classified. 
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TABLE 4-7 
DENSITY CHARACTERISTICS OF OFFICE SITES IN METROPOLITAN MINNEAPOLIS/ST. PA1JL CORRIDORS, 1976§:/ 
Corridors 
Minneapolis Core 
St. Paul Core 
A (I-35 W/South) 
B (I-94/Midway) 
Square Miles 
in Corridor 
1. 5 
1.5 
27.2 
16.1 
C (I-94/East of St. Paul) 14.2 
D (I-35 E) 16.7 
E (I-35 W/North) 19. 3 
F (Wayzata) 20. 4 
G (I-494) 135. 2 
Ron-Corridor 
Total 252.1 
Office Site 
Density 
Number Per 
Square Mile 
38.67 
25.33 
0.44 
0.62 
0.14 
0.06 
0.05 
0.74 
0.17 
Gross Square 
Rental Densit~/ 
Estimated 
cl Feet Per Market Value-
Square Mile ($000 Per Density ($000 
(000) Square Mile Per Square Mile) 
5,499 41, 926 163, 976 
4,226 24, 45 7 76,449 
56 259 1, 112 
45 202 844 
59 67 1,073 
2 13 51 
4 29 140 
126 589 3,266 
24 127 625 
~/Each corridor's characteristics are expressed as a percent of the Minneapolis/St. Paul metropolitan 
area total. For comparative purposes, data for the Core and Non-Corridor areas are presented. 
E..I Calculated on 52 Minneapolis Core sites, 32 St. Paul Core sites, 9 "A" Corridor sites, 7 "B" 
Corridor sites, 1 "c" Corridor site, 12 "F" Corridor sites, 20 "G" Corridor sites and 13 Non-Corridor 
sites. Sites excluded are wholly owner- or single-tenant occupied and are, therefore, not included in 
these calculations. 
_£/Excludes one Minneapolis Core site and one St. Paul Core site that are tax exempt. Estimated 
market values obtained from appropriate assessor's offices. 
TABLE 4-8 
DlSTRIBlrrION OF METROPOLITAN MINNEAPOLIS/SI, PAUL OFFICE UNITS BY SIC CODE, 1976 
Minneapolis t'Jore St. Paul Core I-94/Midway I-35 W/South Other Radials Circumferential Non-Corridor Total 
SIC Division Number Percent Number Percent Number Percent Number Percent Number Percent Number Percent. Number Percent Number Percent 
• Mining 10-14 2 0.1 4 0.7 0 o.o 2 0.8 2 o. 8 4 1.1 0 
o.o 14 0.4 
c Construction 15-17 14 0.8 6 1.0 3 1.6 4 1. 7 6 2.5 10 2.7 4 2.1 47 1. 3 
D Manufacturing 20-39 147 8.8 6 1.0 20 10.6 21 8.9 27 11. 1 58 15,7 17 9.0 296 8.5 
E Transportation 40-49 26 1.6 13 2.2 8 4.2 3 1.3 11 4.5 23 6.2 3 1.6 87 2.5 
F Wholesale Trade 50-51 67 4.0 12 2.0 11 5.8 16 6.8 12 4.9 26 7.0 12 6.3 156 4.5 
G Retail Trade 52-59 79 4. 7 59 9.9 5 2.7 5 2 .1 13 5.3 11 3.0 11 5.8 183 5.2 
>--' H Finance, Insurance & w 
w Real Estate 60-6 7 264 15,8 139 23,4 22 11. 6 74 31.2 87 35. 7 80 21.7 54 28,4 720 20.6 
I Services 70-89 1,042 62.3 310 52.2 114 60.3 lll 46.8 86 35.2 153 41,5 88 46,3 1,904 54.5 
J Public Administration 
91-97 _.E. 
-42 _.!,'; ----1.:.§. 
-' 
_1.:1. _l ~ _Q ~ _.!,. __h! _l ~ ~ _b.1 
Total 1,673 ioo.o 594 1-00.0 189 100.0 237 100.0 244 100.0 369 100.0 190 100.0 3,496 100.0 
·"" .,_ 
I 
I 
I 
I 
Of the 85 different two-digit SIC classifications, 36 are represented 
in the 1-35 W/South Corridor (Table 4-9:), Of the 237 office units identi-
fied, 111 (47 percent) were in the Services Division. Seventy-four 
(31 percent) we•re in Finance/Insurance/Real Estate, representing 
the highest proportion of units devoted to this Division among all corridors 
examined. Because of the presence of several major medical office complexes 
in the I-94/Midway Corridor the Service Division in that Corridor is some-
what higher with 114 of the 189 office units classified falling under this 
Division heading, The Finance/Insurance/Real Estate Division, on 
the other hand, is somewhat smaller .in the I-94/Midway Corridor, with 
only 12 percent of the office units classified as such. In this Corridor 
33 of the 85 two-digit SIC classifications are represented (Table 4-10), 
1970 Origins of 1976 I-35 W/South Corridor Office Units. An analysis 
of 1970 addresses of office units located in five 1-35 W/South Corridor 
office sites in 1976 is illustrated in Map 4-7, As this map and Table 4-1.1 
indicate, 37 (38 percent) of the 98 office units for which different 1970 
addresses were available were previously located in the I-35 W/South 
Corridor. More significant, however, is the fact that over 20 percent 
(21) of these units were in the Minneapolis Core prior to 1970. In 
addition 16 office units moves to the I-35 W/South Corridor from the 
Circumferential Corridor (primarily the southwest portion), 13 from non-
corridor areas, and 11 from other radial corridors (including five office 
units from the Midway area). As would be expected, half of the units that 
moved into the I-35 W/South Corridor from earlier Minneapolis/St. Paul 
area locations were in the .Services Division, most notable business serv;ices 
( 16 units), miscellaneous services (13 units) and health services ( 10 units). 
An additional 35 percent of units moving into this Corridor were inbhe Fi-
nance/Insurance/Real Estate SIC Division, Most prominent among these were 
insurance units, 15 of which moved to the I-35 W/South Corridor from other 
metropolitan area locations since 1970. 
1970 Origins of 1976 I-94/Midway Corridor Office Units. An analysis 
of recent moves into the I-94/Midway Corridor indicates a more static 
office environment here than in the I-35 W/South Corridor. It should be 
noted, however, that with only one exception the office sites in the 1-94/ 
Midway Corridor were constructed before 1970. As a result, the majority 
134 
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TABLE 4-9 
SIC DIVISIONS AND GROUPS LOCATED 
IN THE I-35 W/SOUTH CORRIDOR AND ELSEWHERE 
IN METROPOLITAN MINNEAPOLIS/ST. PAUL, 1976 
SIC's Found Elsewhere in 
SIC's Found in Minneapolis/St. Paul 
I-35 W/South Area But Not in I-35 W/ 
SIC Division Corridor South Corridor 
B Mining (10-14) 13 10 
c Construction (15-17) 15, 17 16 
D Manufacturing (20-39) 20, 23, 25, 27, 22, 24, 26, 28, 31, 33, 
30, 32, 34, 35, 37, 38 
36, 39 
E Transportation (40-49) 47 40, 42, 43, 45, 48, 49 
F Wholesale Trade (50-51) 50, 51 
G Retail Trade (52-59) 57, 58, 59 52, 53, 54, 55, 56 
H Finance, Insurance & 60, 61, 62, 63, 66 
Real Estate (60-6 7) 64, 65, 67 
I Services (70-89) 72, 73, 76, 80, 70, 75, 78, 83, 87 
81, 82, 84, 86, 
89 
J Public Administration 94 91, 92, 95, 96, 97 
(91-97) 
Total 36 32 
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TABLE 4-10 
SIC DIVISIONS AND GROUPS LOCATED 
IN THE I-94/MIDWAY CORRIDOR AND ELSEWHERE 
IN METROPOLITAN MINNEAPOLIS/ST. PAUL, 1976 
SIC's Found Elsewhere in 
SIC's Found in Minneapolis/St. Paul 
I-94/Midway Area But Not in I-94/ 
SIC Division Corridor Midway Corridor 
B Mining (10-14) 10, 13 
c Construction ( 15-· l 7) 17 15, 16 
D Manufacturing (20-39) 20, 27, 28, 34, 22, 23, 24, 25, 26, 30, 
35, 36, 38 31, 32, 33, 37, 39 
E Transportation (40-49) 43, 45, 47, 48 40, 42, 49 
F Wholesale Trade (50-51) 50 51 
G Retail Trade (52-59) 52, 58, 59 53, 54, 55, 56, 57 
H Finance·, Insurance & 62, 63, 64, 65, 60, 61, 66 
Real Estate (60-6 7) 67 
I Services (70-89) 72, 73, 78, 80, 70, 7 5, 76, 84, 87 
81, 82, 83, 86, 
89 
J Public Administration 91, 94, 97 92, 95, 96 
(91-97) 
Total 33 35 
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TABLE 4-11 
1970 LOCATIONS OF 1976 OFFICE UNITS IN THE 
METROPOLITAN MINNEAPOLIS/ST. PAUL I-35/SOUTH CORRIDOR BY SIC DIVISION~ 
Other Division 
Minneapolis I-35W/ I-94/ Radial Total 
SIC Division Core South Midway Corridors Circumferential Non-Corridor Number Percent 
Finance, Insurance, 
Real Estate 8 11 2 2 5 6 34 34.7 
Services 8 22 3 3 6 7 49 50.0 
.... 
Other Divisions 5 4 0 1 5 0 15 15. 3 
w 
00 
Total Number 21 37 5 6 16 13 98 
Percent 21. 4 37.8 . 5. 1 6. 1 16. 3 13. 3 -- 100.0 
~/Includes only units with local 1970 addresses different from their 1976 addresses. 
- - - - - -
of the office units presently located in I-94/Midway Corridor office sites 
have been there since before 1970, thus partially accounting for the 
relatively low number of units for which different 1970 addresses were 
identified. Of the 189 individual office units examined in the I-94/ 
Midway Corridor, only 14 were identified as having had a different address 
in 1970. As Map 4-8 illustrates, over one-third (five office units) 
simply moved from other Midway Corridor addresses to their present ones. 
Therefore, only nine units have moved to this Corridor from other metro-
politan area locations. Of these, four came from the St. Paul Core, three 
from ''Ion-Corridor areas, and one each from the I-35 W/North and I-35 W/ 
South Corridors. As Table 4-12 points out, nine of the 14 units for which 
previous addresses were available are service-related offices, predomi-
nantly health care services. 
Factors Influencing Office Site Development.in the I-35 W/South Corridor 
and the I-94/Midway Corridor 
Eight factors which often attract office development to a particular 
area and how these factors have affected development in the I-35 W/South 
and I-94/Midway Corridors are dealt with in this section. Factors discussed 
include office worker accessibility, availability of land, price of land, 
tax differentials, availability of investment funds, noise and air pollution 
and distance from the core areas. 
Offic~ Worker Accessibility. 43 As Map 4-9 illustrates the southern 
portion of the City of Minneapolis (census cells I and J) and the south-
western portion of the City of St. Paul (census cell L) contain by far the 
largest concentrations of office workers in the metropolitan area. This 
concentration extends, to some extent, into the adjacent suburbs southwest 
of Minneapolis (census cells A and H). Other concentrations of office 
workers exist in the suburban communities north of Minneapolis (census 
cell FF) and northeast of St. Paul (census cell W). 
Konig counts, the number of intersections encountered when traveling 
from census cell centers to predetermined destination points along the 
metropolitan area's transportation network are used to provide a measure 
of accessibility. Map 4-10 illustrates the sum of Konigs from every census 
43The accessibility model is discussed in Chapter 1 and Appendix A. 
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MAP 4-8 
1970 LOCATIONS OF OFFICE UNITS IN THE METROPOLITAN 
MINNEAPOLIS/ ST. PAUL 1-94/ MIDWAY CORRIDOR, 1976 
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TABLE 4-12 
1970 LOCATIONS OF 1976 OFFICE UNITS 
IN METROPOLITAN MINNEAPOLIS/ST. PAUL I-94/MIDWAY CORRIDO, '.'c ·',·\: 
St. Paul I-94/ I-35W/ I-35W/ 
·~ '.. 
SIC Division Core Midway North South 
Manufacturing 1 0 0 0 
Finance, Insurance, Real Estate 0 1 1 1 
Services 3 3 0 0 
Other Divisions 0 1 0 0 
Total Number 4 5 1 l 
Percent 29.6 35. 7 7.1 7. 1 
~Includes only units with local 1970 addresses different from their 1976 
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4 
cell center to each destination point on the freeway network. The I-94/ 
Highway 280 interchange near the Minneapolis/St. Paul border (point 16) 
has the lowest aggregate Konig count, and is, therefore, the point of 
highest accessibility from all portions of the metropolitan area. Point 
17, also on I-94 in the Midway area, has the second highest accessibility 
(relatively low Konig count) followed by point 4 on the I-35 W freeway. 
Aggregate office worker accessibility, which takes into consideration 
both the white collar population and the Konig count variables, is 
presented in Map 4-11. Points with highest aggregate office worker 
accessibility (those with the highest office worker accessibility scores) 
tend to be located on or near the I-35 W freeway or the I-94 freeway 
between Minneapolis and St. Paul. The intersection of I-35 Wand I-494 
in the northern suburbs of Minneapolis/St, Paul (point 14) is the point 
of greatest aggregate office worker accessibility. The two points (16 
and 17) located on the I-94 Interstate between Minneapolis and St. Paul 
ranked third and sixth in terms of office worker accessibility, while 
point 4, located on the I-35 W freeway in the southern portion of Minne·· 
apolis, had the second highest office worker accessibility score. Point 
13, located approximately two miles west of the I-35 W/I-494 interchange, 
had the fourth highest office worker accessibility score. 
Although the accessibility scores along the I-35 W freeway north of 
St. Paul and the I-94 freeway between Minneapolis and St. Paul were quite 
high, these areas have· not been extensively developed with new office 
space. The southwestern portions of the metropolitan area, although 
having slightly lower accessibility score, have attracted much more new 
office development. One possible explanation for this phenomenon was 
offered by a local commercial real estate broker. Office locations, he 
pointed out, tend to be more proximal to residences of corporate executives 
rather than residences of the employees of the firm. The concentration 
of corporate executives in the southwestern suburbs such as Edina may 
partially account for the rapid growth of office space in that area as 
opposc•.1 to the I-94/Midway area which is more accessible to high concen-
trations of office workers. 
Availability and Price of Land Suitable for Commercial Development. 
The availability of large tracts of land suitable for commercial development 
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has added significantly to the attractiveness of the I-35 W/South Corridor, 
and the lack of such tracts has hindered development in the I-94/Midway 
Corridor. 
The area between Minneapolis and St. Paul was already fully developed 
in the early 1960 1 s when construction began on the I-94 segment that would 
link the two cities. As a result, this freeway is abutted on both sides 
by neighborhoods developed long ago into residential, commercial and light 
industrial usages. Local developers indi.cate that commercial land prices 
in the Midway area tend to be on the lower end of the $2.00 to $4,00 per 
square foot price range for commercial land in areas outside the two 
downtown business districts. They also indicate, however, that putting 
together a parcel suitable for new office development would, at best, be 
difficult. This couples with the additional expenses associated with 
site demolition and clearance, has discour_aged new office development 
in the I-94/Midway Corridor. 
A somewhat different situation exists in the I-35 W/South Corridor. 
Although it too bisected established residential areas in southern Minne-
apolis, it also added to the suitability of the southern suburbs as areas 
for additional new office development. In these suburbs, particularly 
Bloomington and Burnsville, a great deal of new office development has 
taken place since l970. As pointed out earlier, 822,000 square feet of 
new office space were added to the I-35 W/South Corridor between 1970 and 
1976. This represented over ten percent of the gross floor area added to 
the metropolitan area's inventory during the same period and more space 
than was added to any other radial corridor during the period. This was 
true in spite of the fact that local developers and real estate brokers 
indicate that land suitably zoned and located for office development in 
this Corridor commands about $4.00 per square foot--as much or more than 
similar land in other non-CBD locations. Large tracts of land suitable 
for office development still exist in the southern and southwestern 
portions of the metropolitan area, suggesting that additional office 
development is likely to occur here. One local real estate developer 
indicated that the area where the proposed I-35 E freeway will join I-35 W 
(approximately seven miles south of the I-494 interchange) will likely be 
a "hot spot" for future office development. 
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Tax Differentials. Unlike their counterparts in other cities studied, 
Minneapolis and St. Paul office site developers, owners and managers indi-
cate that property tax differentials between the various municipalities 
in the metropolitan area significantly influence office building location 
decisions. They maintain that property tax rates and land costs to a 
great extent dictate rental rates. High property tax rates, therefore, 
tend to be reflected in high rental rates. 44 This point was also estab-
lished in a 1974 study by Gerald Manners which indicated that the cost 
savings associated with lower property taxes and construction costs in 
suburban areas are "reflected in what is frequently a 10 or 15 percent 
suburban advantage in office rents ... 45 
Municipal property tax rates in the Minneapolis/St. Paul metropolitan 
area vary considerably. The City of Minneapolis, for example, levies a 
property tax of 43. 711 mills while the adjacent City of St. Paul levies 
a tax of 34.682 mills. 46 The existing tax differentials become most 
evident when the city rates are compared to the rates of suburban munici-
palities. Bloomington, a suburban municipality bisected by the I-35 W 
freeway, has a property tax rate of only 14.751 mills and Burnsville, 
further south on the I-35 W freeway, levies a tax of 16.910 mills. 
How varying tax rates might affect office building locations and, 
at a minimum, office space rental rates is best illustrated by applying 
the varying rates to a hypothetical office building. An office building 
with an assessed value of one million dollars located in the Minneapolis 
portion of the I-94/Midway Corridor would pay municipal property taxes of 
$43,711 per year. If it were located in the St. Paul side of that Corridor 
it would pay only $34,682 per year in municipal property taxes. Even more 
44Table 4-6 of this chapter indicates that the average rental rate 
in the I-35 W/South Corridor is the highest in the metropolitan area. 
This is due, however, to the recent completion date for most buildings 
in that corridor rather than high municipal tax rates. 
45 Gerald Manners, "The Office in Metropolis: 
Shaping Metropolitan America," Economic Geography, 
p.96. 
An Opportunity for 
L: 2; (April, 1974) 
46 A mill is one-tenth of a cent or a thousandth part of a dollar. 
Therefore, one mill results in $1.00 of tax for each $1,000 of assessed 
valuation. 
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substantial tax savings would result if this office building were located 
in one of the suburban municipalities bisected by the I-35 W freeway 
south of Minneapolis. In Burnsville this building would pay $16,910 per 
year to that community in property taxes. Bloomington, a relatively small 
community which has developed a considerable non-residential tax base, 
would impose the lowest property tax on this building--only $14,751 per 
year, about one-third of the taxes it would pay in Minneapolis. Such 
savings, according to local entrepreneurs, result in a competitive 
advantage for office sites in these lower-tax areas. 
Availability of Investment Funds. The availability of investment 
funds for office development does not appear to be a factor which either 
encourages or discourages office development in the I-35 W/South or the 
I-94/Midway Corridors. Local developers and real estate specialists 
pointed out that little or no speculative development is taking place in 
the Minneapolis/St. Paul area and that borrowing funds for such a venture 
would be "very difficult" regardless of the proposed location for such a 
venture. This, they explained, is due to a belief of many investors that 
the area's office inventory is at least temporarily over-built and that 
a speculative office development would be a high-risk venture. If, on 
the other hand, a reputable developer seeks financing for a proposed office 
site for which·'a major tenant is already lined up, funds would be rela-
tively easy to obtain regardless of the location of the development. It 
is quite possible, however, that other factors may tend to make certain 
locations more desirable than others and hence for those areas to attract 
more investment dollars. 
Noise Pollution. Noise level data developed for the I-35 W/I-494 
interchange and the I-94/Lexington Parkway interchange indicates that 
office sites located nearby are, for the most part, not adversely affected 
by noise pollution. Moreover, local developers and real estate specialists 
indicated the noise pollution, unless extremely bad, is not a factor in 
the location decision process. 
As Map 4-12 illustrates, an office site near the I-94/Lexington Park-
way interchange in St. Paul is bisected by the 71 decibel contour. 
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47 According to standards established by the Highway Research Board noise 
levels of 71 decibels (dBA) outside an office site have no adverse impact 
on the building occupants. As has been pointed out in earlier chapters, 
standard office site construction damps outside noise levels by approxi-
mately 25 decibels, thus reducing an outside reading of 71 dBA to an inside 
level of 46 dBA. This is equal to the Board's recommendation of 46 
decibels for a private office. 
Office sites proximal to the l-35 W/I-494 interchange tend to be 
situated in areas with slightly higher noise levels. As Map 4-13 indicates 
one of the office sites in that vicinity is bisected by the 76 dBA contour 
line while another is situated between the 76 dBA contour line and the 
I-35 W freeway. Assuming a 25 dBA reduction for intrusive noise, the noise 
level inside the latter building would be over 51 decibels, somewhat 
higher than is recommended for private offices. 
Air Pollution. Air pollution was not found to be a significant factor 
for either attracting or discouraging office development in the I-35 W/ 
48 South or the l-94/Midway Corridors. Using the California Model carbon 
monoxide concentrations were developed for the areas around the I-35 W/ 
l-494 interchange and the I-94/Lexington Parkway interchange. Maps 4-14 
and 4-15 illustrate that carbon monoxide levels in these two areas do not 
approach the Federally-set maximum allowable concentration of 35 parts per 
million. Mid-highway concentrations near the l-35 W/I-494 interchange 
range from 13 to 15 parts per million and decline outward so that no 
office site in this vicinity is located in an area with concentrations 
of more than 5 parts per million. Although the mid-highway concentration 
at the I-94/Lexington Parkway interchange was somewhat higher at 19 parts 
per million, the office site near that interchange is located well beyond 
the 5 ppm contour line. 
Distance from the Core. Distance from the central business district 
is not a significant factor in the development potential of either the 
I-35 W/South or I-94/Midway Corridors. With the exception of two older 
office sites, all of the office development in the l-35 W/South Corridor 
47 See Chapter 1 and Appendix B. 
48 See Chapter 1 and Appendix C. 
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is at least eight miles from the Minneapolis Core. Most developers 
indicated that new office development in the suburban portion of the 
I-35 W Corridor would probably continue unless slowed down by factors 
such as an extreme energy crisis. Many felt that the proposed linkage 
of the I-35 W freeway and the I-35 E freeway 16 miles south of the Minne-
apolis Core would b<' · a potential "hot spot" for new office development. 
The I-94/Midway Corridor, on the other hand, is relatively close to both 
the Minneapolis and St. Paul Core areas but has not attracted much new 
development. This tends to suggest that distance from the central business 
district is of little importance in the location decision process, partic-
ularly when good access via the interstate freeway system is available. 
Impact of Office Development on the Economies and Public Services of the 
I-35 W/South and I-94/Midway Corridor Communities 
Tax Revenues. Office sites in both the I-35 W/South and the I-94/ 
Midway Corridors generate substantial property tax revenues for the munici-
49 palities in which they are located. 
The twelve office sites in the I-35 W/South Corridor, for example, 
pay a total of $264,000 in property taxes to the four metropolitan area 
municipalities through which the Corridor passes. Seven of the twelve 
office sites in the I-35 W/South Corridor are located in Bloomington and 
account for over half of the floor area of office space within the Corridor 
and nearly three-fourths of the total market value for office developments 
within the Corridor. As Table 4-13 illustrates, Bloomington collects 
approximately $135,000 per year in property taxes from these seven sites. 
Due to a considerably higher tax rate, Minneapolis collects $103,000 
49 
Tax revenues were calculated by multiplying the appropriate tax rate 
times the total assessed value of office buildings in each community. 
They do not take into consideration minor adjustments brought about by the 
Metropolitan Development Act, 1971. This Act provides that commercial and 
industrial establishments contribute in the form of property taxes to a 
pool of funds which is in turn redistributed to communities according to 
their amount of commercial and industrial development. It means, in effect, 
that a new office building in one city would contribute, in a minor way, 
to the tax receipts of other communities in the Minneapolis/St. Paul area. 
The objective of this Act is to share the commercial and industrial growth 
among all the taxing units in the metropolitan area, and to relieve 
disparities in tax resources for financing public services. 
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B I-94/Midway Corridor 
Total 
C I-94 East Corridor 
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TABLE 4-13 
MUNICIPAL REVENUES GENERATED BY OFFICE SITES 
IN METROPOLITAN MINNEAPOLIS/ST. PAUL CORRIDORS, 1976 
Political Unit 
Minneapolis 
St. Paul 
Minneapolis 
Richfield 
Bloomington 
Burnsville 
Minneapolis 
St. Paul 
Maplewood 
Woodbury 
Office Gross 
Square Footage 
(000) 
8,248 
6,339 
660 
25 
749 
98 
1,532 
134 
589 
723 
700 
140 
840 
1976 
Market 
Value 
( $000) 
245,965 
114,673 
5,454 
625 
21,257 
2,900 
30,236 
3, 415 
10,175 
13,590 
11, 451 
3,780 
15, 231 
1976 
Assess.!1 
Value 
($000) 
105,765 
49,309 
2,345 
269 
9, 141 
1,247 
13,002 
1,468 
4,375 
5, 843 
4,924 
1,625 
6,549 
a/ 
- Assessed value equals 43 percent of market value. 
1976 
Tax Rafi 
Mills 
43. 711 
34.683 
43.711 
17. 143 
14. 751 
16. 910 
43. 711 
34.683 
19.381 
21.210 
Tax Revenue 
Generated:£/ 
($000) 
4,623 
1, 710 
103 
5 
135 
21 
264 
64 
152 
216 
95 
34 
129 
p__/ A mill is one-tenth of a cent or one thousandth part of a dollar. Therefore, one mill results in 
$1.00 of tax for each $1,000 of assessed valuation. 
-'=-/Tax revenues derived by applying 1976 tax rate to 1976 assessed values. 
>--' 
u, 
"' 
-
Corridor 
D I-35 E Corridor 
E I-35 W/North Corridor 
F Wayzata Corridor 
Total 
TABLE 4-13 
(Continued) 
MUNICIPAL REVENUES GENERATED BY OFFICE SITES 
IN METROPOLITAN MINNEAPOLIS/ST. PAUL CORRIDORS, 1976 
1976 1976 
Office Gross Market Assessed 
Political Unit Square Footage Value Valu~/ 
(ODO) ($000) ($000) 
Roseville 41 851 366 
Roseville 70 2,700 1, 161 
Minneapolis 871 18,987 8,164 
St. Louis Park 890 29,515 12.,691 
Golden Valley 664 13,242 5,694 
Plymouth 120 3, 804 1,636 
Wayzata 30 1,071 460 
2,575 66,619 28,645 
a/ 
- Assessed value equals 43 percent of market value. 
1976 
Tax Ra~ 
Millsb 
10.925 
10. 925 
43. 711 
14.920 
16. 332 
9.682 
10. 418 
Tax Revenue 
GeneratedY 
($000) 
4 
13 
357 
189 
93 
16 
5 
660 
'E_/A mill is one-tenth of a cent or one thousandth part of a dollar. Therefore, one mill results in 
$1.00 of tax for each $1,000 of assessed valuation. 
~/Tax revenues derived by applying 1976 tax rate to 1976 assessed values. 
annually from only two office sites located in the I-35 W/South Corridor. 
Burnsville, which also receives property taxes from two office sites in 
this Corridor, collects only $21,000 annually. Only one office site in 
the I-35 W/South Corridor is located in Richfield and it pays approxi-
mately $5,000 per year in property taxes. 
The ten office buildings in the I-94/Midway Corridor generate a total 
of $216,000 in property tax revenues for the Cities of Minneapolis and 
St. Paul. Seventy percent of this ($152,000) accrues to the City of St. 
Paul which contains eight of the ten buildings and nearly 75 percent of 
the total market value for office sites in the Midway Corridor. 
Police and Fire Protection. The provision for police and fire protec-
tion of office sites in the I-35 W/South Corridor and the I-94/Midway 
Corridor does not place a significant burden on those municipalities they 
traverse. Discussions with local police officials indicated that office 
buildings provided no particular problems in terms of providing police 
protection and that no special police response is initiated when a new 
office building is brought into the connnunity. Similarly, local fire 
department officials indicated that, although some specialized training 
is needed to fight fire in high-rise office buildings, budget and manpower 
increases could not be attributed specifically to the existence of office 
sites in their jurisdictions. A representative of the rapidly growing 
Bloomington Fire Department pointed out that the recent addition of new 
fire stations could not be attributed to new office development but to 
development in general. 
Public Works. Although general office buildings tend to discharge 
more into sanitary and waste water sewer systems than do many other 
commercial type activities, the present system has sufficient capacity to 
handle the existing level of development in the Minneapolis/St. Paul area. 
A representative of the Metropolitan Waste Control Commission indicated, 
for example, that 2, 400 square feet of general office space requires the 
same reserve capacity as 3,000 square feet of retail space. The metro-· 
politan area's sewer system however, was planned for a population of three 
million and current projections indicate a 1980 population of just over 
two million. Although extremely heavy concentrations of office development 
could present problems in the future, local officials feel that the present 
level of development poses no real threat to the existing sewer system. 
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Retail Functions. Assuming 100 percent office occupancy rates and a 
full complement of workers in each office, office employment in the I-35 W/ 
South Corridor totals 7,660 workers while employment in the I-94/Midway 
Corridor totals 3,615.50 At a mean annual wage of $8,114,60, $62.2 million 
in wages are paid office workers in the I-35 W/South Corridor while $29.3 
million total annual wages are paid office workers in the I-94/Midway 
Corridor. 51 If six percent of an office worker's income is spent during 
office hours on convenience goods and general merchandise, apparel and 
furniture (GAF), office workers in the I-35 W/South Corridor spend approxi-
mately $3. 7 million for such goods annually while office workers in the 
I-94/Midway Corridor would spend $1.8 million annually.52 Because such 
expenditures would represent only those made during worki.ng hours, much 
of this support would accrue to the major retail centers proximal to the 
individual's place of employment (Map 4-16). Assuming that 75 percent of 
all expenditures is for convenience goods and the remaining 25 percent is 
for GAF items and that $100 of annual sales are required to support one 
square foot of convenience goods retail space and $80 to support the same 
amount of GAF space, the I-35 W/South Corridor workers support a total 
of 2 7, 750 square feet of convenience goods retail space and 11, 563 qquare 
feet of GAF retail space. Although retail floor areas vary considerably, 
these figures could be translated into approximately 28 average sized 
convenience shops and 8 GAF establishments. Similarly, I-94/Midway 
Corridor office workers support 13,500 square feet of convenience goods 
space and 5,625 square feet of GAF space. These figures would represent 
the equivalent of 13 average sized convenience good establishments and 
three retail outlets for GAF goods. 
so Wage figures exclude executive salaries. This lack is partly 
compensated by assuming full office occupancy and full office complements. 
The number of workers is derived by dividing the study corridors' 1,532,000 
and 723,000 square feet of office space by 200, the gross square feet of 
floor area per worker (see Chapter 1). 
51 
The mean annual wage is 52 times the mean weekly wage. The weekly 
wage amounts to $156.05 and is calculated from the Area Wage Survey, 
Minneapolis-St. Paul, Minnesota-Wisconsin Area, January, 1976. Bulletin· 
1900-3, U.S. Department of Labor, Bureau of Labor Statistics. 
52 See Chapter 1. 
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Assessment of Office Sites in the I-35 W/South and 1-94/Midway Corridors 
Three factors have contributed to the image of the I-35 W/South 
Corridor as an attractive area for new office development, while three 
factors have produced a generally negative image of the I-94/Midway 
Corridor as an area for such development. 
The proximity to related support facilities has played an important 
role in producing the image of the I-35 W/South Corridor and adjacent 
areas as being attractive for new office development. As Map 4-17 
illustrates office sites in this vicinity realize the additional advantages 
of being proximal to large concentrations of white collar workers, the 
Wold-Chamberlain International Airport, the Metropolitan Sports Complex, 
and several major retail centers. In addition, this area offers an 
abundance of hotel and motel rooms necessary for the conduct of a 
regionally-oriented office activity. 
Accessibility and visibility are strong. locational principles adhered 
to by. office space developers and the 1-35 W/South Corridor offers the 
best of both of these principles. The I-494 and I-35 W freeways provide 
excellent accessibility to and from all portions of the metropolitan area 
including the Minneapolis and St. Paul Core areas. Micro-access is good, 
as well, in that sufficient vacant land was available to allow most devel-
opments to be located directly adjacent to the freeway or to major arterials 
leading to the freeway. 
The above factors have led to an abundance of new office developments 
in the vicinity of the I-35 freeway, many of which have utilized the most 
current principles of architectural and landscape design. The esthet-
ically pleasing quality that results further enhances the image of the 
1-35 W/South Corridor as an attractive area for new office d~velopment. 
Unlike the situation in the I-35 W/South Corridor several character-
istics unique to the I-94/Midway Corridor have combined to give this area 
a somewhat unattractive image for new office development. As was mentioned 
earlier, the entire area between the Minneapolis and St. Paul central 
business districts was long ago developed for residential, commercial, 
light industrial and warehousing usages. After the I-94 freeway was 
completed through this area, relatively little vacant land was available 
adjacent to the freeway. New development, therefore, was limited to areas 
160 
l 
l 
l 
I 
r 
I-' 
er, 
I-' 
• w•i • 
~01' 
-eoi-iJV' 
#,coV""" •• ; : 
• • I - 494 
• ,.# 0' 
Minnesota RirJer 
• 
• 
•• 
• 
• 
.. 
. ·]· 
• 
• 
• \ 
'iJ, 
" 
·--
• 
• 
• 
Wold - Chamberlain International Airport 
• 
·o • •· • 
Metropolitan 
Sports Complex 
MAP 4-17 
OFFICE SUPPORTIVE FUNCTIONS PROXIMAL 
TO THE I - 35 W / SOUTH CORRIDOR 
IN METROPOLITAN MINNEAPOLIS/ ST. PAUL 
0 
• Office buJlding 
•Regional shopping center 
2 
miles 
+ 
N 
along University Avenue, the original route linking the Minneapolis and 
St. Paul Core areas. The fact that this area already contained several 
older industrial and warehousing concerns contributed to the area's image 
as being unattractive for new office development. 
Although its central location tends to make an I-94/Midway location 
quite accessible on a macro-level, the required orientation toward 
University Avenue creates accessibility problems on the micro-level. As 
Map 4-18 illustrates access to these offices is achieved only by leaving 
the I-94 freeway, traveling through the urban street network to University 
Avenue, and then down University Avenue to the desired office site. This, 
coupled with the fact that many of the buildings in the area are old, 
deteriorating, and often incompatible with adjoining activities, has 
helped to create the somewhat unacceptable image of the I-94/Midway 
Corridor as a prospective location for new office development. As one 
local developer put it, the area is plagued with many of the disadvantages 
of a downtown location and has none of the advantages associated with a 
suburban location. 
Suitability of Office Site Development in the I-35 W/South and I-94/Midway 
Corridors: A Summary 
Because of adverse locational characteristics,office sites are not 
suitable land use functions for the I-94/Midway Corridor. Office sites 
are, however, highly suitable land use functions for the I-35 W/South 
Corridor. 
As this chapter has pointed out, office developments in both the 
I-35 W/South and I-94/Midway Corridors generate substantial revenues for 
the municipalities in which they are located. Moreover, these buildings 
do not represent a disproportionate burden to these municipalities in the 
provision of police and fire protection or other city services. 
Although one might expect that the area between two major cities as 
Minneapolis and St. Paul would be a prime area for large amounts of new 
office development, such is not the case. Any potential that the I-94/ 
Midway may have in that direction is severely dampened by poor accessi-
bility, the older, declining condition of the neighborhood, the existence 
of incompatible land uses and the dearth of vacant land suitable for new 
office development, The prestigious location sought by developers and 
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CORE 
office location decision-makers is not to be found in the I-94/Midway 
Corridor. 
Factors such as high accessibility, proximity to high concentrations 
of high income, office worker population concentrations, proximity to 
numerous office supportive functions and the availability of large tracts 
of commercially attractive land have made the I-35 W/South Corridor highly 
suitable for new office developments. New office developments that have 
taken place have, in turn, created an esthetically pleasing corridor 
environment and provide excellent transitions between freeways or other 
more objectional types of commercial activities and residential areas. 
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CHAPTER 5 
THE GROWTH OF OFFICE SPACE IN THE DALLAS, TEXAS 
INTERSTATE 35 E/STEMMONS AND INTERSTATE 35 E/THORNTON FREEWAY CORRIDORS 
Introduction 
Dallas, Texas, is representative of American cities which had gains in 
population between 1960 and 1970, and which have an above average proportion 
of white collar workers. Dallas increased its population by 23 percent 
within the same area used for its 1960 census; it gained 164,000 people (or 
24 percent) when simply comparing the population within the 1960 Dallas 
City limits. This gain was less than the population increase for the Dallas 
Standard Metropolitan Statistical Area (SMSA), which gained 437,000 people 
or 39 percent suggesting a continuing suburbanization there. Dallas' City 
population of 844,000 and SMSA population of 1,556,000 in 1970 makes it the 
largest of the cities being studied in this project. The Dallas SMSA has 
continued to grow with the Bureau of the Census in its Current Population 
Reports, Series P-26, estimating the 1975 population at 1,691,000 or a 9 
percent increase since 1970. Suburbanization has continued as indicated by 
Dallas County's smaller estimated increase (5 percent). 
More than half (55.5 percent) of the Dallas SMSA work force were in 
white collar occupations, according to 1970 census data. This proportion 
exceeds the average of 51 percent for SMSA central cities with populations 
between 100,000 and 1,000,000 by less than one standard deviation (which 
was 5.6 percent). Only 11 cities in that category had higher proportions 
of white collar workers. 
Although the Dallas SMSA consists of five counties, this analysis will 
be confined to a portion of the largest county (Dallas). The study area 
has been limited to the area inside a ring extending one mile beyond the 
circumferential highway system formed by I-635 (the LBJ Freeway) on the 
north, east and south, and Loop 12 on the west. This area contains 198 
165 
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office sites53 of at least 25,000 square feet of gross floor area, excluding 
single-tenant buildings. The latter are excluded in conformity with the 
data as compiled by several Dallas commercial realtors and the Dallas 
Chamber of Commerce and in recognition of the difficulty of accurately 
determining all such sites in a study area as large and as office-oriented 
as Dallas. 
Within this area two radial freeways--the Stemmons Freeway (I-35 E 
extending northward from the central business district) and the Thornton 
Freeway/South (I-35 E extending southward from the CBD)--are considered 
the study corridors which are compared to other freeway corridors in the 
study area. 
This study of office space in the I-35 E Corridors a) identifies the 
pattern and growth of this space in three concentric zones in the metro-
politan area, b) compares the study Corridors with five other highway 
corridors, the CBD Core, Core Extension, and the remaining non-corridor 
area of the city, on the basis of the pattern and growth of office space 
characteristics, c) examines eight factors attracting office space to 
the I-35 E corridors d) analyzes the impact of office space development i 
in the study corridors on five aspect's of the economy and public services 
of communities through which the study corridors pass, and e) provides an 
assessment of office sites in the I-35 E corridors. 
Office Development in Dallas' Concentric Zones 
Structure of Concentric Zones. Three concen.tric zones in the Dallas 
study area have been delineated in order to analyze office development 
patterns in the Dallas area. The Core Zone is defined as a circle with 
. 7 mile radius centered on the intersection of Akard and Commerce Streets. 
The second, or Mid-City Zone, is defined as the area extending from the 
Core Zone to the inner edge of the Circumferential Zone. The Circumfer- · 
ential Zone is a belt extending one mile on either side of the I-635 and 
Loop 12 ring. 
Office Site Location by Concentric Zones, 1976. The Dallas Core is 
53An office site is a single office building, an office park of 
several buildings, or a complex of buildings built by the same developer 
within a limited period of time. 
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TABLE 5-1 
HISTORICAL GROWTH OF OFFICE SITES AND GROSS OFFICE SQUARE FOOTAGE 
IN METROPOLITAN DALLAS CONCENTRIC ZONES~ 
Zones 
Core 
Mid-City 
Pre-1970 SiteJ,_/ 
Gross 
Square 
Number Percent Footage Percent 
(ODO) 
48 44. 0 14,134 70.6 
58 53. 2 5,667 28 . .3 
Circumferential 3 2.8 211 1. 1 
TotalS 109 100.0 20, 012 100. 0 
~/Sites with buildings in place in 1976. 
1970-1976 Sites 
Gross 
Square 
Number Percent Footage Percent 
(ODO) 
5 5.6 3,699 22. 8 
47 52.8 7,006 43 • .3 
]]_ 41. 6 5,489 33.9 
89 100.0 16, 193 100.0 
1976 Total Sites-"/ 
Gross 
Square 
Number Percent Footage Percent 
(000) 
53 26.8 17,833 49.3 
105 53.0 12,673 35.0 
40 20.2 5,700 15, 7 
--
198 100.0 36 ,2()5 100.0 
E_/Sites with buildings in place in 1976 that were constructed prior to 1970, 
-"/Totals may not add because of rounding. 
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MAP 5-1 
METROPOLITAN DALLAS 
OFFICE SITE DISTRIBUTION 
BY CONC.ENTRIC ZONES, 1976 
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TABLE 5-2 
DISTRIBUTION OF OFFICE BUILDINGS AND GROSS FLOOR AREA 
IN METROPOLITAN DALLAS BY DISTANCE FROM CBD, 1974 
Radius Buildings Gross Square 
(miles) Number Percent (000) 
1 55 24. 9 18, 852 
2 15 6.8 1, 116 
3 18 8. 1 1,335 
4 19 8.6 1,380 
5 28 12. 7 4 ,286 
10 61 27. 6 6, 514 
0.I 25 11. 3 1,536 
221 100.0 35 ,019 
Footage 
Percent 
53. 8 
3.2 
3.8 
4.0 
12.2 
18.6 
4.4 
100.0 
!'cl* equals remainder of Dallas County. 
Source: Dallas Chamber of Commerce, 1974/75 Guide to Dallas Office 
~~~~~~~~~~~~~~~
Buildings, (Dallas: Dallas Chamber of Commerce, 1974) pp. 14-15. 
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still a strong office center, but most office location decisions have 
favored non-Core sites. The Core contains almost half (49 percent) of the 
gross floor area of office space in the Dallas study area. But since Core 
buildings tend to be large skyscrapers, its proportion of office sites is 
much smaller--it contains only 27 percent of the office sites. The outer 
Circumferential Zone contains one-fifth (20 percent) of the office sites 
and 16 percent of the space. The large Mid-City Zone that lies between the 
Core and Circumferential Zones ·contains a majority (53 percent) of the 
office sites, and 35 percent of the gross floor area (Table 5-1 or Map 5-1). 
An analysis of 1974 data by the Dallas Chamber of Commerce suggests 
even more clearly that distance from the central business district is 
54 ignored by many office site developers. Table s~2 indicates that 
although the CED zone with a one mile radius contained 54 percent of the 
gross floor area of office space, it contained only one-fourth of the 
buildings. More significant, perhaps, is the fact that zones further 
away from the CED center have more buildings and gross floor area than 
zones closer to it. For instance, Zone 5 (4-5 miles from the center) has 
13 percent of the buildings and 12 percent of the gross floor area, while 
Zone 2 (only 1-2 miles from the center) has 7 percent of the buildings and 
3 percent of the gross floor area. Zone 6 (5-10 miles from the center) 
contains more than one-fourth (28 percent) of the buildings and almost one-
fifth (19 percent) of the gross floor area in Dallas County. The Chamber's 
analysis also divided the County into quadrants and it is significant to 
note that the southeast quadrant had no office buildings and the southwest 
quadrant had only 7 buildings (3 percent) with only 1 percent of the 
County's gross floor area of office space.55 This suggests there are other 
major factors contributing to the location of office buildings than 
distance from the CED. Distance from the CED may not be a serious factor 
for office space development decisions in Dallas because of the excellent 
freeway systems there. 
54 Dallas Chamber of Commerce, 1974/75 Guide to Dallas Office Buildings 
(Dallas, 19 74), pp. 14-15. 
55 The Chamber's analysis was confined to office buildings with 25,000 
gross square feet of office space with housing of office as the primary 
functions. It omitted owner-occupied buildings unless there was 25,000 
square feet of commercially competitive space. 
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Historical Growth of Office Sites by Concentric Zones. The attrac-
tiveness of the Core for office sites has declined in recent years. Prior 
to 1970 (based on buildings still in the inventory in 1976) the Core had 
almost three-fourths (71 percent) of the gross 
area and 44 percent of the sites (Table 5-1 or 
floor area in the study 
56 Map 5-2). But of the 
office sites developed since 1970 only 6 percent were in the Core, 
containing 23 percent of the new office space. 
The Circumferential Zone, on the other hand, has sharply increased 
its attractiveness as a focus for office development. The Circumferential 
Zone had only 3 percent of the sites and 1 percent of the gross floor area 
before 1970, but more than 42 percent of the sites and 34 percent of gross 
floor area developed since then has been in the Circumferential Zone. 1be 
Mid-City Zone maintained its proportions of office building sites developed 
(53 percent), but increased in popularity when measured by gross floor area 
(43 percent after 1970 compared to 28 percent before 1970). 
The attractiveness of the circumferential is related to the completion 
of the Lyndon B. Johnson (LBJ) Freeway, or 1-635. The Circumferential Zone 
attracted 70 percent (7 of 10) of the sites developed in 1975-1976 and 45 
percent of those developed in 1973 and 1974 (Table 5-3). In contrast, none 
of the office sites developed before 1960 were there, and only 3 percent 
of those developed in the 1960's occurred there. It should also be noted 
that the attractiveness of the Circumferential Zone is not unifonn through-
out it; all but 7 of the 40 sites in the Circumferential .Zone were located 
between the Stemmons Freeway and the North Central Expressway (Map 5-3). 
Table 5-3 also indicates that the decline of the Dallas Core began 
before 1970. Almost three-fourths (40 of 56 or 71 percent) of the current 
office building sites developed before 1960 were in the Core. But only 15 
percent (8 of 53) of those developed in the 1960's were in the Core. 
Characteristics of Office Buildings by Concentric Zones, 1976. The 
major role of the Core as a focus for the office function can be seen from 
the data in Table 5-4. Not only does it have almost half (49 percent) of 
the Dallas study area's office space (gross floor area), but its rental 
56 
When two or more buildings in an office site have different dates 
of completion that of the earliest building is used as the initiation date 
of the site. 
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MAP 5-2 
METROPOLITAN DALLAS 
OFFICE SITES INITIATED 
PRIOR TO 1970, 
BY CONCENTRIC ZONES 
, &irhmd 
' '---....._ 
.... 
' 
' 
' \ 
\ 
\ 
I 
I 
I 
\ 
TABLE S--3 
YEAR BY YEAR GROWTH OF OFFICE SITES 
IN METROPOLITAN DALLAS CONCENTRIC ZONES, 1960-1976"-/ 
Pre- 1960-
Zones 1960 1969 1970 1971 1972 1973 1974 1975 1976 Total 
Core 40 8 0 0 2 1 1 1 0 53 
Mid-City 16 42 9 14 12 5 5 2 0 105 
Circl.llnferential 0 3 5 10 5 
--2. 5 3 4 40 
Total 56 53 14 24 19 11 11 6 4 198 
!'_/ Sites with buildings in place in 19 76. 
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MAP S-3 
METROPOLITAN DALLAS 
OFFICE SITES INITIATED 1970-1976, 
BY CONCENTRIC ZONES 
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TABLE 5-4 
OFFICE SITE CHARACTElUSTICS 
IN METROPOLITAN DALLAS CONCENTRIC ZONES, 197~/ 
Gross Rents b/ Average 
cl Average Sites Square Footage Collected- Rent Per b/ Market Value- Market Value c/ Zones Number Percent Amount Percent Amount Percent Square Foot- Amount Percent Per Square Foot-(000) ($000) (Dollars) ($000) (Dollars) 
Core 53 26.8 17,833 49.3 104, 205 51.0 6.27 42 3, 135 53.1 23. 76 
Mid-City 105 53. 0 12,673 35. 0 70,860 34. 7 6.47 272, 740 34. 2 22. 17 
Circumferential 40 20.2 5,700 15. 7 29, 299 14. 3 6. 96 100, 859 12. 7 22.89 
---
Total.<!/ 198 100.0 36,205 100.0 204, 364 100.0 6. 42 796, 734 100. I) 23.08 
2:/Sites with buildings in place in 1976. 
l/Rental data not available for all buildings. The number of buildings (and gross square feet) omitted 
are: Core--3 buildings (l,212,000 feet); Mid-City--21 buildings (1,681,000 feet); Circumferantial--17 
buildings (1,490,000 feet). 
_,:_/Market data not available for all buildings. The number of buildings (and gross square feet• omitted 
are: Core--1 building (26,000 feet); Mid-City--5 buildings (593,000 feet); Circumferential--8 buildings (1,071,000 feet). 
_<!/Totals may not add because of rounding. 
rates--despite a number of older buildings charging considerably cheaper 
rates--are high enough so that the Core accounts for 51 percent of the 
rents. It should be noted that these rents are based on full occupancy 
and are calculated upon the gross floor area. Rents are highly variable 
even within a building based on such factors as the amount of space, 
nature of finishing (e.g., partitions), the length of the lease, and the 
nature of the competitive market at the time of leasing. Actual occupancy 
rates also vary considerably from year to year; in 1970 the CED vacancy 
rate based upon gross floor area was 3.6 percent compared to Dallas County's 
4.1 percent; this compares to 15 percent and 15.2 percent respectively in 
. 57 1974, and 11.9 percent and 14.4 percent respectively in 1976. 
The average rental rate is lower in the Core Zone than in the other 
two zones; it is highest in the Circumferential Zone. But this most likeky 
reflects the varying proportions of old and new buildings in the zones--the 
Circumferential Zone has fewer old buildings and more new construction. 
More than half (53 percent) of the market value of office sites in 
58 
the Dallas study area is found in the Core. 
Comparison of Office Site Development in the 1-35 E Corridors with Other 
Corridors 
Structure of Corridors. Each of the highway corridors extends one 
mile on each side of a major traffic artery (Map 5-4). The focus of this 
section is on two parts of 1-35 E. The Stemmons Freeway extends northward 
from the CED to the I-635 circumferential freeway, while the Thornton 
Freeway/South extends southward from the CED. The Stemmons Corridor is 25.0 
square miles and the Thornton/South Corridor is 21.6 square miles. 
Several other highway corridors were defined, as a basis for comparing 
office development. In addition to the two I-35 E corridors, there are 
three additional Interstate highway corridors. One of these is 1-45 
extending from the Core in a southeasterly direction. It contains 22.3 
square miles but not a single office building (and therefore this corridor 
is omitted from all tables although noted on all maps). Another radial 
57 Re-calculated from Dallas Chamber of Commerce, Dallas Office 
Buildings 1976/77 (Dallas: Chamber of Connnerce, 1976), pp. 12-13. 
58
rt should be noted, however, that this is based upon partial data, 
with recently developed sites more likely to be omitted. 
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Interstate freeway corridor is I-20 extending eastward from the Core 
incorporating 23.9 square miles. The third Interstate corridor is the 
Circumferential I-635 or Lyndon B. Johnson Freeway Corridor; this Corridor 
also includes Loop 12 as its western leg. Because the focus of this study 
is radial freeways, and in order to avoid double counting of office sites 
which lie in both a radial and circumferential corridor, only those 
segments of I-635 and Loop 12 outside of radial corridors are included in 
the Circumferential Corridor; given this definition, the.Circumferential 
Corridor contains 52.8 square miles. 
Two additional highway corridors have been included. The North 
Central Expressway (US 75)--Dallas' original radial freeway--extends from 
the CBD northward past I-635. This Corridor, ending one-mile north of 
1-635, includes 22 square miles. The other highway corridor encompasses 
US 80 as it extends westward from the Core. Although this Corridor contains 
20.1 square miles it does not contain any office buildings (and like I-45 
does not appear in any table although .it is included on the corridor maps). 
In addition to these six highway corridors, the analysis will treat 
the Core as a corridor identical to the Core Zone, which contains 1.5 
square miles. In addition, the Turtle Creek area immediately north of the 
Core is a major pocket of office development not related to either the 
Stemmons Freeway or the North Central Expressway. This area is referred 
to as the Core Extension, and contains 2.2 square miles. The remaining 
portion of the Dallas study area--i.e., inside of the circumferential ring--
is labeled as non-corridor. 
Office Site Location and Change by Corridors. The radial freeway as 
an attractive force for office sites varies greatly. The Stemmons Corridor 
in 1976 contains one-fourth (26 percent), of the sites in the Dallas study 
area--only two less than the Core. However, the second study corridor--the 
southern portion of I-35 E (Thornton Freeway/South) contains.only three 
percent of the office sites. The other radial corridors range from having 
no office sites (I-45) to having almost one-tenth (9 percent) of the office 
sites (the North Central Corridor). The Circumferential Corridor has one-
eighth (13 percent). As a comparison the Core has one-fourth (27 percent), 
while the Core Extension has one-tenth (10 percent) as do the non-corridor 
sites. Another way of viewing these data is that 53.5 percent of the 
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office building sites are in a freeway corridor, while 46.5 percent are not 
(being, instead, in the Core, Core Extension, and other non-corridor areas)~ 
An analysis of office gross floor area presents only a slightly 
different picture. Since buildings in the Core tend to be large, the 
proportion of gross square footage in freeway corridors is somewhat less 
than the proportion of office sites. Freeway corridors contained only 43 
percent of the gross floor area in the Dallas study area, compared to 57 
percent for the other areas in 1976. The Stemmons Freeway had approximately 
one-fifth of the gross square footage; the other study corridor--Thornton/ 
South--had only 1 percent. The other two radial corridors had 12 percent 
with most of it in the North Central Corridor. The Circumferential 
Corridor had 9 percent of the space. The Core had almost half of the space 
(49 percent) and the Core Extension had 4 percent as did the remaining area. 
The current picture reflects the recent completion of the circumfer-
ential LBJ Freeway (I-635). This Corridor has seen much recent growth. 
For instance, in the 1974-1976 period 9 of the 21 office developments have 
occurred within the Circumferential Corridor as defined in this portion of 
this study (Table 5-5). But in the longer time period of 1970-1976, 25 
percent of the sites and 18 percent of the gross square footage was 
developed in the Circumferential Corridor, compared to 44 percent of the 
sites and 32 percent of the space in the Stemmons Corridor (Map 5-5). The 
year 1971 was a particularly important year for Stemmons office development 
(15 sites). The attractiveness of the Stemmons Corridor, however, was not 
shared by the other study corridor. There was no office site development 
in the Thornton/South Corridor in the 1970's. 
Prior to 1970 relatively few office sites were in freeway corridors 
(28.5 percent); the Core 44 percent) and nearby Core Extension (13 percent) 
contained a majority of the sites (an additional 15 percent were in other 
non-freeway corridor areas) (Table 5-5 or Map 5-6). In terms of office 
space the domination of the Core and nearby Core Extension was even stronger 
(containing 71 percent and 4 percent respectively). The Stemmons Corridor 
had only 11 percent of the sites and 12 percent of the office floor area, 
while the Thornton/South Corridor had about 5 percent of the sites and 2 
percent of the space. Much of this earlier Stemmons development occurred 
in the 1960's when the Stemmons Freeway was completed. Table 5-6 indicates 
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TABLE 5-5 
YEAR BY YEAR GROWTH OF OFFICE SITES IN METROPOLITAN DALLAS CORRIDORS, 1960-1976-~/ 
Corridors Pre-1960 1960-1969 1970 1971 1972 1973 1974 1975 1976 Total 
Core 40 8 0 0 2 1 1 1 0 53 
Core Extension 5 9 1 2 2 1 0 0 0 20 
A Stemmons (I-35 E/North) 2 10 8 15 5 6 1 3 1 51 
B Thornton/South (I-35 E/South) 3 3 0 0 0 0 0 0 0 6 
C Thornton/East (I-20) 2 1 0 0 1 0 1 0 1 6 
D North Central (US 75) 2 5 3 1 6 0 1 0 0 18 
E Circumferential (I-635) 0 3 1 6 3 3 5 2 2 25 
>--
00 Non-Corridor 2 14 1 0 0 0 2 0 0 19 0 
Total 56 53 14 24 19 11 11 6 4 198 
f!/For comparative purposes, the Core, Core Extension, and Non-Corridor are considered the equivalents 
of corridors. 
Farmen: Branc:h 
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TABLE 5-6 
HISTORICAL GROWTH OF OFFICE SITES AND GROSS OFFI~ SQUARE FOOTAGE 
IN METROPOLITAN DALLAS CORRIDORSa 
Pre-19 70 Site,)_/ 1970-1976 Sites 1976 Total Sites-"-
Gross Gross Gross 
Square Square Square 
Corridors Number Percent Footage Percent Number Percent Footage Percent Number Percent Footage Percent 
(000) (000) (000) 
Core 48 44.0 14, 134 7Q.6 5 5.6 3,699 22.8 53 26.8 17,833 49.3 
Core Extension 14 12. 8 837 4.2 6 6. 7 679 4.2 20 10. 1 1,516 4.2 
A Stemmons 
(I-35E/North) 12 11. 0 2,308 11. 5 39 43.8 5, 108 31. 5 51 25. 8 7,415 20.5 
B Thornton/South 
>-' (I-35E/South) 6 
00 
5.5 463 2.3 0 0.0 0 o.o 6 3.0 463 1. 3 
'-' C Thornton/East 
(I-20) 3 2.8 179 • 9 3 3.4 318 2.0 6 3.0 497 1. 4 
D North Central 
(US 75) 7 6.4 819 4. 1 11 12. 4 3,062 18. 9 18 9. 1 3,881 10. 7 
.E Circumferential 
(I-635) 3 2.8 211 1. 1 22 24.7 2, 896 17.9 25 12.6 3, 107 8.6 
Non-Corridor 16 14. 7 1,061 5.3 3 3.4 431 2. 7 19 9.6 __h_!,_9 2 4. 1 
cl Total- 109 100.0 20,012 100.0 89 100. 0 16,193 100.0 198 100.0 36,205 100. 0 
.§!/Sites with buildings in place in 1976. For comparative purposes, the Core, Core Extension, and Non-
Corridor areas are considered the equivalent of corridors. 
!!_/Buildings in place in 1976 constructed before 1970. 
_£/Totals may not add because of rounding. 
that 10 of the 12 pre-1970 sites were developed in the 1960's. Pre-1960 
development was largely non-corridor (84 percent of the sites--47 of 56), 
and especially Core-dominated. 
In summary, freeway corridors have increased in attractiveness for 
office space as freeways have been completed--but not all highway corridors 
share this attractiveness (with two corridors still containing no office 
developments). Correspondingly non-corridor locations have declined in 
attractiveness, although the residual of earlier development still results 
in a majority of gross floor area--but not sites--being in non-corridor 
areas. The Stemmons radial corridor continues to attract office develop-
ment, but the ·circumferential Corridor is the newest "hot spot" for develop-
ment. The other radial study corridor--Thornton/South--has attracted no 
new development in the last ten years. 
Characteristics of Office Sites by Corridors, 1976 
The relative strength of the Stemmons Corridor as a locus of office 
development can be seen in the data presented in Table 5-7. The Stemmons 
Corridor ranks second behind the Core in terms of office building sites, 
gross floor area, rents collected, and market value. On measures related 
to density, however, it rates third behind both the Core and the Core 
Extension. 
Office sites in the Stemmons Corridor produce more than $40,000,000 
in "rentals" (based on gross floor area and 100 percent occupancy). This 
is one-fifth of the Dallas study area's figure. The average rental rate 
in 1975 there is $6.25 per square foot which is slightly lower than the 
Core ($6.27) and is the second lowest rate (the other study corridor has 
the lowest average rate at $5.45). The market value of office sites in 
the Corridor (calculated on the basis of tax assessments) is more than 
$143,000,000. 
Both the CBD Core and the Core Extension (Turtle Creek area) are quite 
dense developments and therefore rank first and second on density measures 
while the Stemmons Corridor exceeds any of the other corridors (Table 5-8). 
The low rate of office development in the second study corridor--the 
continuation of I-35 E south of the CBD (Thornton/South Corridor)--is also 
apparent when other measures of office development are used. Its gross 
floor area (463,000 square feet) is smallest of all of the areas being 
184 
I 
.... 
"' 
"' 
TABLE 5-7 
OFFICE SITE CHARACTERISTICS IN METROPOLITAN DALLAS CORRIDORS, 1976-~/ 
Corridors 
Sites 
Number Percent 
Core 53 
Core Extension 20 
A Stemmons 
(I-35E/North) 51 
B Thornton/South 
(I-35E/South) 6 
C Thornton/East 
(I-20) 
D North Central 
(US 75) 
E Circumferential 
6 
18 
(I-635) 25 
Non-Corridor 19 
Total 198 
26.8 
10. 1 
25.8 
3.0 
3.0 
9. 1 
12.6 
9.6 
100.0 
Gross 
Square Footage 
Amount Pe re.en t 
(000) 
Rents b/ 
Collec.ted"' 
Amount Percent 
17,833 
1, 516 
7,415 
463 
497 
3,881 
($000) 
49.3 104,205 
4. 2 7, 705 
20.5 40,550 
1. 3 2, 339 
1.4 589 
10. 7 24,733 
51.0 
3.8 
19. 8 
1. 1 
0.3 
12. 1 
3,107 8.6 16,556 8.1 
1,492 4.1 7,687 3.8 
36,205 100.0 204,364 100.0 
Average 
Rent Per b/ 
Square Foot-
(D9llars) 
6.27 
6.45 
6. 25 
5. 45 
6.30 
7.27 
6.90 
6.44 
6.42 
c./ Market Value--
Amount Perc.c"lt 
($000) 
423, 135 
35, 392 
143,090 
10, 771 
4, 919 
96, 894 
53.1 
4.4 
18.0 
1. 4 
0.6 
12. 2 
50,471 6.3 
32,062 ~ 
796, 734 100.0 
Average 
Market Value c./ 
Per Square Foot-
(Dollars) 
23. 76 
23. 35 
20.25 
23.26 
18. 02 
26.09 
23. 12 
21. 49 
23. 08 
~/Sites with buildings in place or under construction in 1976. Each corridor's c.harac.teristics are 
expressed as a percent of the Dallas metropolitan area total. For comparative purposes, data for the Core and 
Non-Corridor areas are presented. 
!2_/Rental data not available for all buildings. The number of buildings (and gross square feet) omitted 
are: Core - 3 buildings (1,212,000 feet); Core Extension - 4 buildings (322,000 feet); Stemmons - 10 buildinJ 
(925,000 feet); Thornton/South - 1 building (34,000 feet); Thornton/East - 5 buildings (403,000 feet); North 
Central - 4 buildings (481,000 feet); Circumferential - 9 buildings (708,000 feet); Non-Corridor - 5 buildings 
(298,000 feet). 
E_/Market value data not available for all buildings. The number of buildi.:;gs and gross square feet 
omitted are: Core - 1 building (26,000 feet); Stemmons - 4 buildings (349,000 feet); Thornton/East - 2 tuild-
ings (224,000 feet); North Central - 1 building (167,000 feet); CircU,.'llferential - 6 buildings (924,GOO feet). 
'·-·~~·~"~~---~~, .. -~,-----·--·--· ---------·----· ~·~-
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TABLE 5-8 
DENSITY CHARACTERISTICS OF OFFICE SITES IN METROPOLITAN DALLAS CORRIDORS; 1976~/ 
Office Site Gross Square 
Rental Densit~/ cl Density Feet Per Market Value-
Square Miles Number Per Square Mile ($000 Per Density ( $000 
Corridors in Corridor Square Mile 
Core 1.5 35.33 
Core Extension 2.2 9.09 
A Stemmons (I-35W/North) 25.0 2.04 
B Thornton/South (I-35E/South) 21. 6 0.28 
C Thornton/East (I-20) 23.9 0.25 
D North Central (US 75) 22.0 0. 82 
E Circumferential (I-635) 52.8 0.47 
Non-Corridor 
-
Total 149.0 
~Sites with buildings in place or under construction in 
expressed as a percent of the Dallas metropolitan area total. 
and Non-Corridor areas are presented . 
(000) Square Mile) Per Square Mile) 
11, 889 68,470 282,090 
689 3,502 16, 087 
296 1, 615 5, 724 
21 108 499 
21 25 206 
176 1, 124 4, 404 
59 314 956 
1976. Each corridor's characteristics are 
For comparative purposes, data for the Core 
.!c_/Rental data not available for all buildings. The gross square feet (and buildings) omitted are: Core -
1,212,000 feet (3 buildings); Core Extension - 322,000 feet (4 buildings); Stemmons - 925,000 feet (10 build-
ings) Thornton/South - 34,000 feet (1 building); Thornton/East - 403,000 feet (5 buildings); North Central -
481,000 feet (4 buildings); Circumferential - 708,000 feet (9 buildings) . 
.s'Market value data not available for all buildings. The gross square feet (and buildings) omitted are: 
Core - 26,000 feet (1 building); Stemmons - 349,000 feet (4 buildings); Thornton/East - 224,000 feet (2 build-
ings); North Central - 167,000 feet (1 building); Circumferential - 924,000 feet (6 buildings). 
compared; it also has the lowest average rental. It constitutes approxi-
mately one percent of the rents and one percent of the market value.59 
Standard Industrial Classification of Office Units by Corridors, 1976. 
An analysis of 5,203 office space users in 173 buildings in the Dallas 
study area indicates that almost every type of firm located in the area 
can be found in the two study corridors. There are only 13 two-digit SIC 
types found in the Dallas study area but not in the I-35 E Corridors. 
Sixty-one SIC Groups are found in the Stemmons Corridor, but only 29 in 
the Thornton/South Corridor (Table 5-9). 
The Stemmons Corridor differs from the total distribution of SIC 
Groups in several aspects. It has a higher proportion of offices of manu-
facturing firms than any of the other corridors or areas (17 percent for 
the Stemmons Corridor compared to 8 percent for the entire Dallas study 
area and 9 percent for its nearest competitor). This high proportion of 
manufacturing offices is influenced strongly by the proximity of large 
industrial parks and areas as well as the fact that the huge Trade Mart 
and other exhibit areas are located in the Stemmons Corridor; excellent 
access to both the Core and the airport are other relevant factors. The 
higher proportion of wholesale offices (5 percent compared to 3 percent for 
the study area) may also be attributed to the same set of factors (Table 
5-10). 
On the other hand, the Stemmons Corridor has attracted a smaller pro-
portion of office units in the Financial/Insurance/Real Estate Division and 
in the Service Division than the Dallas study area as a whole. Approxi-
mately one-fourth (23 percent) of the Stemmons Corridor units whose SIC 
code could be determined from their listing in the Polk City Directory 
were financial, insurance, or real estate firms, compared to 31 percent 
of the Dallas firms whose SIC's were determined. 
The lower proportion of office units in this SIC Division in the 
Stemmons Corridor may reflect a lack of nearby residential areas. Many of 
the office units in these two categories are occupied by small firms 
serving clients in nearby residential areas. These data, of course, merely 
indicate a firm's SIC and not its size nor its primary functions (i.e., 
whether it is an office directly or indirectly involving a large measure 
59 Rental data not available for all buildings, however. 
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TABLE 5-9 
SIC DIVISIONS AND GROUPS LOCATED 
IN THE I-35 E CORRIDORS AND ELSEWHERE 
IN METROPOLITAN DALLAS, 1976 
SIC Division 
A Agriculture (01-09) 
B Mining (10-14) 
C Construction (15-17) 
D Manufacturing (20-39) 
E Transportation (40-49) 
F Wholesale Trade (50-51) 
G Retail Trade (52-59) 
H Finance, Insurance & 
Real Estate (60-67) 
I Services (70-89) 
J Public Administration 
(91-97) 
Total 
SIC Groups Found in 
Thornton/ 
Stemmons South 
Corridor Corridor 
13 
15, 16, 
17 
20, 22, 
23, 24 
25, 26, 
27, 28, 
29, 32, 
33, 34, 
35, 36, 
3 7, 38, 
39 
40, 42, 
4 3, 44, 
45, 4 7, 
48 
50, 51 
52, 53, 
54, 55, 
56, 5 7, 
58, 59 
60, 61, 
62, 63, 
64, 65, 
66, 67 
70, 72, 
7 3, 75, 
79, 80, 
81 , 82, 
83, 84, 
86, 89 
91, 92, 
96 
61 
13 
15, 16, 
17 
2 7, 32, 
35, 36, 
38 
40, 48 
50 
52, 59 
61, 62 
6 3, 64, 
65, 66 
72, 73, 
80, 82, 
84, 86, 
89 
91, 94 
29 
188 
SIC's Found Elsewhere in 
Dallas Metropolitan Area 
But Not in Stemmons or 
Thornton/South Corridors 
01, 02 
14 
21, 30 
41, 46, 49 
76, 78 
95, 97 
13 I 
I 
TABLE 5-10 
DISTRIBUTION OF METROPOLITA..~ DALLAS CORRIDOR OFFICE UNITS BY SIC CODE, 1976 
Stemme.us Thornton/South Thornton/East North Central Circumferential 
Core Core Extension (I-35 E/North) (I-35 E/South) (I-21)) (US 75) (I-635) Non-Corridor Total 
SIC Division Number Percent Number Percent Number Percent Number Percent NW!lber Percent Number Percent Nmnber Percent Number Percent Number Percent 
A Agriculture, 
Forestry & 
Fisheries 01-09 3 0.1 0 0.0 0 0.0 0 o.o 0 0.0 0 0.0 0 0.0 0 o.o 3 0.1 
B Mining 10-14 53 2.8 5 1.4 5 0.5 2 1.9 0 0.0 36 3.S 9 2.1 l 0.2 111 2. 1 
C Construction 15-17 14 o. 7 5 1.4 29 3.1 4 3. 7 2 l. 7 26 2. 7 11 2.6 6 1.5 S7 1.9 
D Manufacturing 
e" 
20-39 103 5.5 15 4.3 160 16. 7 8 7.5 3 2.6 85 8.9 31 7.3 13 3.2 418 8.0 
<X> E Transportation 
"' 40-49 6l, 3.4 0 0.0 35 3. 7 3 2.8 1 0.9 23 2.4 11 2.6 6 l. 5 143 
,. 7 
F Wholesale Tr~de 
50-51 49 2.6 2 0.6 51 5.3 3 2.8 0 o.o 26 2.7 14 3.3 9 2.2 154 3.0 
G Retail Trade 52-59 64 3.4 19 5.5 52 5.4 6 5.6 3 2.6 36 3.8 8 1.9 5 l. 2 193 3. 7 
R Finance, Insurance & 
Real Estate 60-67 597 31. 7 154 44.3 221 23.l 24 22.4 17 14.8 296 30.9 176 41. 3 123 30.2 1,61)8 30.9 
I Services 70-89 901 47.8 139 39.9 398 41.6 54 50.5 87 75. 7 426 44.5 164 38.5 239 58.6 2,408 46.3 
J Public Administration 
91-97 
_21. _b_rl 
-2. _L _6 -2:..§. _3 ____b_§. ---1. ---1..!.l _3 _Jh1 ---1. --9...d. __§_ _hA __.&.§. ____hJ_ 
Total 1, 885 100.0 348 lOG. 957 100.0 107 100.n 115 100.0 957 1110.0 426 100. (l 408 100.0 5,203 100.0 
'--· 
of client interaction such as a sales office, or an office involving the 
processing of information and decision-making and hence little client 
contact such as an administrative office). Some hint of the differentiation 
of functions can be seen when comparing the distribution of SIC categories 
63 (Insurance) and 64 (Insurance agents, brokers, and service), Despite 
some difficulty in determining which category is most appropriate, the 
Stemmons Corridor has more than twice as many firms in SIC Groups 63 than 
in 64 (a higher ratio than any other category), 
Similarly 42 percent of the listings in the Stemmons Corridor were 
for office units in the Service Division compared to 46 percent in the 
Dallas study area. Within this Division, the Stemmons Corridor has a 
smaller proportion of health service units (primarily doctors and dentists) 
and lawyers and a larger proportion of other service units than the Dallas 
study area as a whole. The location of the Dallas Medical Center, 
Children's Medical Center, Parkland Memorial Ho·spital, and St. Paul Hospital 
in the Stemmons Corridor attract a number of doctor's offices to the 
Corridor, but these are dwarfed by the large concentration of other offices 
in the Corridor. In contrast, the Thornton/East Corridor, which has the 
Baylor University Medical Center, attracts only a few more medical offices 
in buildings over 25,000 square feet, but this represents a much higher 
proportion of all office users in that Corridor. 
The Core, with its proximity to the courts, retains its attraction 
for lawyers--more than three-fourths (78 percent) of the legal offices in 
this sample were in the Core. 
The Thornton/South Corridor is dominated by Service units (51 percent) 
with medical units constituting a large proportion of this. But this 
Corridor has only 29 SIC Groups represented within it, in contrast to 
Stemmons which attracts firms in at least 61 categories. 
1970 Origins of 1976 I-35 E Corridor Office Units. An analysis of the 
1970 location of office units currently located in 43 Stemmons Corridor 
buildings indicates that more than one-third (36 percent) of those who 
relocated were from other sites in the same corridor. An additional 20 
percent were located in the Core in 1970, and 20 percent had prior addresses 
in the non-corridor area. The Stemmons Corridor also attracted occupants 
from other radial corridors (approximately 7 percent of the 138 occupants 
190 
I 
with different local addresses in 1970 than in 1976). But only one occupant 
in the Corridor had a 1970 address in the Circumferential Corridor; 1970 
of course pre-dates the completion of the Circumferential. More than half 
of the relocations of construction, manufacturing, and wholesale trade 
office units in the Stennnons Corridor were from other sites in the same 
corridor. 
Although Table 5-11 and Map 5-7 present the data for the entire 
Stemmons Corridor separate analyses of the northern and southern portions 
indicate some minor differences. The southern portion attracted more firms 
from the nearby Core Extension area and less from the non-corridor area. 
A similar analysis for the 6 Thornton/South Corridor buildings 
indicates that half (6 of 12) of the firms with different 1970 local 
addresses came from other sites in the same corridor. The other origin-
locations were evenly divided among the Core, other radials and the non-
corridor area~ 
Factors Influencing Office Site Development in the 1-35 E Corridors 
Eight potential factors for attracting office developments in the two 
I-35 E Corridors are analyzed in this section: office worker accessibility, 
the availability of land, the price of land, tax differentials, the avail-
ability of investment funds, noise pollution, air pollution, and distance 
from the Core. 
Office Worker Accessibility. 60 An analysis of the residential location 
of office workers (Map 5-8) demonstrates that these workers are not 
uniformly distributed throughout the Dallas metropolitan area. The prepon-
derance of these white collar workers live north of the CBD--e.g., the 8 
census cells with the largest concentration of these workers are all north 
of the CBD; approximately 70 percent of the office workers live in zones 
with a centroid north of the CBD. The four largest census cells have 
centroids located between the Stemmons Freeway and the North Central 
Expressway. 
The Stemmons Corridor, therefore, lies in the direction of the dominant 
concentration of office worker residences, while the Thornton Freeway/South 
Corridor serves an area with fewer office workers. Other data also indicate 
60The accessibility model is discussed in Chapter 1 and Appendix A. 
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TABLE 5-11 
1970 LOCATIONS OF 1976 OFFICE UNITS 
IN THE METROPOLITAN DALLAS STEMMONS CORRIDOR BY SIC DIVISION.§!./ 
Thornton Other Division 
Core Stennnons South Radial Circumferential Total 
SIC Division Core Extension Covridor Corridor Corridors Corridor Non-Corridor Number Percent 
Construction 1 0 3 0 1 0 0 5 3.6 
Manufacturing 1 2 18 0 3 1 7 32 23.2 
Transportation, 
Connnunications & 
Utilities 2 0 1 0 0 0 1 4 2.9 
"" Wholesale Trade 
"' N 
0 0 5 2 2 0 0 9 6.5 
Retail Trade 0 1 0 0 0 0 1 2 1. 4 
Finance, Insurance 
& Real Estate 13 8 11 2 1 0 9 44 31. 9 
Services 10 4 12 4 2 0 10 42 30.4 
Total Number 27 15 50 8 9 1 28 138 
9;~ gll Percent 19.6 10. 9 36.2 5.8 6.5 0.7 20.3 --
_§!./Includes only units with a local 1970 address different from their 1976 addresses. 
]?_/Totals do not add to 100.0 percent because of rounding. 
I 
Shaded area Is the City of Dallas 
0 1976 Sternmol\S Corridor office sites to which office unit~ have moved 
I 
I 
I 
I 
I 
I <' 
I f'l 
I 
1970 locatlon of office units which have moved to Stemmons Corridor office sites (Numerals 
indicate the number of office units which have moved from that locat\on; no numeral 
Indicates that only one office unit has moved from that location) 
® Office site ts both a 1976 location to which office units have moved and a 1970 location 
of office units which have moved to another Slemmons Corridor site 
- - - Corridor boundari: 
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MAP 5-8 
1970 METROPOLITAN DALLAS 
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that the population movement of these workers (and of the general popula~ 
tion) also is in a northerly direction. The residential pattern for 
executives--i.e., those who are likely to be making office location 
decisions--is also concentrated north of the CBD. 
An analysis of accessibility of various points on the highway system 
indicates that the point of highest accessibility (i.e., lowest Konig 
number, or intersections passed) is point 6, located on the Thornton 
Freeway/South near the CBD (Map 5-9). The second most accessible point 
examined is on the Stemmons Freeway, near the CBD (point 1). The CBD itself 
has the eighth highest accessibility. The Thornton Freeway/South has the 
fourth and seventh most accessible points (points 7 and 8 respectively) as 
well as the most accessible point. It is interesting to note that other 
highly accessible points are found on I-45 (points 19 and 20 rank third 
and fifth respectively). The general lack of correlation between points 
of high accessibility and office concentrations--e.g., I-45 contains no 
office buildings with 25,000, square feet of gross floor area--suggests 
that general accessibility alone is not sufficient to attract office 
developments. 
A measurement of aggregate office worker accessibility (i.e., 
combining the number of office workers at each cell and the accessibility 
of each point on the highway system) indicates that point 1 on the Stemmons 
Freeway has the highest aggregate office worker accessibility (Map 5-10). 
The location with the second highest aggregate office worker accessibility 
is point 6 on the Thornton Freeway/South. The third ranking location is 
point 13 on the North Central Expressway. Thornton Freeway/South also has 
the fourth highest point (point 7), while the junction of the North Central 
Expressway and the I-635 circumferential ranks fifth; the CBD ranks seventh. 
This analysis of office worker accessibility suggests that high 
accessibility to pools of office workers is not sufficient to attract office 
development, although attention to where office workers reside provides 
a better fit with office development than does a measure of general access-
ibility which ignores the labor pool. 
Availability of Land Suitable for Office Development. Map 5-11 indi-
cates the vacant land potentially available for future office development 
in Dallas metropolitan area. It indicates there are parcels still available 
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for development in the Stennnons Corridor. There is some available vacant 
land near the southern portions of the Thornton Freeway/South. But other 
large tracts of available land are still available north of I-635 (LBJ 
Freeway) and along its northeast route. Both of these areas are near 
concentrations of office workers, and have seen recent office development. 
Despite the large mass of vacant land at the southern edge, most realtors 
and planners envision new office growth to be north of I-635, and to the 
west of Stemmons (with some development occurring around Mesquite--where 
the Thornton Freeway/East crosses I-635--and Garland--just outside of the 
northeast leg of I-635). 
Zoning regulations and the ease with which they are changed also 
relate to the availability of land for office development. A parcel of 
land may not be suitable for office development if the restrictions on its 
use forbid such development, or make it unprofitable (e.g., building height 
reStrictions). 
61 
may locate, 
Although there are restrictions on where office buildings 
as well 
and minimum open space 
as restrictions on maximum height and lot coverage, 
and parking requirements, 62 the general location 
patterns observed in Dallas are more likely to be influenced by factors 
other than zoning regulations. In part this is true because zoning regula-
tions can be changed, although it is generally recognized that this is 
difficult if there is serious neighborhood opposition. 
The availability of land suitable for office development is, of course, 
a necessary condition for development, but is not a sufficient cause of 
the location pattern. 
Price of Land. The price of land is one factor that may account for 
the pattern of office development, with the expectation being that a devel-
oper will select cheaper land if all other factors are equal. But "all 
other factors" cannot be held constant--e.g., the attractiveness of a land 
61
office buildings are permitted only in the following zoning districts: 
Planned Development, Office, Neighborhood Service, Shopping Center, General 
Retail, Commercial, Industrial, and the Central Area Districts in the CBD 
and near the major cluster of office sites in the Thornton/South Freeway 
Corridor. 
62Parking restrictions require one parking space for each 300 square 
feet of floor area. 
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parcel for development will increase the price, suggesting that the causal 
relationship clearly is not a simple one of price affecting attractiveness. 
In addition it should be noted that a high price for land can be overcome 
by more intense development--e.g., high rise office development rather 
than garden-type development. 
In fact, the possibility of intense high rise development permits 
continued growth in the CBD even with land cost estimates of $25-$75 per 
63 
square foot. 
Currently, the northern leg of the LBJ Freeway (I-635)--especially 
between the Stemmons Freeway the North Central Expressway--has the reputa-
tion of being the "hottest property 11 in the Dallas area and prices are as 
high as $7 per square foot. Neither office nor retail development has 
been deterred by this price. 
Some land along the North Central Expressway is quoted at $5-$7 a 
square foot--comparable to the LBJ Freeway--but the North Central is an 
older, highly congested freeway and is not viewed favorably by developers, 
although several new buildings are being built on this route. 
In addition it should be noted that although land in the Stemmons 
Corridor is available for sale at $4-$5 per square foot, development there 
frequently involves land leased from the'original owners and developers 
(e.g., the Stemmons family) rather than purchased outright. In other words, 
even the unavailability of select land for purchase has not impeded office 
development in the Stemmons Corridor. 
Tax Differentials. Tax differentials between Dallas and neighboring 
cities do not significantly influence the location of office sites. First, 
it should be noted that most of the area (and population) is within the 
City limits of Dallas; there are only a few neighboring cities that 
compete with Dallas for office space. 
Second, the tax differentials are small. For example the City property 
tax in Dallas in 1975 was $1.395 per $100 of assessed value, with the 
assessed value set at 75 percent of market value; a Dallas office building 
63 Land prices in the Dallas area are unstable, and so any prices quoted 
here are intended to suggest approximate comparisons rather than being 
actual prices at any identifiable point in time; in addition, estimates 
vary widely with the local uexpert" consulted and his recent experience, 
which may have involved special circumstances. 
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with a market value of $1,000,000 would be assessed at $750,000 and pay 
$10,462.50 in real property tax to the City of Dallas. At the opposite 
extreme of cities in the Dallas area included in the study is University 
Park where the City tax rate is $1.43 per $100 of assessed value, but 
this value is only 40 percent of the market value. If the same $1,000,000 
office building were in University Park, it would be assessed at $400,000 
and pay $5, 720 in City taxes. This variation of $4, 743 in annual taxes 
may seem large, but when it is proportioned over the typical size for a 
;,.1,000,000 building, the difference is approximately 10¢ per square foot 
64 
of gross floor area per year. This variation is less than the variation 
in cleaning service costs experienced by different office building managers 
in the Dallas area, where the difference between the second highest and 
second lowest rate reported for cleaning service costs was more than 50¢ 
. 65 
per square foot. 
Third, occupancy rates are more sensitive to quality considerations 
than cost considerations; buildings with low rental rates frequently have 
higher vacancy rates because the building is not considered prime space. 
Some experts in the Dallas area feel that rents which are within 25¢-50¢ 
of each other are still competitive. Similarly the quality of the location 
is far more important to the developer than differences in tax rates, 
although the latter could make a difference in the selection between two 
marginal sites. 
Availability of Investment Funds. Informed sources in Dallas agree 
that location significantly affects the availability of investment funds. 
Locations considered to be unfavorable will have more difficulty acquiring 
needed financing that those viewed as favorable. In Dallas, freeway 
locations generally are considered to be preferred locations and would have 
fewer problems raising capital. But not all freeways are rated equally; 
those serving an upper middle income area are preferable, while those in 
lower socioeconomic neighborhoods are not viewed favorably for office 
64 The data in Table 5-8 above indicate that in the Dallas area, market 
value per square foot was $22.99; a $1,000,000 building may therefore be 
assumed to contain 43,497 square feet of gross floor area. 
65 Data provided by Dallas Association of Building Owners and Managers, 
September 1976. 
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development. On this basis, these sources claim, office developments 
proposed for the Thornton Freeway/South wouid face considerable difficulty 
in obtaining financing. 
But if a developer could demonstrate a high proportion of pre-lease 
agreements, he could obtain needed financing. An unfavorable location, 
however, would make pr.e-leasing very difficult. In addition an unfavorable 
location is likely to require a higher proportion of pre-lease agreements 
than a favorable location, (Given the current vacancy rate in the Dallas 
area, and some unsuccessful speculative ventures in the past, any office 
development regardless of its location would require some pre-lease 
commitments to provide for debt repayment.) ·The developer's reputation, 
previous performance record, and his credit rating are other significant 
factors affecting the availability of investment funds. The general 
economic condition also greatly affects the availability of investment 
funds. 
Noise Pollution. Office sites in Dallas and other Texas cities are 
frequently built very close to the freeway as the Texas Highway Department 
insisted until recently upon constructing a frontage or service road 
parallel to the freeway which attracted office development. These 
locations are highly favored because of their accessibility to, and 
visibility from, the freeway. Therefore one may conclude potential noise 
(and air) pollution impacts of the freeway are not viewed as a deterrent 
to office development. 
An analysis of noise levels along the Stemmons Freeway at one of its 
most heavily traveled points (average daily traffic of approximately 
150,000 vehicles) indicates that some buildings lie within the 76 dBA 
contour, and others within the 72 dBA contour (Map 5-12). Assuming that 
standard office building construction damps outside noise levels by 25 
decibels, the resulting dBA's would exceed standards for private offices 
(46 dBA). 66 
In summary, although some office buildings may lie close enough to 
the freeway to be affected by noise, there is no evidence that these sites 
are less attractive to office development as a result. 
66The noise pollution model is discussed in Chapter 1 and Appendix B. 
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Air Pollution. Carbon monoxide comprises the bulk of air pollution 
resulting from vehicle emissions. A measure of parts per million (ppm) 
of carbon monoxide in the atmosphere provides the best indication of 
vehicle-generated air pollution, unless local stationary sources or unusual 
traffic conditions generate high ambient concentrations of oxides of 
nitrogen or other atmospheric emissions, The Federally-set maximum 
allowable carbon monoxide concentration is 35 parts per million (ppm). 
An analysis of carbon monoxide levels at the same highly traveled 
segment of the Stemmons Freeway used in the noise pollution analysis 
indicates that the levels for these buildings are well below the 35 ppm 
limit (Map 5-13). 67 It is safe to conclude, therefore, that air pollution 
is not a factor in the location of office buildings. The only relationship 
between office buildings and pollution stems from the former serving as a 
traffic generator. 
Distance From the Core. As noted earlier, distance from the Core or 
CBD is ignored by many office developers. 68 In part this may be due to 
the fact that excellent access to the Core via the freeway system enables 
even those offices with a need for interaction with Core firms or facilities 
to locate outside of the Core or its immediate vicinity and yet to reach 
the Core quickly. Office sites are distributed throughout the entire 
Stemmons Corridor, although more buildings are located closer to the Core 
than to the I-635 terminus for our definition of the Corridor. The Thornton 
Freeway/South Corridor sites are clustered within three miles of the Core. 
Impact of Office Development on the Economies and Public Services of I-35 E 
Corridor Communities 
Effects of office development on the communities through which the· 
I-35 E Corridor passes may be analyzed by examining data related to munic-
ipal tax revenues, fire protection, police protection, traffic and local 
road networks, and retail functions. 
67 The air pollution model is discussed in Chapter 1 and Appendix C. 
68 nata presented in Table 5-2 indicate that more offices are located 
five miles from the center of the CBD than at four, three or two miles. 
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Municipal Tax Revenues. Data on tax revenues indicate that office 
sites in the Stennnons Corridor paid almost $1.5 million in real property 
taxes to the City of Dallas in 1976 (a small proportion was paid to Farmers 
Branch, through which the Corridor passes) (Table 5-12). This was based 
on an assessed value of approximately $106 million which represents about 
1.3 percent of the estimated total assessed value of the City in 1975-1976. 
The office sites in Dallas, for which tax data were obtained account 
for approximately 93 percent of the total gross floor area and represent 
approximately 7 percent of the City's total assessed value which was 
estimated to be $8.2 billion in 1975-1976. 69 
In addition to real property taxes, office sites and their occupants 
70 
are also liable for a personal property tax at the same rate. They also 
pay taxes to the county and to school districts. 
If secondary impacts are ignored--i.e., additional costs and revenues 
related to the employees and their families working in office buildings--
then one may conclude that office sites are a desirable land use, and 
virtually any city would be happy to attract this type of development. 
Fire Protection. Office buildings are not connnon sites for fires 
although the potential for destruction is great, especially in high rise 
buildings. In Dallas in 1975 there were 39 fires in office buildings 
out of a total 2,855 fires and approximately 15,000 fire runs. Of these 
fires, 15 were in the Core, seven were in buildings along the Stennnons 
Freeway, seven were in buildings adjacent to other freeways, and ten were 
in other locations. Only two of these fires caused more than $50,000 
damage (there were 50 fires of that proportion in all of Dallas that year). 
One was a five-alarm blaze attributed to "incendiary, adult, malicious 
mischief" which caused more than $400,000 damage; the other was a two-
alarm fire in a Core building that caused $64,000 damage. Total damage 
from fires in office buildings was $1,750,000 approximately 11 percent of 
total fire losses in the city in 1975. 71 
69see City of Dallas, 1975-76 Program of Services, p. 2. 
70unlike real property tax data, the personal property tax file is 
not public information and no reliable estimate of its extent is available. 
71nata from Dallas Fire Department Annual Report, 1975. 
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TABLE 5-12 
MUNICIPAL REVENUES GENERATED BY OFFICE SITES IN METROPOLITAN DALLAS CORRIDORS, 1976 
1976 1976 Tax Rate 
Office Gross Assessed Per $100 of Tax Revenue 
Corridor Municipality Square Footag~/ Valueh/ Assessed Value Generated 
(000) ($000) ($000) 
Core Dallas 17,807 317,351 1.395 4,427 
Core Extension Dallas 1,516 26,544 1. 395 370 
A Stemmons Corridor Dallas 6 ,830 105,693 1.395 1,474 
N Farmers Branch 236 1,083 1.250 14 
0 Total 7,066 
---
--., 
1,488 
B Thornton/South Corridor Dallas 463 8,078 1. 395 113 
C Thornton/East Corridor Dallas 273 3,689 1. 395 5 l. 
D North Central Corridor Dallas 3, 714 72, 6 70 1. 395 1,013 
E Circumferential Corridor Dallas 1,420 26,098 1. 395 364 
Fa.rmers Branch 421 3, 732 1.250 43 
Garland 215 1, 736 1. 320 23 
Mesquite 127 4, 523 .990 45 
---
Total 2,183 475 
Non-Corridor Dallas 1, 45 7 23,307 1. 395 325 
University Park 35 395 1.430 
-~6 
Total 1,492 331 
~/Gross square footage for which data was available. 
E_/Assessed value as a proportion of market value varies in each city as follows: Dallas 75 percent, 
Farmers Branch 50 percent, Garland 50 percent, Mesquite 85 percent, University Park lsO percent. 
In order to protect office buildings Dallas now requires all new 
office buildings to install fire warning systems--either smoke detectors 
or sprinkler systems. 
Fire stations are sited on the basis of general development rather 
than concern about the type of development. Therefore it becomes impossible 
to assess directly the impact of office buildings upon municipal fire 
protection costs. It should be noted however that at one fire station 
serving the Stemmons Corridor, equipment included a snorkel and a 100 
foot aerial estimated to cost $175,000 and $125,000 respectively. 
Police Protection. Office sites are not considered trouble spots, 
according to the police and other observers. As one source notes, "The 
only crimes that occur in office buildings are white-collar crimes, such 
as embezzlement." He feels burglary is a problem for residential and 
retail establishments and not office sites. Police officials confirm this, 
noting that most calls responding to office sites are for non-crime inci-
dents such as automobile problems (overheating, flat tires), false fire 
alarms, or ambulance service. Further confirmation can be seen from some 
gross crime data statistics for 1975. In the Central beat area, which 
encompasses the Core, 18 percent of all crimes on the FBI's Crime Index 
were burglary, compared to a range of 24 to 36 percent for the four other 
beat areas located in each of the City's quadrants; similarly burglaries 
as a proportion of all reported crime were 12 percent in the Central beat 
av.ea compared to 15 to 23 percent for the other four areas. 72 
Traffic and the Local Road Networks. Office buildings, of course, 
are major traffic generators contributing to rush hour congestion on nearby 
streets and freeways. An analysis of accident data, however, indicates 
that the location of office buildings is not a major contributing factor. 
Although the location with the most accidents in 1975 was near an office 
building in the Stemmons Corridor this intersection of six major streets 
had more than 100 accidents each year for the previous five years (1971-
1975) yet the office building had been there only in the last year (1975). 
The intersection with the second most accidents in 1975 was a primarily 
residential area. The fourth worst intersection for accidents was in the 
72 Data calculated from Dallas Police Department, Statistical Summary, 
1975. 
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vicinity of a major shopping center. Although the third and fifth highest 
accident intersections had nearby office buildings, they were in the Turtle 
Creek area which has a mixture of land use including residential and retail. 
One of these intersections involved a freeway frontage or service road, 
but not one of our two study corridors. 
None of the 23 worst locations involved a Stemmons or Thornton/South 
Freeway service road. An analysis of accidents for a larger list of 
locations--the 100 worst accident locations--for an earlier year (1971) 
indicated that several intersections.involving Stemmons service (or 
frontage) roads were on this list. The 24th, 35th, 52nd, 82nd, 83rd, and 
lOOth worst intersections involved Stemmons service roads. However, the 
high volume of traffic at these intersections should be considered in any 
assessment, as should street alignment and other localized conditions. It 
should also be noted that not all of these intersections were in the 
vicinity of office developments. One Thornton Freeway/South service road 
intersection was on this list (9lst) but was not in the vicinity of any 
office sites. 
Retail Functions. The Stemmons Corridor has 7,4 million square feet 
of gross floor area of office space. If we assume full office occupancy 
and a full complement of workers based on 200 square feet per office 
worker, then the Stemmons Corridor can be said to employ approximately 
37,000 office workers. The mean annual salary of office workers in the 
Dallas-Ft. Worth metropolitan area was estimated at $7,643, and therefore 
the Stemmons Corridor can be said to contribute $283.4 million in office 
k 1 . 73 war er sa ar1es. 
The proportion of an office worker's income spent during a work day 
on convenience goods and general merchandise, apparel and furniture (GAF) 
73 Salary data were calculated from Table A-1 of the Area Wage Survey, 
Dallas-Fort Worth, Texas, Metropolitan Area, October 1975. Bulletin 
1850-59, U.S. Department of Labor, Bureau of Labor Statistics; salaries 
of executives and other professional and technical workers were not included 
by the Department of Labor. This lack is partly compensated for by 
assuming full office occupancy and full office complements. The use of 
200 square feet gross floor area as the space per office worker was 
discussed in Chapter 1. 
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bas been estimated as six percent. 74 Thus, a total of $17.0 million 
annually is available from office workers' incomes to support these retail 
functions. Approximately 75 percent of this amount ($12.75 million) is 
spent on convenience goods and 25 percent ($4.25 million) on GAF items. 
If $100 of annual sales support one square foot of convenience goods retail 
space and $80 support the same amount of GAF space, then Stemmons Corridor 
office workers support approximately 127,000 square feet of convenience 
goods retail space and 53,000 square feet of GAF retail space with their 
work day purchases. If the size of a typical convenience goods shop is 
assumed to be 1,000 square feet and that of a GAF establishment is 1,500 
square feet, then Stemmons Corridor workers spend enough to support 162 
75 
shops--127 convenience goods stores and 35 GAF establishments. 
How far office workers are willing to travel on their lunch hours to 
eat and shop is not known, but it would not be unreasonable to assume that 
retailers would like to capture this potential market by locating in the 
vicinity of office buildings. Examination of Map 5-14, however, indicates 
no major retail centers (neither commercial strips nor planned shopping 
centers) in the Stemmons Corridor. This is explained primarily by deed 
restrictions placed by the original developers of the land in the Stemmons 
Corridor and by subsequent zoning restrictions for large portions of the 
land there. 
Another measure of the impact of office sites upon the Dallas community 
may be gauged from estimates by the Dallas Chamber of Commerce of the 
impact of 100 new office jobs in a community. Their multipliers for 100 
new office jobs resulted in: 
225 additional people, including 
70 additional students; 
2 additional retail establishments; 
$350,000 additional retail sales; 
7 4see Chapter 1. 
75The same data for the Thornton Freeway/South are 463,000 square feet 
of gross floor area of office space; 2,300 workers; $17.7 million in 
salaries; $0.8 million spent on convenience goods; $0.3 million on GAF; 
8,000 square feet of convenience goods retail space, and 3,000 feet of GAF 
space; 8 convenience goods establishments, and 2 GAF stores. 
210 
I 
\ 
\ 
I 
I 
I 
F,mners Bronc/, 
Sltaded area Is the City of DallM 
• Office site 
/::,,, Retall centers 
--Corridor boundary 
ffl 
m 
211 
I 
I 
I MAP 5-14 
1
1 OFFICE SITES 
/ AND MAJOR RETAIL CENTERS 
/ IN METROPOLITAN DALLAS, 1976 
• 
', Garland 
' ...... , 
' 
' '\ 
'\ 
\ 
\ 
\ 
I 
" I 
-r--
1 
$475,000 additional bank deposits; 
76 $850,000 additional personal income; 
As the location of office developments involves many factors, so do 
the locations of shopping centers and other retail facilities. Proximity 
to a pool of office workers is far less significant to a retailer than 
proximity to a mass of middle income residents. Since office developers' 
decisions are also related to residence patterns, there is some clustering 
of office sites and major retail centers in Dallas as in other cities, 
although one is not necessarily the cause of the other. 
An Assessment of Sites in the I-35 E Corridors 
Maps 5-12 and 5-13 used to report noise and air pollution contours 
show the location of one of the earliest office buildings in the Stemmons 
Freeway Corridor. The first building of the cluster shown was built in 
1962; other buildings in that cluster were completed in 1964, 1965, and 
1967. 
The development of the Stemmons Freeway Corridor as a major office 
development site can be traced to a number of factors, some of which have 
been discussed in the previous sectionof this report. But some additional 
factors should be noted both in terms of the suitability of the site to an 
office site developer as well as its appeal to tenants. 
The existence of the Stemmons Freeway in its present route owes much 
to the fact that the Stemmons family and some other large landowners in 
the area dedicated the right-of-way to the Texas Highway Department for 
construction of the freeway. The area had been opened to development 
earlier when the Trinity River was channelized. Among the initial develop-
ments were several industrial/warehouse parks and the Trade Mart. 
These land uses helped attract office development, and as noted earlier 
offices of manufacturers are heavily represented among Stemmons Corridor 
office space users. Other attractive forces included proximity to the Core 
(only minutes away, without exaggeration) and to the airport. Access of 
the Stemmons Corridor to the airport remained excellent even after the 
new large Dallas-Fort Worth Airport was built. 
76I . nterv1ew with Mr. C. F. Giles, Dallas Chamber of Commerce, April 7, 
1976. 
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The use of frontage or service roads along Texas freeways at that time 
provided excellent micro-access--i.e., access to the office development 
site. Especially important in the assessment of the sites illustrated on 
Maps 5-12 and 5-13, is the cross street passing under the freeway allowing 
access to the buildings for traffic from either direction (on some sections 
of the Stemmons Freeway and other freeways, an auto approaching from the 
"wrong" direction has to travel a relatively long distance off the freeway 
to reach the office site). These roads permitting development very close 
to the freeway give a building extraordinary visibility, a factor desired 
by many companies, especially large leasees who can have their names placed_ 
on the building and thereby enjoy customer recognition and/or free 
advertising. 
Other advantages of the site that would lead to office development 
include large tracts of land available (either for sale or lease) for 
development. These large land parcels enable the provision of ample free 
parking--an especially important inducement for many firms located in the 
nearby Core. One observer sees it as the equivalent of a $30-a-month 
1 . 77 sa ary increase. 
Some characteristics of the sites under discussion may be considered 
disadvantages for some tenants. The Stemmons Freeway at this point is not 
in the immediate vicinity of--nor does it have high access to--a neighbor-
hood of middle income residents; this may be a detraction for those firms 
who are engaged in direct neighborhood sales activities, but not a 
deterrent to other firms. Similarly, the lack of nearby retail facilities 
may be viewed as a disadvantage by office employees, but not all employees 
would share this perception; some view proximity to shopping as a 
distraction and an impediment to maximum efficiency (especially if 
alcoholic beverages are available in nearby restaurants). It should be 
noted, however, that proximity to good restaurants and even private club 
facilities is deemed by many executives as an important variable (and some 
office buildings will lease such space at a loss if it is necessary to 
attract these facilities necessary to attract tenants). 
77David Wolfe, "Why Office Buildings Have Become a Space -Odyssey," in 
Dallas Chamber of Commerce, 1974/75 Guide to Dallas Office Buildings, 
pp. 31-2. 
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Commercial realtors specializing in office space recognize that the 
decision of leasing space is not governed solely by economic considerations 
such as cost per square foot. These salesmen, needless to say, feel that 
the ability of the salesman is an important factor. Similarly, the prestige 
of the address and even the building is important; the reputation of the 
building manager became an important factor in the recent buyer's market 
caused by a temporary overdevelopment in Dallas. For some companies their 
location is a function of corporate philosophy, i.e., some companies are 
known as Core firms, while others automatically prefer freeway sites or 
suburban sites. Some office space decision makers refuse to consider a 
building simply because they "don't like the looks of the building." 
Proximity of the office location to the residence of the executive decision 
maker has been cited as crucial by many of these commercial realty profes-
sionals. 78 The availability of sufficient office space, of course, is one 
of the essential situational factors often ignored in these analyses. 
The oft-repeated maxim of realtors that the three most important 
factors for a sale are location, location, and location still appears to 
be valid, but "location" covers a range of specific attributes. 
Suitability of Office Sites for the I-35 E Corridors: A Summary 
One test of the suitability of office site development in the I-35 E 
corridors is the ability of the corridors to attract such development. 
If a corridor attracts multiple office developments, it can be assumed 
that both developers and tenants have found the corridors suitable. On 
the basis of this test the Stemmons Corridor is eminently suitable--approxi-
mately one-fourth of all office site developments are located in the 
corridor and they contain one-fifth of the gross floor area of office 
buildings with 25,000 square feet of gross floor area. The Stemmons 
Corridor has continued to attract new developments with at least one new 
development added in each year of this decade, with planning and construc-
tion of additional developments continuing. The second study corridor--the 
Thornton/South Corridor or I-35 E south of the Core --does not present as 
78 For example one leasing agent quoted "the Intercept Theory" explain-
ing, "This theory is nothing more than the idea that if you can put a 
building close to where the decision makers live, you will lease your 
space." Cited by Wolfe, p. 31. 
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clear a picture. It contains only 3 percent of the Dallas study area's 
office sites and only 1 percent of the gross floor area. The existence of 
six sites suggests that location in the Corridor is not an isolated 
decision, but it should be noted that no office sites have been developed 
in this Corridor since 1966. 
A second measure of the suitability of the I-35 E corridors for office 
development rests upon the net impact of such development in the corridors. 
On this basis it may be said that both corridors are suitable for office 
development. Office sites in the Stemmons Corridor pay almost $1.5 million 
in tax revenues to municipalities (additional taxes go to the county and 
school districts), while those in the Thornton/South Corridor pay approxi-
mately $113,000 annually. More significant, perhaps, than the direct 
benefits derived from office buildings are the data (and int~rviews) which 
indicate that there are no serious adverse effects stemming from these 
office sites. No unusual expenses to the cities are reported, although 
fire equipment for high rise structures may be an exception. 79 
In addition, some indirect benefits can be attributed to the location 
of office buildings, i.e., office worker salaries spent during the work 
day to support a share of the retail sales in the Dallas study area. This 
is especially true for the Core which relies heavily on the office worker 
and the tourist rather than on residents of the Dallas metropolitan area. 
The lack of retail space in the Stemmons Corridor results from deed 
restrictions by the original landowners rather than an unwillingness to 
locate near office site concentrations. 
One final indicator of the suitability of freeway corridors for office 
development is the fact that local Dallas sources report that freeway 
locations for office development would receive more favorable consideration 
for loans to build office developments than non-freeway locations. This 
generalization was modified by respondents to indicate that the Thornton/ 
South Freeway, as well as several other radial routes, would not be 
considered as favorably as the Stemmons Corridor or the northern leg of the 
I-635 circumferential freeway. 
79 The existence of high rise residential buildings suggests that the 
City would have bought some of this equipment anyway. 
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CHAPTER 6 
THE GROWTH OF OFFICE SPACE IN THE ATLANTA, GEORGIA 
INTERSTATE 75-NORTHWEST RADIAL FREEWAY CORRIDOR 
Introduction 
The central city of Atlanta, Georgia, has experienced the growth 
pattern of most central cities in the past decade. While the total popula-
tion and economy of metropolitan Atlanta have grown, the population in the 
City of Atlanta has declined. The population in metropolitan Atlanta has 
grown from 1,017,188 in 1960 to 1,576,100 in 1975, representing a 55 per-
cent increase for the past 15 years. On the other hand, the population in 
the City of Atlanta has grown from 487,455 in 1960 to 496,973 in 1970, then 
declined to 495,701 in 1975. This represents only a 2 percent increase 
between 1960 to 1970 and a 0.3 percent decrease from 1970 to 1975, accord-
ing to the Bureau of the Census in its Current Population Reports, Series 
P-26. 
According to the 1970 Census, the Atlanta Standard Metropolitan Statis-
tical Area (SMSA) had a total employment of 435,521 workers, of which 
238,077 or 55 percent were characterized as white collar workers. The 
percentage of white collar workers in the Atlanta SMSA was well above the 
arithmetic mean (51 percent) and near the first positive standard deviation 
among the 134 cities with inhabitants between 100,000 and 1,000,000 (see 
Chapter 1). 
The growth of office space in Atlanta is also a story of suburban 
expansion. This has been particularly evident along three major highway 
corridors, I-75 NW in northern Fulton County, Peachtree-Roswell Road in 
Cobb County and I-85 NE in northern DeKalb County. Statistics show these 
three corridors account for one-third of the growth in gross office square 
footage in Atlanta for the past seven years (1970-1976). Nearly half (56) 
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of the 118 new sites were located in these three corridors during this 
time period. 
The I-75 NW Corridor was selected for an in-depth study to (a) identify 
the office growth pattern in metropolitan Atlanta, (b) compare I-75 NW 
office site locations with those in the Core and other corridors of the 
city, (c) examine factors affecting office sites, (d) analyze the impact 
of office development in the study Corridor on various aspects of the local 
economy and public services of communities through which it passes, and 
(e) provide a site assessment of office sites in the 1-75 NW Corridor. 
Office Development in Metropolitan Atlanta's Concentric Zones 
Structure of Concentric Zones. On the basis of distance from the 
center city and the metropolitan Interstate circumferential pattern, five 
concentric zones in metropolitan Atlanta have been delineated: the Core, 
the Mid-City Zone, the Inner Suburban Zone, the Circumferential Zone and 
the Outer Suburban Zone (Map 6-1). The Core is defined by a circle with 
a 0.7 mile radius centered on the intersection of Peachtree Street, Edge-
wood Avenue and Marietta-Decatur Street. It encloses the entire cluster 
of office buildings in Atlanta's central business district. The Mid-City 
Zone surrounds the Core and extends from its outer edge either to the City 
limits or to the inner edge of the Circumferential Zone, which ever it 
meets first. The Inner Suburban Zone is the area outside the Mid-City 
Zone but encircled by the Circumferential Zone. The Circumferential Zone 
is a belt extending one mile on either side of Atlanta's Interstate circum-
ferential (I-285), encircling the Inner Suburban and the Mid-City Zones. 
The Outer Suburban Zone extends four miles beyond the Circumferential Zone. 
Office Site Location by Concentric Zones, 1976. By the end of 1976, 
a total of 237 sites had been developed in metropolitan Atlanta. More than 
one-third were located in the Mid-City Zone, about one-fourth were scattered 
over the Circumferential Zone and about one-fifth were concentrated in the 
Core. The Inner Suburban Zone ranked fourth in number of sites while the 
Outer Suburban Zone ranked fifth, accounting for 12 percent and 9 percent 
of total sites, respectively (Table 6-1 and Map 6-1). 
80An office site is a single office building, an office park of several 
buildings or a complex of buildings built by the same developer within a 
limited period of time. 
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TABLE 6-1 
HISTORICAL GROWTH OF OFFICE SITES AND GROSS OFFICE SQUARE FOOTAGE 
IN METROPOLITAN ATLANTA CONCENTRIC ZONES~ 
Pre-1970 Site,)/ 1970-1976 Sites 
Gross Gross 
Square Square 
1976 Total Sites 
Gross 
Square 
Zones Number Percent Footage Percent Number Percent Footage Percent Number Percent Footage Percent 
(000) (000) (000) 
Core 41 34.5 7,738 40.2 8 6.8 3,349 19.2 49 20.7 11,087 30.2 
Mid-City 63 52.9 7,096 36. 8 19 16. 1 3,441 19.7 82 34.6 10 ,537 28.7 
Inner Suburban 9 7.6 2,693 14. 0 19 16. 1 2,337 13.4 28 11. 8 5,030 13.7 
Circumferential 5 4.2 1,645 8.5 52 44.0 7,129 40.8 57 24.0 8, 774 23.9 
Outer Suburban 1 0.8 85 0.5 20 17. 0 1,200 6.9 21 8.9 1,285 3.5 
Total 119 100.0 19, 25 7 100.0 118 100.0 17,456 100.0 237 10(). 0 36, 713 100.0 
!',/Sites with buildings in place or under construction in 1976 . 
.12_/Sites with buildings in place in 1976 that were constructed prior to 1970. 
- -
Historical Growth of Office Sites by Concentric Zones. Prior to 1970, 
metropolitan Atlanta had 119 major office sites, with the majority (63 
sites) located in the Mid-City Zone and more than one-third (41 sites) 
concentrated in the Core (Map 6-2).81 The remaining concentric zones 
accounted for 15 sites with 5 sites in the Circumferential Zone and only 
one in the Outer Suburban Zone. 
The past seven years (1970-1976) represented a period of outward 
expansion of office sites in metropolitan Atlanta, as indicated by the fact 
that nearly half (44 percent) of the 118 newly constructed sites were 
located in the Circumferential Zone and one-sixth (17 percent) in the Outer 
Suburban Zone (Table 6-2). In sharp contrast, only 8 (7 percent) new sites 
were added to the Core. The number of sites in the Outer Suburban Zone 
multiplied 20-fold and those in the Circumferential Zone multiplied 10-fold, 
while totals in the Core and Mid-City Zones increased by only 20 percent 
82 
and 30 percent (Table 6-1 and Map 6-3). 
Characteristics of Office Sites by Concentric Zones, 1976. Table 6-3 
shows major characteristics of office sites in the five concentric zones. 
Sites in the Core Zone tend to be larger, higher in market value and yield 
more rent. Only 21 percent of metropolitan Atlanta office sites are located 
in the Core Zone; however, these sites account for 30 percent of the total 
gross square footage, nearly 33 percent of the total rent collected and 35 
percent of the total market value. In contrast to sites in the Core Zone, 
sites in the Suburban and Circumferential Zones are relatively smaller, 
lower in market value, and generate less rent. It can be seen that the 
Core Zone in metropolitan Atlanta is a well-established business district 
while the business and office space demand in the Suburban and Circumfer-
ential Zones is growing and is in a transitional period. 
Comparison of Office Development in Metropolitan Atlanta's I-75 NW Corridor 
With Other Corridors 
Structure of Corridors. Eight office space corridors have been delin-
81rre-1970 totals include only buildings constructed before 1970 that 
were in place in 1976. 
82 When two or more buildings in an office site have different dates 
of completion that of the earliest building is used as the initiation date 
of the site. 
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TABLE 6-2 
YEAR BY YEAR GROWTH OF OFFICE SITES 
IN METROPOLITAN ATLANTA CONCENTRIC ZONES, 1970-1976-~/ 
Zones 1970 1971 1972 1973 1974 1975 1976 Total 
Core 0 3 0 1 0 4 0 8 
Mid-City l 2 2 7 5 2 1 19 
Inner Suburban 0 7 2 1 7 0 0 19 
Circumferential 4 6 6 6 12 16 1 52 
Outer Suburban 1 6 1 6 5 3 0 20 
Total 6 24 11 21 29 25 2 118 
~/Sites with buildings in place or under construction in 19 76. 
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TABLE 6-3 
OFFICE SITE CHARACTERISTICS 
IN METROPOLITAN ATLANTA CONCENTRIC ZONES, 19762;_/ 
Gross Rents Average 
Market ValuJ?/ 
Average 
Sites Square Footage Collected Rent Per Market Value bl 
Zones Number Percent Amount Percent Amount Percent Square Foot Amount Percent Per Square Foot-
(000) ($000) (Dollars) ($000) (Dollars) 
Core 49 20. 7 11,087 30.2 81,878 32. 7 7.40 175,170 35.0 18.97 
Mid-City 82 34.6 10,537 28.7 69,609 2 7. 8 6.60 153,023 30.5 17.39 
Inner Suburban 28 11. 8 5,030 13. 7 30,548 12.2 6. 06 58,677 11. 7 14.01 
N Circumferential 57 24.0 8, 774 23. 9 60,344 24. 1 6.88 96, 199 19.2 13.18 
N 
u, Outer Suburban 21 8.9 1,285 3.5 8,013 3.2 6.13 18,129 3.6 16. 86 
---
Total 237 100.0 36, 713 100. 0 250, 392 100.0 501,198 100.0 
2:/Sites with buildings in place or under construction in 1976. Each zone's characteristics are expressed 
as a percent of the Atlanta metropolitan area total • 
.!?_/Market values obtained from appropriate assessor's offices. 
eated in metropolitan Atlanta: I-75 NW, Peachtree-Roswell Road, I-85 NE, 
Ponce de Leon, I-20 E, I-85 S, I-20 Wand I-285 (Circumferential) Corridors. 
As they radiate from the Core, the four northern corridors intersect in an 
area of dense office development designated as the Core Extension. Corridors 
extend one mile on either side of a major traffic artery and, with the 
exception of the I-285 Corridor, radiate outward from the Core or the Core 
Extension to points three miles beyond the outer edge of the circumferential 
(I-285). To eliminate double counting of office sites in areas where the 
radials cross the I-285 circumferential, only those segments of the circum-
ferential outside the radial corridors are included in the I-285 Corridor. 
The size of the corridors ranges from 16 square miles in the I-20 W Corridor 
to 83 square miles in the I-285 Corridor. The location of these corridors 
is shown in Map 6-4, 
Office Site Location and Change by Corridors. Maps 6-4 to 6-6 show 
the location of major office sites by corridors as of 1976, prior to 1970 
and those constructed from 1970 to 1976 respectively. Prior to 1970 most 
of the office sites were concentrated either in the Core or the Core Exten-
sion. For the past seven years, however, most of the new office sites were 
constructed in four major corridors: I-75 NW, Peachtree-Roswell Road, 
I-85 E and the northern portion of I-285 (Map 6-6). Table 6-4 shows the 
historical growth and distribution of office sites by corridors in the 
Atlanta area. The fastest growing corridor is the I-285 Circumferential. 
Prior to 1970, this Corridor accounted for only two office sites. By 1976, 
the number of sites in this Corridor had grown to 27, increasing to more 
than 11 percent of the total number of sites in metropolitan Atlanta. The 
I-75 NW Corridor grew from two sites prior to 1970 to 21 sites in 1976. 
Table 6-5 shows the annual growth of office sites by major corridors 
for the past seven years. The periods of greatest increase were 1974 and 
1975, with 29 and 25 sites constructed, respectively. Between 1970 and 1976, 
25 sites were constructed in the I-285 Corridor, 19 in the I-75 NW Corridor, 
21 in the Peachtree-Roswell Corridor and 16 in the I-85 NE Corridor. 
Characteristics of Office Sites by Corridors, 1976. Table 6-6 shows 
six characteristics of office sites by corridors. In comparison with those 
in the Core and Core Extension, most office sites in the rest of the 
corridors are relatively smaller in size (gross square footage). Office 
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TABLE 6-4 
HISTORICAL GROWTH OF OFFICE SITES AND GROSS OFFICE SQUARE FOOTAGE 
IN METROPOLITAN ATLANTA CORRIDORS~/ 
Pre-1970 SitesE/ 1970-1976 Sites 1976 Total Sites 
Gross Gross Gross 
Square Square Square 
Corridors Number Percent Footage Percent Number Percent Footage Percent Number Percent Footage Percent 
(ODO) (ODO) (ODO) 
Core 41 34.4 7,738 40.2 8 6.8 3,349 19.2 49 20.7 11,087 30.2 
·Core Extension 32 26.9 3,655 19. 0 2 1. 7 1,338 7. 7 34. 14.4 4,993 13.6 
A (I-75 NW) 2 1. 7 696 3.6 19 16. 1 1, 801 10.3 21 8.9 2,497 6.8 
N 
B (Peachtree-'-" 0 Roswell) 26 21. 9 2,983 15. 5 21 17.8 2,157 12. 4 47 19. 8 5, 140 14. 0 
C (I-85 NE) 7 5.9 2 ,427 12. 6 16 13. 6 1,942 11.1 23 9.7 4,369 11. 9 
D (Ponce de Leon) 4 3.4 533 2.8 2 1. 7 238 1. 4 6 2.4 771 2. 1 
E (I-20 E) 0 0.0 0 0.0 3 2.5 220 1. 3 3 1. 3 220 0.6 
F (I-85 S) 1 0.8 109 0.5 7 5.9 735 4.2 8 3.4 844 2.3 
G (I-20 W) 1 0.8 59 0.3 2 1. 7 198 1. 1 3 1. 3 257 0.7 
H (Circumferential) 2 1. 7 791 4.1 25 21. 2 4,422 25.3 27 11.4 5,213 14.2 
Non-Corridor 3 2.5 266 1. 4 13 11.0 1,056 6.0 16 6.8 1,322 3.6 
--
Total 119 100. 0 19, 25 7 100.0 118 100.0 17,456 100.0 237 100. 0 36,713 100.0 
~/Buildings in place or under construction in 1976. 
E-\uildings in place in 19 76 constructed before 19 70. 
- ----
TABLE 6-5 
YEAR BY YEAR GROWTH OF OFFICE SITES 
IN METROPOLITAN ATLANTA CORRIDORS, 1970-1976-~/ 
Corridors 1970 1971 1972 1973 1974 1975 1976 Total 
Core 0 3 0 1 0 4 0 8 
Core Extension 0 0 0 1 0 0 1 2 
A (I-75 NW) 1 4 2 4 3 5 0 19 
B (Peachtree-Roswell) 0 5 1 7 4 4 0 21 
c (I-85 NE) 0 6 1 1 5 2 0 16 
D (Ponce de Leon) 0 1 0 0 1 0 0 2 
E (I-20 E) 0 0 2 0 1 0 0 3 
F (I-85 S) 0 2 1 0 3 0 1 7 
G (I-20 W) 0 1 0 0 1 0 0 2 
H (Circumferential) 4 1 3 2 7 8 0 25 
Non-Corridor 1 1 1 5 4 2 0 13 
Total 6 24 11 21 29 25 2 118 
a/ 
- For comparative purposes, data for the Core and Non-Corridor areas 
are presented. 
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TABLE 6-6 
OFFICE SITE CHARACTERISTICS IN METROPOLITAN ATLANTA CORRIDORS, 1976~/ 
Gross Rents Average bl Average Sites Square Footage Collected Rent Per Market Value- Market Value bi 
Corridors Number Percent Amount Percent Amount Percent Square Foot Amount Percent Per Square Foot-
(000) ($000) (Dollars) ($000) (Dollars) 
Core 49 20. 7 ll,087 30. 2 81,878 32. 7 7. 40 175,170 35 .o 18.97 
Core Extension 34 14.4 4,993 13. 6 33, 553 13.4 6. 71 77, 732 15.5 18.62 
A (I-75 NW) 21 8.9 2,497 6.8 17,527 7.0 6.98 25,942 5.2 12.43 
B {Peachtree-
N Roswell) 47 19. 8 5,140 14.0 33,302 13.3 6.46 69, 235 13. 8 . 16. 13 
w 
N C (I-85 NE) 23 9.7 4, 369 ll. 9 27,293 10.9 6.23 41,874 8.4 11. 50 
D {Ponce de 
Leon) 6 2.4 771 2. 1 4,757 1. 9 6.26 16, 463 3.3 26. 22 
E (I-20 E) 3 1. 3 220 0.6 1, 25 2 0.5 6.00 3, 778 0.7 22 .56 
F (I-85 S) 8 3.4 844 2.3 4,758 1.9 5.46 13,886 2.6 18.09 
G (I-20 W) 3 1. 3 257 0.7 1,502 0.6 6.00 5, 191 1.0 23.05 
H (Circum,-
ferential) 27 11. 4 5 ,213 14.2 36, 55 7 14.6 7.03 53,271 10.6 12.27 
Non-Corridor _!.§. 6.8 1,322 3.6 8,013 3.2 6. 05 19,656 3.9 17. 94 
Total 237 100. 0 36, 713 100.0 250,392 100.0 501, 198 100.0 
~/Sites with buildings in place or under construction in 1976. Each corridor's characteristics are 
expr~ssed as a percent of the Atlanta metropolitan area total. For comparative purposes, data for the Core 
and Non-Corridor areas are presented. 
_£/Market values obtained from appropriate assessor's offices. 
sites in most of the radial corridors generated less rent per square foot 
than those in the Core and the Core Extension, although sites located in 
the I-285 Circumferential and I-75 NW Corridors ranked first and second 
respectively among the eight radial corridors. Average market value per 
square foot is relatively lower among buildings in the I-75 NW, I-85 NE, 
I-285 and Peachtree-Roswell Corridors. 
Table 6-7 shows four density characteristics of office sites in 
corridors relative to their respective areas in square miles: the number, 
square footage, rent generated and market value of the sites within each 
corridor. As expected, sites ·in the Core and the Core Extension stand well 
above those in the eight corridors in all four measures of density. Three 
northern radial corridors--I-75 NW, Peachtree-Roswell Road and I-85 NE--
lead the other corridors in density measures. The I-285 Circumferential 
Corridor emerges less strong in density measures mainly because it covers 
more than one-third of the corridors' total of 242 square miles. 
Standard Industrial Classification of Office Units by Corridors, 1976. 
Metropolitan Atlanta has a diversified economic base as evidenced by the 
fact that 69 of the 85 major Standard Industrial Classification (SIC) Groups 
(two-digit SIC's) are represented in the metropolitan area among firms 
located in 126 office sites listed in the 1976 Haines Directory. Of these 
69 industrial Groups, 25 are located in the I-75 NW Corridor (Table 6-8). 
These SIC Groups represent six SIC Divisions: Construction, Manufacturing, 
Wholesale Trade, Retail Trade, Finance/Insurance/Real Estate and Services. 
Table 6-9 shows the distribution of metropolitan Atlanta corridor 
office units by SIC in 1976. Of 3,274 units, more than half are service 
oriented and more than one-fourth are in finance, insurance or real estate. 
Seven of every eight government related (public administration) firms are 
located either in the Core or the Core Extension and none are located in 
the I-75 NW Corridor. Of those in the I-75 NW Corridor, nearly half are 
in the Finance/Insurance/Real Estate Division and nearly one-third are in 
Services. The I-75 NW Corridor accounts for 14 percent of all construction 
units, 7 percent of the wholesale and retail trade units, 7 percent of the 
finance, insurance and real estate units, 5 percent of the manufacturing 
units and only 2 percent of the service business units in the metropolitan 
Atlanta offices. 
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TABLE 6-7 
DENSITY CHARACTERISTICS OF OFFICE SITES IN METROPOLITAN ATLA,.~TA CORRIDORS, 1976~/ 
Office Site Gross Square b/ Density Feet Per Rental Density Market Value-
Square Miles (Number Per Square Mile ($000 Per Density ($000 
Corridors in Corridor Square Mile) (000) Square Mile) Per Square Mile) 
Core 1.5 32.67 7, 391 54,585 116,780 
Core Extension 3.0 11. 33 1,664 11, 184 25,911 
A (I-75 NW) 20.1 1.04 124 872 1, 291 
B (Peachtree-Roswell) 21.3 2.21 241 1,563 3 ,250 
C (I-85 NE) 26.3 0.87 166 1,038 1,592 
D (Ponce de Leon) 22. 7 0.26 34 210 725 
E (I-20 E) 22.8 0.13 10 55 166 
F (I-85 S) 25.0 0.32 34 190 515 
G (I-20 W) 16. 2 0. 19 16 93 320 
H (Circumferential) 83.0 0.33 63 440 642 
Non-Corridor 
-
Total 241. 9 
~/Sites with buildings in place or under construction in 1976. Each corridor's characteristics are 
expressed as a percent of the Atlanta metropolitan area total. For comparative purposes, data for the 
Core and Non-Corridor areas are presented . 
.Q/Market values obtained from appropriate assessor's offices. 
TABLE 6-8 
SIC DIVISIONS AND GROUPS LOCATED 
IN THE I-75 NW CORRIDOR AND ELSEWHERE 
IN METROPOLITAN ATLANTA, 1976 
SIC's Found Elsewhere 
in Atlanta Metropolitan 
SIC's Found in Area But Not in I-75 NW 
SIC Division I-75 NW Corridor Corridor 
A Agriculture, Forestry 03 
& Fisheries (01-09) 
B Mining (10-14) 13 
c Construction (15-17) 15, 16, 17 
D Manufacturing (20-39) 23, 27, 28, 32, 34, 20, 22, 24, 25, 26, 29, 
35, 36 31, 33, 37, 38, 39 
E Transportation (40-49) 40, 41, 42, 45, 46, 47, 
48, 49 
F Wholesale Trade (50-51) so 51 
G Retail Trade (52-59) SS, 56, 58 52, 53, 54, 57, 59 
H Finance, Insurance & 61, 62, 6 3, 64, 65 60, 66, 67 
Real Estate (60-6 7) 
I Services (70-89) 73, 80, 81, 85, 86, 70, 72, 75, 76, 78, 79, 
89 82, 83 
J Public Administration 91, 92, 94, 95, 96, 97 
(91-9 7) 
Total 25 44 
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TABLE 6-9 
DISTRIBtrrION OF METROPOLITAN ATLANTA a>RRIDOR OFFICE UNITS BY SIC CX>DE, 1976 
Core Core Extenaion I-75 NW Radial Other Rad:Lal.s Circumferent:ial Non-Corridor Total 
SIC Division Number Percen.t Number Percent Humber Percent Humber Percent Number Percent' Number Percent Number Percent 
A Agriculture• Forestry & 
Fisheries Ol-09 0 0.0 0 o.o 0 o.o I 0.1 0 0.0 0 o.o I o.o 
B Mining 10-14 0 0.0 I 0.1 0 0 •. 0 0 o.o 0 0.0 0 0.0 I o.o 
C Construction 15-17 6 0.6 12 1,6 6 4,5 17 1,3 I 1.9 I 2.9 43 1.3 
D Manufacturing 20-39 53 5,2 46 6.0 12 9, I 109 8.6 7 13.2 7 20.0 234 1.2 
E Transportation 40-49 SS 5,4 12 1,6 0 0.0 26 2.1 2 3.8 2 5.7 97 3,0 
F Wholesale Trade 50-51 9 0,9 8 1.0 2 1.5 10 0.8 0 o.o 2 s. 7 31 1.0 
N G Retail Trade 52-59 
"' 
39 3.8 19 2.5 8 6.1 49 3,9 2 3.8 0 0.0 117 3.6 
°' H Finance• Insurance & Real Estate 60-67 319 31.3 156 20.2 63 47. 7 305 24.1 28 52.8 II 31.4 882 26.9 
I Services 70- 89 481 47.3 476 ~.1.6 41 31.1 733 58.0 13 24.5 12 34.3 1. 756 53.6 
J Public Administration 
91-97 56 5.5 42 5.4 
_Q o.o 14 1.1 0 ~ 0 0.0 112 3,4 
-- -- --
~
-- -- -- -
-
-- -- --
Total 1,018 100.0 772 100.0 132 100.0 1,264 100.0 53 100.0 35 100.0 3,274 100.0 
1970 Origins of 1976 1-75 NW Corridor Office Units. In order to 
understand the direction of business firms' movements, an analysis of 
1970 addresses of office units in 13 office sites located in the 
I-75 NW Corridor was conducted. Table 6-10 demonstrates that of the 94 
businesses units for which different 1970 addresses were available, 
28 came from non-corridor portions of the metropolitan area, 21 from the 
Core and the Core Extension, another 21 from Peachtree-Roswell Road 
Corridor, 12 from I-85 NE Corridor, 5 from I-20 W Corridor another 5 from 
the Mid-City portion of the I-75 NW Corridor and only 2 from Ponce de Leon 
Avenue Corridor. An analysis of the distribution of office units' previous 
addresses indicates an outward drift of office units from the inner city 
into the study Corridor (Map 6-7). Again, insurance firms and real estate 
brokers predominated in this outward drift. 
Factors Influencing Office Site Development in the I-75 NW Corridor 
Eight factors that have contributed to the rapid development of office 
sites in the I-75 NW Corridor are identified in this section. Factors 
identified include office worker accessibility, the availability of land, 
the price of land, tax differentials, the availability of investment funds, 
noise and air pollution, and distance from the Atlanta Core. 
Office Worker Accessibility. Examination of the 1970 office worker 
population by census cell centers reveals existing concentrations of white 
collar workers in the metropolitan area. As Map 6-8 illustrates, the 
I-75 NW freeway passes near census cell C which has the second largest 
concentration of office workers outside the 1-285 circumferential and the 
fifth largest in the Atlanta area. Local officials suggested that census 
cell C closely corresponds to residential neighborhoods containing large 
concentrations of white collar executives' residences. Map 6-9 shows 
aggregate Konig counts (number of intersections) from the center of each 
office worker census cell to various intersections along the urban trans-
portation network. The lower the aggregate Konig count, the better the 
general accessibility to a particular intersection. It can be seen, 
therefore, that the intersection of I-75 NW and the I-285 circumferential 
is one of the most accessible points in the metropolitan area. 
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TABLE 6-10 
1970 LOCATIONS OF 1976 OFFICE UNITS 
IN THE METROPOLITAN ATLANTA I-75 NW CORRIDOR BY SIC DIVISION 
Previous Locations Division 
Core Peachtree Ponce Total 
SIC Division Core Extension I-75NW Roswell I-85NE de Leon I-20W Non-Corridor Number Percent 
Finance, Insurance, 
& Real Estate 7 3 3 14 5 0 4 11 47 50.0 
Services 1 5 0 5 5 2 0 7 25 26.6 
Other Divisions 2 3 2 2 2 0 1 10 22 23.4 
N 
w 
00 Total Number 10 11 5 21 12 2 5 28 94 
Percent 10.6 11. 7 5.3 22.4 12.8 2.1 5.3 29.8 -- 100.0 
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1970 LOCATIONS OF OFFICE UNITS 
IN THE METROPOLITAN ATLANTA 
I - 75 NW CORRIDOR, 1976 
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Aggregate office worker accessibility is illustrated in Map 6-lo.83 
Points most accessible to metropolitan Atlanta office workers are denoted 
by high office worker accessibility scores. As this Map illustrates, the 
intersection of I-75 and 1-285 is the third most accessible point for office 
workers in the metropolitan area and the most accessible of points along 
the I-285 circumferential. 
Availability of Land Suitable for Commercial Development. Vast 
expanses of undeveloped land suitable for commercial development have 
added significantly to the attractiveness of the I-75 NW Corridor. As 
Map 6-11 illustrates most of the undeveloped land in metropolitan Altanta 
in 1967 lay outside of the 1-285 circumferential. Since then much of the 
vacant land adjacent to the I-75 NW freeway has been developed. As Map 6-6 
of this chapter illustrates, extensive office development took place on 
previously undeveloped land near the 1-75 NW/1-285 interchange. This 
development was facilitated by the completion of the segment of the 1-75 NW 
freeway in the late 1960's which linked the Atlanta Core to the I-285 
circumferential. 
The Price of Land. Atlanta developers indicate that land in the 
central business district sells for as much as $100.00 per square foot 
(equivalent to $4,356,000 per acre) while prime land in suburban areas 
adjacent to the I-75 NW freeway typically sells for only $2.50 per square 
foot ($108,900 per acre). This vast disparity in land prices certainly 
serves to attract office sites to suburban segments of the 1-75 NW Corridor. 
Tax Differentials. Significant property tax differentials exist 
between the various municipalities in Atlanta's five-county metropolitan 
area. This is particularly evident in an examination of the property taxes 
levied by the various municipalities in the 1-75 NW Corridor. In Marietta, 
for example, the 1976 City and County property tax rate was· $31.50 per 
$1,000 of assessed valuation (40 percent of the market value), while in 
the adjacent City of Smyrna it was $46.00 per $1,000 assessed valuation. 
The 1976 City and County property tax iJ the Fulton County portion of 
Atlanta was $59.34 per $1,000 assessed valuation--almost twice the amount 
83 The construction of Map 6-10 and the accessibility model are 
discussed in Chapter 1 and Appendix A. 
242 
l 
0 2 
' 
miles 
5532 
16 
~~,~--'='~'--, 6098 
B 
MAP 6-10 
+ 
N 
6591 
B 
AGGREGATE OFFICE WORKER ACCESSIBILITY 
AT EACH DESTINATION POINT (Y) 
IN METROPOLITAN ATLANTA 
Shaded area Is tfie City of Atlanta 
Points Jdentlfled_ CBD and 1 through 19 refer 
to destination points IYJ. 
243 
244 
Portee de Leon Avenue 
MAP 6-11 
VACANT AND AGRICULTURAL LAND 
IN METROPOLITAN ATLANTA, 1967 
0 2 3 + 
mites N D 160 acres 
• Vacant and Ai!rlcultural Land 
Source: Atlanta Region Dwe/apment Patterns, 1967 
Atlanta Region Metropolitan Planning 
Commission, June, 1968. 
l 
I 
I 
levied by the City of Marietta. An office site with 100,000 square feet 
of gross floor area with a market value of $2 million in the Atlanta portion 
of the I-75 Corridor would pay $47,472 in property tax for 1976. If the 
same site were located in the City of Marietta its 1976 property tax 
liability would be only $25,200--nearly half of what it would pay in 
Atlanta. 
Such tax differentials between the various municipalities bisected by 
the I-75 NW Corridor have tended to attract office development to the 
suburban area at and beyond the I-75/I-285 interchange. It is fair to 
assume that local tax rates do enter the decision-making process of 
developers in selecting an office site. 
Availability of Investment Funds. Investment funds are currently not 
available for new office development in metropolitan Atlanta. The Atlanta 
metropolitan area as a whole is overbuilt with office sites. The situation 
is particularly bad in the Core and the Core Extension where two luxury 
office and retail sites are currently under foreclosure proceedings due 
to financial failures. "Over-extension" in the office site market is the 
major problem cited by an eminent source.84 
Thus, office sites are low-priority investments in the Atlanta metro-
politan area. However, the situation in the northern suburban area of 
Atlanta particularly along I-75 NW Corridor is better due primarily to a 
much higher occupancy rate reported by office developers. 
Noise Pollution. Noise pollution levels emanating from vehicles are 
difficult to measure and data of noise pollution relative to specific 
points of a corridor are difficult to obtain. Using variables such as 
highway type, number of lanes, peak hour traffic volume, average vehicle 
speed, percent of truck traffic, number of traffic interruptions, highway 
gradient, elevation or depression of the highway and the presence or 
absence of noise shielding, the Highway Research Board has established a 
a model relative to the impact of various noise levels on office building 
85 
occupants. According to the Board, noise levels below 71 dBA create 
84 
"Business and Growth," Real Estate Atlanta, Volume 5, Number 1, 1976. 
85 For references and details of how the model is constructed see 
Appendix B. 
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no impact on interior occupants of office buildings while levels between 71 
and 76 dBA create some impact. And if noise levels exceed 76 dBA, the 
impact on the office building occupants is considered extremely large. 
Using the same model developed by the Highway Research Board, noise 
levels at two intersections along I-75 NW Corridor have been established: 
the intersection between I-75 NW and West Paces Ferry Road (Map 6-12) and 
that ·between I-75 NW and I-285 circumferential (Map 6-13). It can be seen 
that office buildings located in the first intersection are at the edge 
of the ,71 dBA noise level. In other words, the impact of noise levels on 
office building occupants at this intersection are negligible. Most of the 
office buildings located near the latter intersection are between the 71 
and 76 dBA contours. The impact of noise levels on occupants of these 
buildings could range from some to great if construction damped the dBA 
level by only 25 decibels. 
Air Pollution. Carbon monoxide constitutes the major portion of air 
pollution resulting from vehicle emissions. Air pollution is measured in 
terms of parts per million (ppm) of carbon monoxide in the atmosphere. The 
Environmental Protection Agency (EPA) has set maximum allowable carbon 
monoxide concentrations at 35 ppm. 
Using the model developed by the California Department of Public 
Works levels of carbon monoxide concentrations have been established for 
areas around the I-75 NW interchanges with West Paces Ferry Road and with 
the I-285 Circumferential.86 As Maps 6-14 and 6-15 illustrate, office 
sites in these two areas are beyond the 4 ppm level of carbon monoxide 
concentrations--far below the 35 ppm maximum allowable concentration set 
by the Environmental Protection Agency. 
Distance From the Core. Distance from the Core has had no apparent 
effect on office development in the I-75 NW Corridor. This is witnessed 
by the fact that two-thirds of the office sites in the I-75 NW Corridor are 
located more than ten miles from the Core. 
I 
Impact of Office Development on the Economies and Public Services of I-75 NW 
Corridor Conununities 
The impact of office development on the economies and public services 
86For construction of such a model, see Appendix C. 
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of the communities through which the I-75 NW Corridor passes are assessed 
through the examination of the following items: tax revenues, fire protec-
tion, police protection, public works, traffic and local road networks and 
retail functions. 
Municipal Tax Revenues, Table 6-11 shows the amount of property tax 
revenues accruing to various municipalities from office sites in metro-
politan Atlanta corridors in 1976. The City of Atlanta collected $4.6 
million in property taxes from office sites located either in the Core or 
in the Core Extension. Office sites in the I-75 NW Corridor generated a 
total of $329,000 in property tax revenues, of which $319,000 went to the 
City of Atlanta, and $7,000 to the City of Smyrna. The wide disparity 
between percentages of tax revenues to various municipalities mainly results 
from differences in sizes rather than in numbers of office sites. 
Fire Protection. Five new fire stations have recently been constructed 
near the I-75 NW freeway in response to the increasing demand for service 
resulting from rapid office building and residential development. Additional 
costs will also be incurred to acquire aerial ladder trucks and to provide 
specialized training in office site fire-fighting. 
Police Protection. While local law enforcement agencies have grown 
tremendously in recent years, local officials attribute this growth to 
population growth and suburbanization rather than to new office develop-
ment. Retail establishments, they have pointed out, present much more of 
a problem in terms of providing police protection than do office sites. 
Traffic and the Local Road. Networks. Public officials in metropolitan 
Atlanta have indicated that rapid office development in the I-75 Corridor 
has caused traffic congestion problems. To correct this problem additional 
on and off ramps, traffic lanes and traffic control signals are needed. 
Traffic congestion problems exist in the area of the I-84 NE freeway and 
northern section of I-285 as well as in the I-75 Corridor. Segments of 
all three interstate highways are being enlarged and interchanges are being 
added. 
Retail Functions. As discu~sed previously, a total of 2,497,000 gross 
square feet of office space in 21 major office sites currently existdn 
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TABLE 6-11 
MUNICIPAL REVENUES GENERATED BY OFFICE SITES IN METROPOLITAN ATLANTA CORRIDORS, 1976 
1976 1976 1976 Tax Rate 
Political Office Gross Market Assessed Per $1000 of b/ Tax Reven~ 
Corridor Unit Square Footage Value Valu~I Assessed Value- Generated 
(000) ($000) ($000) ($000) 
Core Atlanta 11, 087 175, 170 70,068 45. 72 3,204 
Core Extension Atlanta 4,993 77, 732 31,093 45. 72 1,422 
A I-75 NW Atlanta 841 17,457 6,983 45. 72 319 
Smyrna 273 1,496 598 12 .50 7 
N Marietta 32 414 166 18.90 3 
'-" Total 1,146 19,367 7,747 329 N 
B Peachtree-Roswell Atlanta 4, 110 48,885 19 ,554 45. 72 894 
C I-85 NE Atlanta 86 2,257 903 45. 72 41 
D Ponce de Leon Atlanta 151 1,303 521 45. 72 24 
Decatur 416 13,240 6,620 35. 70 236 
---
Total 567 14 ,543 7,141 260 
E I-85 S Atlanta 66 1,255 502 45. 72 23 
College Park 224 3,743 1,497 8.00 12 
---Total 290 4,998 1,999 35 
F I-20 W Atlanta 139 3,133 1,253 45. 72 57 
2lAll assessed values represented 40 percent of the market value except in Decatur where the assessed 
value represented 50 percent of the market vlaue. 
"p_/ A mill is one-tenth of a cent or one thousandth part of a dollar. Therefore, one mill results in 
$1.00 of tax for each $1,000 of assessed valuation. 
~Tax revenues derived by applying 1976 tax rate to 1976 assessed values. 
the I-75 NW Corridor. Assuming full office occupancy and a full complement 
of office workers, 
87 
office workers. 
firms located in this Corridor employ about 12,485 
In 1975, office workers in the Atlanta area made an 
88 
average of $8,229.52 annually. In other words, office workers in the 
I-75 NW Corridor have a total annual income of about $102.75 million. It 
can be assumed that about $6.16 million (or 6 percent) is spent during 
office hours on convenience goods and general merchandise, apparel and 
furniture (GAF). 89 Studies have indicated that about 75 percent ($4.62 
million) of this amount is likely to be spent on convenience goods and 25 
percent (or $1.54 million) on GAF items. Assuming a requirement of $100 
of annual sales to support one square foot of convenience goods retail 
space and $80 to support the same amount of GAF retail space, office 
workers in the I-75 NW Corridor office workers support 46,236 square feet 
of convenience goods retail space and 19,265 square feet of GAF retail space 
with their purchases during office hours. Assuming an average requirement 
of 1,000 square feet for the operation of one convenience goods shop and 
1,500 square feet for the operation of one GAF establishment, expenditures 
of 1-75 NW Corridor office workers during office hours support about 46 
convenience goods shops and 13 GAF establishments. 
While factors affecting the selection of a retail location are numerous, 
accessibility to potential customers is certainly a major one. Establish-
ments wishing to capture a portion of office workers' expenditures are 
likely to be located as near office buildings as possible. Map 6-16 shows 
the location of major retail centers in metropolitan Atlanta. It can be 
seen that one of these retail centers is located in the I-75 NW Corridor 
and two are located within a two mile distance from the Corridor. 
87
wage figures exclude executive salaries. This lack is partly 
compensated by assuming full office occupancy and full office complements. 
The number of workers is derived by dividing the study corridor's 4,993,000 
gross square feet of office space by 200, the gross square feet of floor 
space per worker (see Chapter 1). 
88rhe mean annual wage is 52 times the mean weekly wage. The weekly 
wage amounts to $158.26 and is calculated for the Area Wage Survey, Atlanta, 
Georgia Metropolitan Area, May, 1975. Bulletin 1850-25, U.S. Department 
of Labor, Bureau of Labor Statistics. 
89 See Chapter 1. 
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OFFICE SITES AND 
MAJOR- RETAIL COMPLEXES 
IN METROPOLITAN ATLANTA, 1976 
Shllded area Is the City of Atlanta 
• Office site 
4 Major retail cornp!eH 
--Corridor boundary 
--
Assessment of Sites in the 1-75 NW Corridor 
Office sites enjoy excellent access to the Interstate. Nearly all 
are sufficiently far from the right-of-way so they are not impacted by 
either air or noise pollution. Their visibility from the Interstate is 
high, increasing their rentability. 
Suitability of Office Sites for the I-75 NW Corridor: A SullUllary 
Office sites are suitable for the 1-75 NW Corridor as evidenced by 
the fact that it had the third highest growth rate (16 percent) in the 
Atlanta area. The Corridor is healthy as indicated. by the fact that owners 
of office buildings in I-75 NW Corridor, particularly those located in the 
outer segment of the Corridor, have been enjoying a much higher occupancy 
rate than those in most other sections of the metropolitan area. The 
Corridor also attracts retail and service firms which makes the nearby 
office sites more desirable. Numerous factors which have contributed most 
to the attraction and suitability of office development in I-75 NW Corridor 
are office worker accessibility, availability of land for collUllercial 
development, relatively low land prices and lower property taxes than other 
Atlanta area locations. 
255 
I 
I 
. l 
I 
CHAPTER 7 
THE GROWTH OF OFFICE SPACE IN THE DENVER, COLORADO 
INTERSTATE 25 SOUTH AND INTERSTATE 70 EAST RADIAL FREEWAY CORRIDORS 
Introduction 
Denver, Colorado, is another of the central cities in this study that 
experienced a net loss in population in the 1960-1970 decade. In 1960, the 
central city (Denver County) contained 493,887 residents but the 1970 popu-
lation in this same 1960 central city area had decreased by 7 percent. On 
the other hand, the three counties surrounding Denver experienced sharp 
gains in population indicating how rapidly the metropolitan population was 
suburbanizing. Jefferson County increased by 85 percent, Adams by 54 per-
cent and Arapahoe by 43 percent. The Bureau of the Census in the Current 
Population Reports, Series P-26, estimates that central city Denver's 
population declined by another 5 percent between 1970 and 1975. 
Denver ranks high among other Standard Metropolitan Statistical Areas 
(SMSA's) in white collar employment. According to the 1970 Census, 59 
percent of the labor force in the Denver SMSA was categorized as white 
collar workers. Among SMSA's with central cities between 100,000 and 
1,000,000 inhabitants, the Denver SMSA ranks not only above the mean (51 
percent) but also well above the first standard deviation (57 percent). 
Only six other SMSA's have higher percentages of white collar workers in 
their labor forces. 
Metropolitan Denver's office site90 distribution in 1976 reflects a 
seven year period of expansion during which growth in 
counties and communities exceeded that in the City and 
the surrounding 
91 County of Denver. 
New office sites were developed in all three adjacent counties, Adams, 
90An office site is a single office building, an office park of 
several buildings or a complex of buildings built by the same developer 
within a limited period of time. 
91The City and County of Denver are areally and geographically 
coincident. 
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Arapahoe and Jefferson, which together with Denver County constitute metro-
politan Denver. Most of the sites in these counties, however, were located 
in the incorporated communities of Aurora, Glendale, Greenwood Village, 
Englewood, Lakewood and Arvada (Map 7-1). In 1976 metropolitan Denver 
contained 166 privately-owned office sites of at least 25,000 square feet 
of gross floor area. 
This study of office space in the I-25 Sand I-70 E Corridors, a) 
identifies the pattern and growth of this space in five concentric zones 
in the metropolitan area, b) compares the study corridors with three other 
corridors, a non-corridor area and the Core on the basis of the pattern 
and growth of office space characteristics, c) examines eight factors 
attracting office development to the I-25 Sand I-70 E Corridors, d) 
analyzes the impact of office space development in the study corridors on 
six aspects of the economy and public services of communities through which 
the study corridors pass, and e) provides an assessment of office sites 
in the I-25 S and I-70 E Corridors. 
Office Development in Metropolitan Denver's Concentric Zones 
Structure of Concentric Zones. Five concentric zones have been 
identified in.metropolitan Denver roughly correspondent to similar zones 
in other study cities (Map 7-1). The Core Zone is defined by a circle with 
a. 7 mile radius centered on the intersection of Champa and 19th Streets. 
The Mid-City Zone encompasses most of the remainder of the City of Denver 
except those portions included in the Circumferential Zone. The latter 
Zone is defined as extending one mile on either side of Interstate highways 
225, 70 E, 270, 25 and 70 W, which together surround Denver on three sides. 
The southwest quadrant of this Circumferential Zone "ring" is still in the 
proposed stage. To the east of the City of Denver between it and the 
inner margin of the Circumferential Zone is the Inner Suburban Zone. This 
Zone is incomplete to the south and west of Denver owing to the absence of 
the Circumferential Zone. Beyond the Circumferential Zone to the north 
and beyond the City of Denver to the south and west is the Outer Suburban 
Zone. 
Office Site Location by Concentric Zones, 1976. The distribution of 
office sites varies widely among metropolitan Denver's concentric zones 
(Map 7-1, Table 7-1). One hundred three office sites or 62 percent of 
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MAP 7-1 
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TABLE 7-1 
HISTORICAL GROWTH OF OFFICE SITES AND GROSS OFFICE SQUARE FOOTAGE 
IN METROPOLITAN DENVER CONCENTRIC ZONE~/ 
Pre-1970 Sites-~/ 1970-1976 Sites 1976 Total Sites 
Gross Gross Gross 
Square Square Square 
Zones Number Percent Footage Percent Number Percent Footage Percent Number Percent Footage Percent 
(000) (000) (000) 
Core 41 60. 3 4,250 73.0 12 12.3 3, 152 28.6 53 31. 9 7,402 44.0 
Mid-City 19 27.9 706 12.2 31 31.6 3,137 28.5 50 30.1 3,843 22. 8 
Inner Suburban 0 o.o 0 o.o 6 6.1 404 3.7 6 3.6 404 2.4 
Circumferential 4 5.9 263 4.5 16 16.3 1, 228 11. 2 20 12.1 1,491 8.9 
Outer Suburban 4 5.9 600 10. 3 33 33.7 3,082 28.0 37 22.3 3,682 21.9 
Total 68 100.0 5, 819 100.0 98 100.0 11, 003 100.0 166 100.0 16,822 100. 0 
~/Sites with buildings in place in 1976. 
1/Sites with buildings in place in 1976 that were constructed prior to 1970. 
the metropolitan Denver total, are located in the Core and Mid-City Zones. 
Fifty-three sites (32 percent of metropolitan Denver's total) are located 
in the Core, and the Mid-City Zone contains nearly as many. Most of its 
sites are clustered to the south of the Core along Broadway and near 
Colorado Boulevard or scattered farther south along Interstate 25 South. 
Neither the Inner Suburban nor Circumferential Zones are well populated 
with office sites. Together they contain only 26 sites or a little less 
than 16 percent of the metropolitan area total. The Outer Suburban Zone 
has 37 sites (22 percent of the total). Because of its large office 
buildings, the Core contains 44 percent of the metropolitan area's gross 
square footage of office space. In each of the other zones the percentage 
of gross square footage is lower than the percentage of sites. Smaller 
office buildings outside the Core account for this condition. 
Historical Growth of Office Sites by Concentric Zones. During the 
past seven years office site development burgeoned in the Denver metro-
politan area (Table 7-1). 92 Prior to 1970 68 sites had been developed 
93 in the metropolitan area (Map 7-2). Sixty of these (88 percent) were 
located in the Core and just to the south of it along Broadway and Colorado 
Boulevard, Only eight sites (12 percent) were in the Circumferential and 
Outer Suburban Zones. 
By 1976, 98 additional sites had been developed raising the total to 
166. This total was two and one-half times Denver's pre-1970 stock of 
office sites (Map 7-3), The Core added only 12 new sites to its existing 
stock, and these represented only 12 percent of the increment in the 
1970-1976 period. Because these buildings were large the Core added more 
gross square footage than any other zone. Growth in the Mid-City Zone was 
strong in the seven-year period. The Zone added 31 sites (32 percent) 
and nearly the same amount of gross square footage (28.5 percent) as the 
Core (28.6 percent), Neither the Inner Suburban nor the Circumferential 
Zone added many new sites compared to the other zones. Their combined 
increment was only 22 sites but their combined pre-1970 total was only four 
92When two or more buildings in an office site have different dates 
of completion, that of the earliest building is used as the initiation 
date of the site. 
93 Pre-1970 totals include only buildings constructed before 1970 that 
were in place in 1976, 
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OUTER SUBURBAN ZONE 
sites, The Outer Suburban Zone added 33 sites (34 percent), more than any 
other zone, and nearly equaled the gross square footage growth of the Core 
and Mid-City Zones (28 percent). Development was not evenly spread through 
the seven-year period (Table 7-2). In each zone the bulk of the site 
initiations occurred in the 1972-1975 period, and overall 87 percent 
occurred in this period. 
Characteristics of Office Sites by Concentric Zones, 1976. The seven-
year boom in office development tended to equalize the distribution of 
office sites. By 1976 the Core contained 32 percent of the total number 
of office sites in metropolitan Denver; Mid-City held 30 percent and the 
three outer zones contained 38 percent (Table 7-3). The distribution of 
gross square footage was, however, another story. The Core had 44 percent 
of the metropolitan total while Mid-City's proportion was only 23 percent. 
This low figure was owed principally to the small size of the buildings 
put in place in the Mid-City Zone. The Core collected a slightly higher 
proportion of total rents (46 percent) than it held of the total gross 
square footage (44 percent). For each of the other zones the reverse was 
true. Thus, it is not surprising that the $7.64 average rent per square 
foot in the Core is so high. Average rent per square foot declined to 
$6.87 and $6.91 in the Mid-City and Inner Suburban Zones, respectively, 
and rose to $7.32 in the Circumferential and Outer Suburban Zones. The 
Mid-City Zone was strong on two measures, market value and average market 
value per square foot. Mid-City is the only Zone whose proportion of the 
total market value (24 percent) was higher than its proportion of rents 
collected (21 percent) and gross square footage (21 percent). This results 
in this Zone's having a very high average market value per square foot, 
$29.57. 
Comparison of Office Site Development in the I-25 Sand I~70 E Corridors 
With Other Corridors 
Structure of Corridors. Denver's corridors extend one mile on each 
side of five major traffic arteries (Map 7-4). This chapter is focused 
on two corridors. One is keyed on Interstate highway 25 as it extends 
south from the junction with Interstate highway 70 locally known as the 
"Mousetrap." This Interstate is also known as the Valley Highway since 
it follows the northward course of the South Platte River through much 
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TABLE 7-2 
YEAR BY YEAR GROWTH OF OFFICE SITES 
IN METROPOLITAN DENVER •CONCENTRIC ZONES,• 1970-197#-/ 
Zones 1970 1971 1972 1973 1974 1975 1976 Total 
Core 2 2 1 2 3 2 0 12 
Mid-City 0 1 8 5 7 11 0 31 
Inner Suburban 0 0 1 0 2 3 0 6 
Circumferential 0 0 3 0 7 4 1 15 
Outer Suburban 5 0 7 5 7 7 2 33 
Total 7 3 20 12 26 27 3 98 
a/s. 
- 1.tes with buildings in place in 1976. 
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TABLE 7-3 
OFFICE SITE CHARACTERISTICS IN METROPOLITAN DENVER CONCENTRIC ZONES, 197¢/ 
Gross Rents Average b/ Average 
Sites Square Footage Collected Rent Per Market Value- Market Value b/ 
Zones Number Percent Amount Percent. Amount Percent Square Foot Amount Percent Per Square Foot-
(000) ($000) (Dollars) ($000) (Dollars) 
Core 53 31.9 7,402 44.0 56,585 45.8 7.64 212,023 43. 9 28.64 
Mid-City 50 30.l 3,843 22.8 26,417 21.4 6.87 113, 648 23.5 29.57 
Inner Suburban 6 3.6 404 2.4 2,790 2.2 6.91 11, 118 2.3 27.52 
Circumferential 20 12. 1 1, 491 8.9 10, 915 8.8 7.32 40,663 8.4 27 .27 
Outer Suburban 37 22.3 3,682 21. 9 26, 963 21. 8 7.32 105,741 21.9 28. 72 
Total 166 100. 0 16 ,822 100. 0 123,670 100.0 483,193 100.0 
!Ysites with buildings in place in 1976. Each zone's characteristics are expressed as a percent of the 
Denver metropolitan area total. 
~Market value in the Core and Mid-City (City and County of Denver) equals 3.33 times assessed value. 
That is, assessed value is 30 percent of market value. For Inner Suburban, Circumferential and Outer Suburban 
sites in Adams, Jefferson and Arapahoe Counties assessed values vary as a percentage of market value. In 
Adams they are approximately 24 percent of market value, in Jefferson about 23 percent and in Arapahoe 25 
percent. 
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of the City of Denver. Its 36.3 square miles make it largest of the five 
Denver corridors. The second study corridor straddles Interstate 70 as it 
extends east from the interchange with Interstate 25. This Corridor 
contains 18. 4 square miles. The I-25 N Corridor begins at the "Mousetrap" 
and extends northward covering 9.6 square miles. The I-70 W Corridor 
begins at the same point and covers 24.0 square miles to the west. The 
Circumferential Corridor is limited to one side of Denver and is defined 
along Interstate 225 between Interstate 25 South and 70 East, and along the 
short segment of Interstate 270. It contains 27.5 square miles. 
Office Site Location and Change by Corridors. Prior to 1970 Corridor 
I-25 S contained only four office sites (6 percent of the metropolitan 
total) and Corridor I-70 E had none at all (Map 7-5 and Table 7-4). The 
Core contained 41 sites (60 percent of the metropo1itan total) and another 
20 (30 percent) were located in non-corridor areas, principally in clusters 
along Broadway and near Colorado Boulevard. Almost three-fourths (73 
percent) of the pre-1970 gross square footage was located in the Core; the 
bulk of the remainder was to be found in non-corridor areas (12 percent) 
and the I-25 S Corridor (11 percent). 
The seven-year boom in office growth saw the I-25 S Corridor add 26 
new sites (26 percent of the 1970-1976 increment). This was second only 
to the 42 sites (43 percent) added in the non-corridor areas (Map 7-6). 
The Core gained 12 sites (12 percent) and the I-70 E Corridor had its 
present total of 5 sites put in place in this period. The I-25 S Corridor's 
growth in sites peaked in the 1972-1975 period (Table 7-5). Growth in the 
non-corridor area peaked in 1974 and 1975 as did growth in the I-70 E 
Corridor. The Core I s growth was .distributed through the 1970-1975 period. 
Growth in square footage, however, showed remarkable similarities among 
the Core, the I-25 S Corridor and non-corridor areas. Each of the three 
gained slightly more than three million square feet or approximately 30 
percent of the 1970-1976 increment. 
By 1976 the non-corridor area had assumed first place in the number 
of sites, 62 (37 percent of the metropolitan total), followed in order by 
the Core with 53 (32 percent) and the I-25 S Corridor with 30 (18 percent). 
The I-70 E Corridor had only 5 sites in place (3 percent). The Core, 
however, led in gross square footage with 44 percent of the metropolitan 
total. The I-25 S Corridor, despite a site increment less than half that 
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TABLE 7-4 
HISTORICAL GROWTH OF OFFICE SITES AND GROSS OFFICE SQUARE FOOTAGE 
IN METROPOLITAN DENVER CORRIDORS~ 
. Pre-1970 Sites£_/ 1970-1976 Sites 1976 Total Sites 
Gross Gross Gross 
Square Square Square 
Corridor Number Percent Footage Percent Number Percent Footage Percent Number Percent Footage Percent 
(000) (000) (000) 
Core 41 60.3 4,250 73.0 12 12.2 3, 152 28.7 53 31.9 7,402 44.0 
A (I-25 S) 4 5.9 631 10. 8 26 26.5 3,169 28;9 30 18.1 3,800 22 .6 
B (I-70 E) 0 0.0 0 o.o 5 5.1 441 4.0 5 3.0 441 2.6 
C (I-25 N) 1 1.5 109 1. 9 5 5.1 195 1. 7 6 3.6 304 1. 8 
D (I-70 W) 2 2.9 125 2.2 3 3. 1 355 3.2 5 3.0 480 2.9 
E (I-225, Circum-
ferential) 0 0.0 0 0.0 5 5. 1 353 3.2 5 3.0 353 2.1 
Non-Corridor 20 29.4 704 12. 1 42 42.9 3,338 30.3 62 37.4 4,042 24.0 
--
Total 68 100.0 5, 819 100.0 98 100.0 11, 003 100. 0 166 100.0 16, 822 100.0 
\ 
~/Sites with buildings in place in 1976. For comparative purposes data for the Core and Non-Corridor 
areas are presented. 
£_/Buildings in place in 1976 constructed before 1970. 
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TABLE 7-5 
YEAR BY YEAR GROWTH OF OFFICE SITES 
IN METROPOLITAN DENVER CORRIDORS, 1970-1976-~/ 
Corridors 1970 1971 1972 19.73 1974 1975 1976 Total I 
Core 2 2 1 2 3 2 0 12 
A (I-25 S) 1 1 7 5 4 8 0 26 
B (I-70 E) 0 1 0 0 2 2 0 5 
c (I-25 N) 1 0 2 0 1 1 0 5 
D (I-70 W) 0 0 1 0 1 1 0 3 
E (I-225, 
Circumferential) 0 0 0 0 3 1 1 5 
Non-Corridor 3 0 8 5 12 12 2 42 
Total 7 4 19 12 26 27 3 98 
a/ 
comparative purposes, data for the Core and Non-Corridor areas I - For are presented. 
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of the non-corridor area (30 to 62), nearly matched its square footage. 
The study Corridor's 3.8 million square feet (23 percent of the Denver 
metropolitan total) rank it just below the 4.0 million square feet (24 
percent) of the non-corridor. 
Characteristics of Office Sites by Corridors, 1976. The I-25 S 
Corridor is strong on several measures of office site characteristics. 
In total rents collected its 22.5 percent of the Denver metropolitan total 
places it second only to the Core's 46 percent (Table 7-6). It is just 
ahead of the non-corridor area's 22.4 percent, even though the latter has 
more office square footage. The I-25 S Corridor also ranks second in total 
market value of office sites (26 percent), still behind the Core's 44 
percent but somewhat higher than the non-corridor area's (22 percent). 
This study Corridor has a market value of $32.66 per square foot, highest 
in metropolitan Denver. The I-70 E study Corridor ranks at or near the 
bottom on nearly every measure of office site characteristics. 
Despite its large area (36.3 square miles) the I-25 S Corridor ranks 
higher than any other corridor on the density measures shown in Table 7-7. 
The Core ranks highest and the I-70 E Corridor is near the middle on most 
of these density measures. 
Standard Industrial Classification of Office Units by Corridors, 1976. 
Analysis of 2,724 office units reported in the 1976 Polk Directories for 
the Denver metropolitan area indicates that every Standard Industrial 
Classification (SIC) Division (A through J) is represented in the I-25 S 
Corridor (Table 7-8). Of a possible total of 85 two-digit SIC groups, 71 
are found in the Denver metropolitan area, and 56 are located in the I-25 S 
Corridor. Only 4 are represented in the I-70 E Corridor, 
The I-25 S Corridor is dominated by Finance/Insurance/Real Estate 
units (39 percent of the total Corridor units) and Service units (37 
percent of the Corridor total), as shown in Table 7-8. Manufacturing units 
rank a poor third with 8 percent of the total. This study Corridor has a 
higher percentage of its total units in Manufacturing and in Finance/ 
Insu1'.ance/Real Estate than does any other Corridor or the Core shown on 
Table 7-9. Conversely, its 37 percent in Services is the lowest among all 
the areas presented in Table 7-9. Too few office unit classifications were 
available to allow analysis of the I-70 E Corridor. 
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TABLE 7-6 
OFFICE SITE CHARACTERISTICS IN METROPOLITAN DENVER CORRIDORS, 197&!!:-/ 
Gross Rents Average b/ Average Sites Square Footage Collected Rent Per Market Value- Market Value b/ 
Corridor Number Percent Amount Percent Amount Percent Square Foot Amount Percent Per Square Foot-
(000) ($000) (Dollars) ($000) (Dollars) 
Core 53 31.9 7 ,402 44.0 56,585 45.8 7.64 212,023 43.9 28.64 
A (I-25 S) 30 18. 1 3,800 22. 6 27,836 22.5 7.33 124,103 25. 7 32. 66 
B (I-70 E) 5 3.0 441 2.6 3,010 2.4 6. 83 9,376 1.9 21.26 
C (I-25 N) 6 3.6 304 1.8 1,827 1. 5 6.01 6,510 1.4 21.41 
D (I-70 W) 5 3.0 480 2.9 3,975 3.2 8. 28 14,881 3.1 31.00 
E (I-225, Circum-
ferential) 5 3.Q 353 2.1 2,673 2.2 7.57 9,322 1. 9 26.41 
Non-Corridor 62 37.4 4,042 24.0 27,764 22.4 6.87 106,978 22.1 26.47 
--
Total 166 100.0 16, 822 100. 0 123,670 100.0 483, 193 100.0 
.!:!/sites with buildings in place in 1976. Each corridor's characteristics are expressed as a percent of 
the Denver metropolitan area total. For comparative purposes data for the Core and Non-Corridor areas are 
presented. 
1/Market value in the Core and Mid-City (City and County of Denver) equals 3.33 times assessed value. 
That is, assessed value is 30 percent of market value. For Inner Suburban, Circumferential and Outer Suburban 
sites in Adams, Jefferson and Arapahoe Counties assessed values vary as a percentage of market value. In Adams 
they are approximately 24 percent of market value, in Jefferson about 23 percent and in Arapahoe 25 percent. 
-
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TABLE 7-7 
DENSITY CHARACTERISTICS OF OFFICE SITES IN METROPOLITAN DENVER CORRIDORS, 197&~/ 
Corridors 
Core 
A (I-25. S) 
B (I-70 E) 
C (I-25 N) 
D (I-70 W) 
Square Miles 
in Corridor 
1.5 
36. 3 
18.4 
9.6 
24. 0 
E (I-225, Circumferential) 27.5 
Total 117. 3 
~Sites with buildings in place in 
of the Denver metropolitan area total. 
are presented • 
Office Site Gross Square b/ Density Feet Per Rental Density Market Value-
Number Per Square Mile ($000 Per Density ($000 
Square Mile (000) Square Mile) Per Square Mile) 
35. 3 4,934.7 37, 723 141,349 
• 8 104. 7 767 3, 419 
• 3 24.0 164 510 
.6 31. 7 190 678 
.2 20.0 166 620 
.2 12.8 97 339 
1976. Each corridor's characteristics are expressed as a percent 
For comparative purposes data for the Core and Non-Corridor areas 
.£_/Market value in the Core and Mid-City (City and County of Denver) equals 3.33 times assessed value. 
That is, assessed value is 30 percent of market value. For Inner Suburban, Circumferential and Outer 
Suburban sites in Adams, Jefferson and Arapahoe Counties assessed values vary as a percentage of market 
value. In Adams they are approximately 24 percent of market value, in Jefferson about 23 percent and in 
Arapahoe 25 percent. 
TABLE 7-8 
SIC DIVISIONS AND GROUPS LOCATED 
IN THE I-25 SAND I-70 E CORRIDORS AND ELSEWHERE 
IN METROPOLITAN DENVER, 1976 
SIC's Found Elsewhere in 
SIC Groues Found in the Denver Metropolitan 
I-25 S I-70 E Area But Not in the I-25 
SIC Division Corridor Corridor or I-70 E Corridors 
A Agriculture, Forestry & 
Fisheries (01-09) 02 07, 08 
B Mining (10-14) 12, 13, 10 
14 
c Construction (15-17) 15, 16 
17 
D Manufacturing (20-39) 20, 26 24, 25, 30 
2 7, 28, 
29, 32, 
33, 34, 
35, 36, 
37, 38, 
39 
E Transportation (40-49) 40, 42, 44, 45, 49 
43, 46, 
4 7, 48 
F Wholesale Trade (50-51) 50, 51 
G Retail Trade (52-59) 52, 54 53, 56 
55, 58, 
59 
H Finance, Insurance & 60, 61, 63 
Real Estate (60-6 7) 62, 63 
64, 65, 
66, 67 
I Services (70-89) 70, 72, 73, 81, 75, 84 
73, 78, 86 
79, 80, 
81, 82, 
83, 86, 
89 
J Public Administration 91, 92, 94, 97 
(91-97) 95, 96 
Total 56 4 15 
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TABLE 7-9 
DISTRIBUTION OF METROPOLITAN DENVER CORRIDOR OFFICE UNITS BY SIC CODE, 1976 
Other Corridors 
I-25 S I-70 E and 
Core Corridor Corridor Circumferential Non-Corridor Total 
Number Percent Number Percent Number Percent Number Percent Number Percent Number Percent 
A Agriculture, Forestry 
& Fisheries 01-09 2 < 0.1 1 <O. l 0 0.0 2 1.9 0 o.o 5 0.2 
B Mining 10-14 83 5.9 18 3.2 0 o.o 0 0.0 7 1. 1 108 4.0 
C Construction 15-17 3 < 0.1 16 2.8 0 0.0 2 1. 9 19 3. 1 40 1.5 
D Manufacturing 20-39 68 4.8 46 8.1 0 o.o 8 7.5 29 4.7 151 5.5 
N 
E Transportation 40-49 43 3.0 15 2.6 0 o.o 4 3.7 7 1. 1 69 2.5 
.... F Wholesale Trade 50-51 .... 25 1. 8 11 2.0 0 0.0 1 0.9 8 1. 3 45 1. 7 
G Retail Trade 52-59 29 2.0 18 3.2 0 o.o 1 0.9 11 1. 8 59 2.2 
H Finance, Insurance, & 
Real Estate 60-67 466 32. 8 224 39.5 1 25.0 38 35 .5 193 31.0 922 33.8 
I Services 70-89 654 46.0 212 37.4 3 75. 0 49 45. 8 339 54.5 1,257 46 .1 
G Public Administration 
91-97 51 3.6 6 1. 1 0 0.0 2 1.9 9 1.4 68 2.5 
Total 1,424 100.0 567 100.0 4 100. 0 107 1110. () 622 100.0 2,724 100.0 
1969 Location of 1976 I-25 S Corridor Office Units, An analysis of 
1969 addresses of office units located in the I-25 S Corridor in 1976 
indicates that more than 46 percent of them were previously located in 
non-corridor areas (Map 7-7, Table 7-10). Most of these units drawn to 
the Corridor were in the Finance/Insurance/Real Estate and Services 
Divisions and a few were in the Manufacturing Division. More than 27 
percent originated in the I-25 S Corridor itself, and again, the bulk of 
these units were in the Finance/Insurance/Real Estate and Services 
Divisions. Almost 19 percent were attracted from the Core. These included 
some units in the Mining and the Manufacturing Divisions as well as in the 
Finance/Insurance/Real Estate and Services Divisions, 
Factors Influencing Office Site Development in the I-25 Sand I-70 E 
Corridors 
Eight factors are potential attractions for office development in the 
I-25 Sand I-70 W Corridors: office worker accessibility, the availability 
of land, the price of land, tax differentials, the availability of invest-
ment funds, noise and air pollution and distance from the Core, 
Office Worker Accessibility. Proximity to residences of both office-
location decision-makers and well educated office workers characterizes 
Interstate 25 S. Census tract cell BB on Map 7-8 contains more than 39,613 
office worker residences, the greatest concentration in metropolitan Denver~ 
This is more than two and one-half times the number in the next largest 
census tract cell (point R) which also is adjacent to Interstate 25 S. 
Conversely, Interstate 70 Eis characterized by low to very low concen-
tration of office worker residences; point O, for example, representing the 
most populous office worker cell along I-70 E, contains only 7,789 office 
work.er residences. 
The two 
. i 94 ter1st cs. 
Interstates, however, exhibit different accessibility charac-
The sum of intersections passed (Konigs) in traveling the 
shortest routes from the centers of census tract cells to the destination 
points is shown on Map 7-9. It indicates that Interstate 70 E has a little 
better accessibility (lower Konig counts at points along it) than does 
Interstate 25 S, although the difference is too small to affect the 
94The accessibility model is discussed in Chapter 1 and Appendix A. 
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TABLE 7-10 
1969 LOCATIONS OF 1976 OFFICE UNITS 
IN THE METROPOLITAN DENVER I-25 S CORRIDOR BY SIC DIVISION~/ 
Other 
Core I-25 S I-70 E Radials Circumferential Non-Corridor Total 
B Mining 10-14 5 3 0 0 0 1 9-
C Construction 15-17 0 2 0 0 0 4 6 
D Manufacturing 20-39 4 1 1 2 0 7 15 
E Transportation 40-49 1 0 0 0 0 0 1 
F Wholesale Trade 50-51 0 0 0 0 0 1 1 
"' 00 G Retail Trade 52-59 0 0 1 0 0 1 2 0 
H Finance, Insurance & 
Real Estate 60-67 11 16 3 0 0 30 60 
I Services 70-89 6 16 1 2 1 23 49 
J Public Administration 91-97 0 1 0 0 0 0 1 
Total Number 27 39 6 4 1 67 144 
Percent 18.7 27.1 4.2 2.8 0.7 46.5 100.0 
~Includes only units with local 1969 addresses different from their 1976 addresses. 
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aggregate office worker accessibility shown on Map 7-10. Points 9, 10 and 
11 along Interstate 25 Sare the three highest points of aggregate office 
worker accessibility in the Denver area. The CBD (Central Business 
District) is among the lowest. 
Availability of Land Suitable for Commercial Development. The City 
of Denver's grid street pattern is reflected in the linear pattern of 
spaces zoned to allow office site development in 19 (Map 7-11). The major 
exceptions to the grid pattern are those spaces aligned with Interstate 25 
South which cuts diagonally across the City from northwest to southeast. 
Large blocs of space allowing office site development are located at the 
intersections of Interstate Highway 25 South with Broadway, Colorado 
Boulevard, Evans, Hampden Road and Interstate Highway 225 (the circumfer-
ential) and along Interstate Highway 25 South of Hampden Road. These blocs 
are all in the I-25 S Corridor and were the locales in which many of the 
new office sites were developed in the 1970-1976 period. Office develop-
ment, however, had been following Broadway and Colorado Boulevard southward 
since the late 1950's and along this latter route in the late 1960's low 
income homes were razed to make way for commercial developments. Future 
developments, therefore, may well occur in areas zoned to allow office sites 
now occupied by other land uses. The I-70 E Corridor contains a few 
sizeable tracts of land zoned to allow office buildings. Large tracts of 
vacant land available for office site development are also located south 
of the City of Denver along Interstate Highway 25 in Arapahoe County and 
adjacent to Interstate Highway 225 (the circumferential). Some large blocs 
of available land are also located in southwest Denver where Johns-Manville 
has recently constructed its national headquarters. 
The Price of Land. According to local developers the price of land 
for office site development is always difficult to anticipate. One, 
however, estimated that raw land on the fringes of the city would sell at 
a peak of $3.00 to $3.50 per square foot. His estimate of an ideal 
location was highly visible from an Interstate Highway located 800 feet 
off the route and half way between major interchanges. Presumably, this 
parcel would command the highest price. 
Tax Differentials. For some metropolitan Denver developers taxes have 
a bearing on locational decisions for office sites. For them, developing 
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a site is "sufficiently risky" so that every dollar counts and taxes are a 
"big chunk" of their operating expenses. These views are tempered by 
others who hold that taxes are less important than prime location or the 
size and sophistication of a municipality. A more sophisticated community, 
such as Denver, is better prepared than satellite communities to aid the 
developer and cut time and front-end costs. In actuality, however, the 
tax differentials between Denver and its satellites can be almost infini-
tesimal. For example, an office site with a market value of $1 million 
in Greenwood Village, a community astride the I-25 S Corridor in Arapahoe 
County, would pay almost exactly the same tax as a building with the same 
market value in the City of Denver. Total taxes at the Greenwood Village 
site would be $98.09 per $1,000 of assessed valuation, including $36.80 
per $1,000 in municipal, county and special district taxes and $61.29 per 
$1,000 in school taxes. The Denver site would pay $80.75 per $1,000 of 
assessed valuation, including $28.05 in Denver City/County and public 
service taxes and $52.70 per $1,000 in school taxes. Greenwood Village 
sites are assessed on 25 percent of market value and Denver's on 30 percent 
of market value. On a site with a market value of $1 million in Greenwood 
Village the rate of $98.09 per $1,000 of assessed valuation would apply 
to an assessed valuation of $250,000 and present a tax bill of $24,522 to 
the site. On a site with the same market value in Denver the rate of 
$80. 75 per $1,000 of assessed valuation would apply from assessed valuation 
of $300,000 and produce a tax bill of $24,225 for the site, a small 
difference. 
Availability of Investment Funds. In 1976 investment funds were not 
available for speculative office site ventures in Denver. Denver is simply 
"overbuilt" outside the Core. The core itself has a vacancy rate of 8. 7 
percent according to a survey taken May 1, 1976 by the Building Owners and 
Managers Association (BOMA). But the southeast sector of Denver which 
includes the I-25 S Corridor suffers a vacancy rate of 42.3 percent. The· 
departure of Johns-Manville Corporation's national headquarters from the 
huge office site along Interstate Highway 25 South jus.t south of the city 
limits was instrumental in creating this vacancy rate. The Corporation 
recently moved to its newly completed headquarters complex southwest of 
Denver. The vacancy rate in Denver's northeast quadrant which is virtually 
synonymous with the I-70 E Corridor was, according to BOMA's May, 1976 
286 
report, an incredible 60.3 percent. None of these conditions encourages the 
freeing of investment funds for Denver office site development. But 
obviously the sheer number of new developments between 1970 and 1976 in the 
I-25 S Corridor reflected a willingness on the part of investors to lend 
money in this area. Many of these investors, however, were either out-of-
state banks or insurance companies from the eastern United States. Local 
capital, according to one developer, is rather conservative and non-
aggressive in support of speculative office site development. 
Noise Pollution. The Highway Research Board has established that a 
noise level below 71 decibels (dBA) outside an office building has no 
impact on the building occupants. This follows because standard office 
building design damps outside levels by 25 decibels. Thus, a 71 dBA 
outside level is recorded inside at 46 decibels. This is less than the 
Board's recommended maximum of 56 decibels for a stenographic office and 
equal to the recommended maximum level of 46 decibels for a private office. 
Where the outside level is between 71 and 76 decibels there is some impact 
on a private office because the inside level is now between 46 and 51 
decibels. If the outside level exceeds 76 decibels the Board assumes a 
great impact on all office building occupants because the inside level 
rises to more than 51 decibels. This level is higher than that recommended 
for a private office but slightly below the maximum recommended for a 
stenographic office. Utilizing the Board's mode195 noise levels were 
developed for the area around the Interstate 25 South interchange with 
Colorado Boulevard (Map 7-12). Portions of several office buildings near 
the interchange are within the 76 decibel contour and therefore are "greatly 
impacted" by a resulting inside level of 51 decibels. Private offices in 
certain parts of several buildings may recieve some highway noise impact 
because these parts are within the 71 dBA contour. This yields an inside 
level of 46 dBA's, the maximum tolerable for private offices. Several 
other buildings near the interchange are unaffected by highway noise. No 
office building in the I-70 E Corridor is close enough to the Interstate 
to be affected by noise pollution. 
95 See Chapter 1 and Appendix B. 
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MAP 7-12 
HIGHWAY GENERATED NOISE LEVELS 
AT THE 1-25/COLORADO BOULEVARD 
INTERCHANGE IN 
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Air Pollution. Carbon monoxide comprises the bulk of air pollution 
resulting from vehicle emissions. A measure of parts per million (ppm) of 
carbon monoxide in the atmosphere provides the best indication of vehicle-
generated air pollution, unless local stationary sources or unusual traffic 
conditions generate high ambient concentrations of oxides of nitrogen or 
other emissions. The Federally-set maximum allowable carbon monoxide 
concentration is 35 parts per million. 
Using the California model96 carbon monoxide concentrations were 
developed for the area around the Interstate 25 South interchange with 
Colorado Boulevard (Map 7-13). No office building here suffers the effect3 
of carbon monoxide from auto emissions. The highest level (16 ppm) does 
not even approach the maximum allowable of 35 ppm and only two office 
buildings are touched by the 4 ppm contour. Office buildings in the 
I-70 E Corridor are too far from the Interstate highway to suffer any 
effects of auto-generated carbon monoxide pollution. 
Distance From the Core. Distance from the Core is not a significant 
factor in the location of I-25 S office sites. There is no indication that 
developers consider either time or physical distance from the Core when 
they create new Denver office sites. Although there is a small cluster of 
office sites to the northwest of the Core in the I-25 S Corridor, the 
freeway is not their link to the Core. It is nearly six miles from the 
Core to the nearest office site whose occup_ants could use the freeway to 
reach the Core. Distance to the Core, likewise, has no bearing on the 
location of office sites in the I-70 E Corridor. 
Impact of Office Development on the Economies and Public Services of I-25 S 
and I-70 E Corridor Communities 
Municipal Tax Revenues. Twenty-three office sites in the I-25 S 
Corridor generate a total of $582,000 in annual tax revenues for two 
municipalities (Table 7-11). 97 Denver collects $452,000 of this total and 
Greenwood Village receives the remaining $130,000. The six office sites 
96 See Chapter 1 and Appendix C. 
97 Seven other office sites in the Corridor are in Arapahoe County and 
thus not in a municipality. 
289 
I 
I 
I 
I 
• I 
' •
·, 
4 5 64 
LOUISIANA __J L__jJJ )lifl === 
•
I 11 
JI JI 
JI "' II 
.. J.1.11 
.: 11 
11· )t ==== 
II 11 
IJ ,, 
11 1' 
I 11 
1: 
II 
II 
MAP 7-13 
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TABLE 7-11 
MUNICIPAL REVENUES GENERATED BY OFFICE SITES 
IN METROPOLITAN DENVER CORRIDORS, 1976 
1976 1976 
Office Gross Market Asses~ 
Political Unit Square Footage Value Valu 
(000) ($000) ($000) 
Denver 7,402 212,023 63,606 
Denver 1, 740 54,469 16,340 
Greenwood Village 1,621 57,737 14,434 
Denver 395 8,464 2 ,537 
Aurora 46 912 228 
Denver 265 9,573 2, 872 
Lakewood 215 5,308 1,220 
1976 Tax Rate 
Per $100 of Tax Revenie; 
Assessed Value Generated"-
($000) 
2,764 1, 758 
2, 764 452 
0.900 130 
2. 764 70 
1.550 35 
2. 764 79 
0.344 42 
~/Denver assessed value is 30 percent of market value. The Greenwood Village and Aurora assessed value 
values are 25 percent of market value. The Lakewood assessed value is 23 percent of market value. 
-
1
~/Tax revenues derived by applying 1976 tax rate to 1976 assessed values. 
I 
in the I- 70 E Corridor provide $105, 000 in taxes to the municipal coffers 
of Denver and Aurora. Denver collects $70,000 of this total and Aurora 
picks up the remainder. 
Fire Protection. 
spatial reorganization 
Denver's Urban Observatory has 
98 
of the City's fire stations. 
recommended the 
The Observatory 
proposed two new fire stations in southeast Denver, one to be located on 
the freeway itself and the other just one-half mile east of the I-25 S 
Corridor. These were to be the only new fire stations in the City that 
were not replacements for or consolidations of existing stations. Both 
were to be "mini-stations," that is, they were to house small or 11mini11 
pumpers. These recommendations were a response to the urban growth of 
southeast Denver in which new office sites played an important role, 
Beyond this proposed response to general urban growth, however, neither 
the Observatory nor the Denver Fire Department has deemed the growth of 
office sites in and near the I-25 S Corridor to be a factor requiring 
specific responses from the City or the Fire Department. 
Police Protection. According to the Technical Services Division of 
the Denver Police Department only upon annexation of a new area does any 
kind of formula come into play regarding the costs and distribution of new 
police manpower and equipment. And in cases of annexation, the square 
mileage and not the types or densities of population or land use dictates 
manpower and equipment costs. This is also true of police protection 
patterns in the older parts of the City of Denver. In short, new office 
sites evoke no special response from the Police Department and no one in 
the Department suggests that they should. 
Traffic and Local Road Networks, Interstate 25 traverses more than 
twelve miles of urban Denver and this contributes to its being the most 
heavily traveled route in town. As a consequence it contains six of the 
20 highest traffic accident points in the City including the highest, which 
9\enver Fire Services Project Report: Feasibility Test of Applying 
Emergency Service Deployment and Facility Location Methods to Assist in 
Municipal Budget Decisions in the Fi:i:e Services. (Denver: Denver Urban 
Observatory, November, 1974). 
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had 72 accidents in the reporting period. 99 All these points, whether at 
or between interchanges, are near the Core where traffic is heaviest. It 
is not possible to determine the role of traffic generated either by 
Corridor or Core office sites in these accident counts. Two of the twenty 
highest points, however, are at city street intersections just a few yards 
beyond Interstate 25 S interchanges where office sites are concentrated. 
The eighth ranked point, with 37 accidents, lies at the intersection of 
Evans Avenue and Colorado Boulevard just south of the Colorado Boulevard/ 
Interstate 25 S interchange (Map 7-14). The large number of office sites 
and the major retail complex near this interchange increase the peak period 
traffic loads on the urban street network and thus contribute to accident 
conditions. Informants who drive these routes indicate that at peak hours 
traffic at the Colorado/Interstate 25 S interchange is backed up on both 
the freeway itself and the adjacent urban street network. The sixteenth 
ranked point, with 31 accidents, is located at the intersection of Monaco 
Street and Hampden Road, less than one-quarter mile east of the Hampden/ 
Interstate 25 S interchange. Here the situation is similar to that at the 
Colorado/Interstate 25 interchange except that those retail and office 
sites which might contribute to the accident count are farther from the 
freeway itself. 
Retail Functions. Assuming full office occupancy and a full comple-
ment of workers in each office, office sites in Denver's I-25 S Corridor 
100 
employ 19,625 workers. At a mean annual wage of $8,053.24, the annual 
wages paid I-25 S Corridor office workers total $158 million.101 About six 
percent of an office worker's income is spent during the working day on 
99 The latest ranking of accident points made by the Denver Police 
Department is for the period January 1, 1976 to September 1, 1976. 
lOOWage figures exclude executives salaries. This lack is partly 
compensated by assuming full office occupancy and full office complements. 
The number of workers is derived by dividing the study Corridor's 3,800,000 
square feet of gross square footage by 200, the gross square feet of floor 
area per worker (see Chapter 1). 
101 · The mean annual wage is 52 times the mean weekly wage. The weekly 
wage amounts to $154. 87 and is calculated from the Area Wage Survey, Denver-
Boulder Metropolitan Area, December, 1975. Bulletin 1850-81, U.S. Depart-
ment of Labor, Bureau of Labor Statisti.~s. 
293 
convenience goods and general merchandise, apparel and furniture (GAF). 
In the I-25 S Corridor, then, a total of $9.5 million annually is available 
from office workers' incomes to support these commercial functions. 
Approximately 75 percent of this amount is spent on convenience goods and 
25 percent on GAF items. It takes $100 of annual sales to support one 
square foot of convenience goods retail space and $80 to support the same 
amount of GAF space. Based on these variables office workers in the 
I-25 S Corridor support 71,000 square feet of convenience goods retail 
space and nearly 30,000 square feet of GAF retail space with their 
purchases during office hours. Assuming that a convenience goods shop 
averages 1,000 square feet of floor space and that a GAF establishment 
averages 1,500 square feet of floor space, office workers in the I-25 S 
Corridor support 71 convenience goods shops and 20 GAF establishments. 
Despite the large quantity of office worker wages available for 
retail trade expenditures, only three of Denver's 19 major retail complexes 
are located in or near the I-25 S Corridor (Map 7-14). This may result 
from the fact that Denverites, as are residents of many sprawling western 
cities, are used to traveling greater distances to satisfy their needs 
than are residents of eastern or southern cities. In general, few of 
Denver's retail complexes are freeway oriented; most are aligned with the 
grid of major streets that dictates the city's land use pattern. 
An Assessment of Sites in the I-25 S Corridor. 
Land use functions in Denver are cast in rigid conformance to the 
city's rectangular grid of major streets. Interstate highway 25 angles 
northwest to southeast across this pattern and where it intersects a 
major east-west or north-south city street it helps to create a node of 
high accessibility and visibility. Salient among these several nodes is 
the interchange at Colorado Boulevard and Interstate 25 S (Map 7-15). This 
node of office and commercial development is in part a product of that 
commercial growth which had been progressing southward on Colorado in the 
l950's and 1960's. In fact, the motel on Colorado, which is part of the 
office complex at the interchange, was built in 1954. With the advance 
of the freeway southward in the late 1960's the Colorado Boulevard inter-
change became the second highest point of office worker accessibility in 
the city (Map 7-10). In addition, land was available here for development: 
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the developers had earlier purchased a small farm in a single package. 
Micro access at this interchange is excellent. Nevertheless, development 
of new office sites here has created heavy peak-hour traffic pressures on 
both the freeway and the nearby urban street network. These pressures are 
not so great as they might be because according to the office site devel-
opers a considerable number of local office workers reside in nearby 
apartment buildings and do not drive to work. The slight depression of 
the freeway at Interstate 25 S/Colorado Boulevard interchange tends to 
reduce the visibility of these interchange office complexes. Nevertheless 
the vacancy rate here is very low, ranging around five to ten percent. The 
node is only twelve minutes from the Core and about 55 minutes from 
Colorado Springs, the next large community south of Denver. 
Suitability of Office Sites for the 1-25 Sand I-70 E Corridors: A Summary 
The Interstate 25 highway has been instrumental in localizing new 
office sites in Denver, particularly where major city streets intersect 
the freeway. By locating near the freeway office sites have high accessi-
bility to the Core and to the residences of prospective office workers. 
These new developments are highly suitable land uses for the 1-25 Corridor 
and they provide the City of Denver considerable benefits without serious 
costs. While they produce no special police or fire protection problems 
in a large city already geared to deal with most police and fire contin-
gencies, 1-25 Corridor office sites yield to Denver more than $450,000 
million in tax revenues. No office site suffers from auto-generated air 
pollution and only a few office units in a few sites close to Interstate 
25 are affected by noise from auto traffic. Office workers in I-25 sites 
generate a large quantity of income which is available to nearby retail 
functions but owing to the dominance of commercial strips in Denver's grid 
street pattern few of these retail land uses are located either on the 
freeway itself or even in the Corridor. Office sites in the 1-25 Corridor 
tend to be relatively unobtrusive and esthetically neutral. The first 
condition reduces somewhat the visibility from the freeway and the second 
makes their presence acceptable to adjacent land use functions. 
Interstate Highway 70 East, unlike the Valley Highway (I-25 South), 
traverses the wide open plains that mark the east side of Denver. I-70 E 
Corridor land use is dominated by sprawling light manufacturing functions 
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not usually compatible with high-rise office buildings. Thus, according 
to one developer, the low-rise buildings there which conform to the low-
rise skyline of the light manufacturing functions lose prestige and 
exclusivity. 
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Introduction 
CHAPTER 8 
THE GROWTH OF OFFICE SPACE IN THE OMAHA, NEBRASKA 
INTERSTATE 80 RADIAL FREEWAY CORRIDOR 
During the decade of the 1960's the population of Omaha, Nebraska 
increased from 301,598 in 1960 to 347,328 in 1970. It should be pointed 
out, however, that this population increase was experienced only because 
of extensive annexation by the City of Omaha in the late 1960's. The 
1970 Census points out that these annexed areas had a 1970 population of 
71,868 while the 1960 central city area had a 1970 population of 275,460. 
Therefore, the 1960 central city area actually experienced a net loss of 
26,138 persons (-9 percent) between 1960 and 1970. During this same time 
period Douglas County's population went from 343,490 to 389,455, an 
increase of 13 percen4 and the population of the Omaha Standard Metropolitan 
Statistical Area (SMSA) went from 457,873 to 540,143, an increase of 18 
percent. The fact that the 1960 central city area's population declined 
during the 1960 to 1970 period indicates that the Omaha area's population 
is rapidly undergoing a process of suburbanization. Continued growth in 
Douglas County and the Omaha SMSA suggests that this trend continued 
through 1975. Estimates made by the Bureau of the Census in its Current 
Population Reports, Series P-26, indicate that population increases are 
still being experienced in Douglas County and the Omaha SMSA. Provisional 
estimates place Douglas County's 1975 population at 411,000 (an increase of 
5.5 percent from 1970 to 1975) and the Omaha SMSA's 1975 population at 
572,900 (an increase of 6 percent from 1970 to 1975). 
Omaha ranks relatively high among other metropolitan areas in terms 
of white collar employment. In 1970 th~ U,S, Census Bureau categorized 53 
percent of the Omaha SMSA's labor force;as white collar workers, just 
above the mean of 51 percent for all SMSA's with central cities of over 
100,000 population. 
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In 1976 Douglas County (hereafter referred to as metropolitan Omaha) 
contained 66 office sites of at least 25,000 gross square feet each. And, 
as Omaha's population was undergoing a rapid process of suburbanization, 
so was its inventory of office space .. The past decade has witnessed a 
tremendous growth in office sites outside of Omaha's central business 
district. 
The purpose of this study is to determine the extent to which the 
I-80 freeway has influenced the 
. l' 0 h l02 Th' h po itan ma a. is c apter 
existing pattern of office sites in metro-
a) identifies the pattern and growth of 
office space in four concentric zones in the metropolitan area, b) compares 
the study Corridor with one other radial corridor and the Core of .the City 
on the basis of the pattern and growth of office space characteristics, 
c) examines several factors influencing office attraction to the I-80 
Corridor, d) analyzes the impact of office development in the study 
Corridor on various aspects of the economy and public services of the City 
of Omaha, and e) provides an assessment of office sites in the I-80 
Corridor. 
Office Development in Metropolitan Omaha's Concentric Zones 
Structure of Concentric Zones. Four concentric zones in metropolitan 
Omaha have been delineated on the basis of their position relative to the 
central business district and the I-680 circumferential freeway. The 
Omaha Core Zone is defined by a circle with a .7 mile radius centered on 
the intersection of 16th Street and Farnam Street and encompasses all 
office buildings in the Omaha central business district. The Circumfer-
ential Zone is that area which lies within one mile either side of the 
I-680 freeway from where it crosses the Missouri River into the northern 
portion of Omaha and extends west and then south until it intersects the 
I-80 freeway. At that point the Circumferential Zone becomes centered on 
the I-80 freeway and extends south for three additional miles. The Mid-
City Zone is that portion of the metropolitan Omaha area which lies between 
the Omaha Core and the Circumferential Zone while the Suburban Zone lies 
beyond the Circumferential Zone. 
102 An office site is a single office building, an office park of several 
buildings or a complex of buildings built by the same developer within a 
limited period of time. 
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Office Site Location by Concentric Zones, 1976. As Map 8-1 illustrates, 
the Omaha Core represents the largest single concent~ation of office sites 
in the metropolitan area. As of 1976, 29 office sites containing nearly 
half of the metropolitan area's gross floor space were located in the 
Omaha Core. The Mid-City Zone is second only to the Core both in terms of 
the number of office sites and the gross square footage it contains. As 
Table 8-1 indicates, the 25 office sites in this Zone contain 2.9 million 
gross square feet or over 40 percent of the metropolitan area's total gross 
floor area. Eleven.buildings located in the Circumferential Zone contain 
632,000 square feet of office space. The one office site located beyond 
the Circumferential Zone contains 32,000 square feet of gross floor area 
this makes Omaha's Suburban Zone the smallest both in terms of the number 
of office sites and the amount of gross floor area of office space. 
Historical Growth of Office Sites by Concentric Zones. While the 
Omaha Core still represents the largest concentration of office sites in 
the metropolitan area, its dominance has been drastically reduced since 
1970. Prior to 1970, no major office sites had been developed beyond the 
Mid-City Zone and the Omaha Core contained nearly 60 percent of the metro-
103 politan area's office s:utes and gross square footage. · Map 8-2 and Table 
8-1 reveal that at that time 26 office sites containing over 3 million 
square feet of gross square footage were located in downtown Omaha. The 
balance of Omaha's 1970 office space inventory--18 sites containing 2.3 
million square feet of gross floor area--was located in the Mid-City Zone. 
The 1970-1976 period witnessed the construction of 22 new office sites 
containing over 1.7 million square feet of gross square footage in metro-
politan Omaha. As Map 8-3 illustrates, development of the Circumferential 
and Suburban Zones began during this period. In fact, one-half of the new 
office sites constructed during this period were located in the Circumfer-
ential Zone (Table 8-2). These 11 sites contained 632,000 square feet--
over 36 percent of the gross floor area added to the metropolitan area's 
inventory during the seven year petiod. The one office site added to the 
103 When two or more buildings in an office site have different dates 
of completion, that of the earliest building is used as the initiation 
date of the site. Pre-1970 totals include only buildings constructed 
before 1970 that were in place in 1976. 
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TABLE 8-1 
HISTORICAL GROWTH OF OFFICE SITES AND GROSS OFFICE SQUARE FOOTAGE 
IN METROPOLITAN OMAHA CONCENTRIC ZONES~ 
Pre-1970 Sitesi/ 1970-1976 Sites 1976 Total Sites 
Gross 
Square 
Gross 
Square 
Gross 
Square 
Zones l'lumber Percent Footage Percent 
(000) 
Number Percent Footage Percent 
(000) 
Number Percent Footage Percent 
(000) 
Core 26 59. 1 3,054 5 7. 3 3 13.6 465 26.6 29 43. 9 3, 519 49.7 
Mid-City 18 40.9 2,279 42.7 7 31.8 622 35. 5 25 37.9 2, 901 41.0 
Circumferential 0 o.o 0 0.0 11 50.0 632 36. 1 11 16.7 632 8.9 
Suburban 0 0.0 0 0.0 1 4.6 32 1. 8 1 1. 5 32 0.4 
- - --
Total 44 100. 0 5,333 100.0 22 100.0 1, 751 100.0 66 100.0 7,084 100.0 
.!!/sites with buildings in place or under construction in 1976. 
i/Sites with buildings in place in 1976 that were constructed prior to 1970. 
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TABLE 8-2 
YEAR BY YEAR GROWTH OF OFFICE SITES 
IN METROPOLITAN OMAHA CONCENTRIC ZONES, 1970-1976-'!/ 
Zones 1970 1971 1972 1973 1974 1975 
Core 0 2 1 0 0 0 
Mid-City 1 0 1 2 0 1 
Circtnnferential 0 2 0 6 1 2 
Suburban 0 0 l 0 0 0 
Total 1 4 3 8 1 3 
~ Sites with buildings in place or under construction in 
306 
1976 
0 
2 
0 
0 
2 
1976. 
Total 
3 
7 
11 
1 
22 
I 
I 
I 
I 
I 
Suburban Zone contained only 32,000 square feet and represented less than 
one percent of the floor· area added to metropolitan Omaha's inventory 
between 1970 and 1976. Nearly rivaling the Circumferential Zone in terms 
of the amount of new development was the Mid-City Zone. As Table 8-1 points 
out, the seven sites added to this zone between 1970 and 1976 contained a 
total of 622,000 square feet of gross floor area. Although only three new 
office developments were added to the Omaha Core during this period, their 
combined gross floor area of 265,000 square feet represented over one-
fourth of that added to the entire metropolitan area. 
Even though a considerable amount of new floor area devoted to office 
space was added to the Omaha Core in the 1970-1976 period, the fact that 
the major thrust of new developments was toward suburban locations tended 
to weaken the Core's long standing dominance of the area's office market. 
As of 1976 the Omaha Core contained slightly less than half of the metro-
politan area's floor space. Despite the fact that the Circumferential 
and Suburban Zones still contain a relatively small portion of metropolitan 
Omaha's office space (nine percent and less than one percent respectively) 
recent trends suggest they will become increasingly important and the 
Core's dominant position will continue to diminish. 
Characteristics of Office Sites by Concentric Zones, 1976. Despite 
continued trends toward the suburbanization of office space, the Omaha 
Core is comparatively strong in various measures of office space charac-
teristics. It has already been established that the Core still maintains 
a waning dominance in terms of its portion of the metropolitan area's 
office space inventory. As Table 8-3 illustrates, the large amount of 
office floor space in the Omaha Core contributes to its continued dominance 
in still other office space characteristics. For example, the average 
yearly rental rate of $6.25 per square foot in the Core is the lowest in 
the metropolitan area. However, when this rate is applied to the large 
amount of rental space available in downtown Omaha, it suggests that 
rents collected in the Core total $10.7 million annually--over 42 percent 
of the total rents in metropolitan Omaha~04 A similar situation exists in 
terms of the total market value of office space. At $20.91 per square foot 
104 Assumes full occupancy and excludes owner occupied and/or.single 
tenant occupied buildings. 
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Zones 
Core 
Mid-City 
Sites 
Number Percent 
29 43.9 
25 37.9 
Circumferential 11 16. 7 
Suburban 1 1. 5 
Total 66 100.0 
________ _. -- -- ·-------------------
TABLE 8-3 
OFFICE SITE CHARACTERISTICS 
IN METROPOLITAN OMAHA CONCENTRIC ZONES, 19 7f,2:./ 
Gross 
Square Footage 
Amount Percent 
(000) 
3, 519 49.7 
2, 901 41. 0 
632 8.9 
32 0.4 
7,084 100. 0 
Rents b 
Collected__/ 
Amount Percent 
($000) 
10,719 42.2 
10, 6 76 42. 1 
3, 791 14.9 
208 0.8 
25,394 100.0 
Average. 
Rent Per b/ 
Square Foot:--
(Dollars) 
6.25 
6. 71 
6.52 
6.50 
Market ValueY 
Amount Percent 
( $000) 
71,272 45.0 
66, 6 91 42.1 
19, 3 76 12.3 
960 0.6 
---
158, 299 100.0 
Average 
Market Value c/ 
Per Square Foot:--
(Dollars) 
20. 91 
22.99 
30.67 
30.00 
~/Sites with buildings in place or under construction in 1976. Each zone's characteristics are 
expressed as a percent of the Omaha metropolitan area total. 
}__/ Calculated for 20 Core, 17 Mid-City, 10 Circumferential and 1 Suburb_an sites. Nine sites in the Core, 
eight in the Mid-City and one in the Circumferential are wholly owner and/or single tenant occupied. 
E_f Excludes one Core site which is tax exempt. Market values were obtained from Douglas County Assessor's 
Office. 
the average market value of office space in the Omaha Core is considerably 
lower than in any of the three remaining zones. Yet when this rate is 
applied to the total office space floor area in the Core area it reveals 
a total market value of $71.3 million--45 percent of the total market value 
of all office sites in the metropolitan area. 
The Mid-City Zone has an average yearly rental rate of $6. 71 per 
square foot--the highest of the four concentric zones. And, as Table 8-3 
indicates, total rents collected in this Zone come very close to equaling 
rents collected in the Omaha Core. Due to the advanced age of many of the 
office sites in this Zone the average market value is a relatively low 
$22.99. The total market value in this Zone is $66.7 million and represents 
42 percent of the metropolitan area's total office site value of $158.3 
million. 
Office space in the newly developing Circumferential Zone rents at 
the average yearly rate of $6.52 per square foot--the second highest rate 
in the area. The $3.8 million in rents collected annually account for 15 
percent of the $25.4 million collected each year for rental space in metro-
politan Omaha. Because of the recent construction date of each of the 
sites, market values in this Zone are higher than anywhere else in the area. 
The total market value of office space in this Zone is $19.4 million and 
represents a $30.67 average value per square foot. 
Comparison of Office Site Development in I-80 Corridor With Other Corridors 
Structure of Corridors. The focus of this study is the I-80 Corridor 
in metropolitan Omaha. Although the I-80 freeway itself does not provide 
access to and from the Core, the I-480 freeway provides the required link 
to the Core and together these two freeways provide the basis for the I-80 
radial corridor. The Corridor itself is comprised of the area one mile on 
each side of the freeway and extends to the point where I-80 and I-680 
intersect. For comparative purposes two other corridors in the metropolitan 
area have been defined. The Dodge Corridor is a two-mile wide area centered 
on Dodge Street and extending from the edge of the Omaha Core to a point 
three miles west of the intersection of Dodge Street and I-680. The Circum-
ferential Corridor corresponds closely to the previously described Circum-
ferential Zone. The only difference between the Circumferential Zone and 
the I-680 Circumferential Corridor is that the latter does not include those 
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areas where it is bisected by the two radial corridors. Map 8-4 illustrates 
the structure of the corridor network as well as the location of existing 
office sites in metropolitan Omaha. 
Office Site Location and Change by Corridors. Prior to 1970 there 
were only 44 major office sites in the metropolitan area. As Map 8-5 
illustrates the Omaha Core and, to a lesser extent, the Dodge Corridor 
served as focal points for most office activity in the Omaha area. In 
fact, the corridor surrounding the recently completed I-80 freeway 
contained only two office sites at that time. As Table 8-4 points out, 
prior to 1970 the Core contained over 3 million square feet of office space 
and represented over 57 percent of metropolitan Omaha's total floor area. 
The Dodge Corridor contained 1.7 million square feet of floor space and 
accounted for nearly one-third of the metropolitan area's 5.3 million 
square feet of office space. The two office sites in the I-80 Corridor 
contained 389,000 square feet and represented only seven percent of the 
area's total floor space. One non-corridor office site of 160,000 square 
feet accounted for the remaining three percent of metropolitan Omaha's 
office area~ 
Between 1970 and 1976 22 major office sites containing a total of 
over 1.7 million square feet were developed in metropolitan Omaha. Con-
struction here peaked in 1973 when eight new office sites were constructed 
(Table 8-5). Each year since 1970 has witnessed the development of at 
least one major office site. Between 1970 and 1976 three sites each were 
added to the Omaha Core and the I-80 Corridor. Scrutiny of Map 8-6, how-
ever, suggests that Dodge Street has continued to be the major focus of 
office development. As Table 8-4 indicates, the 14 office sites added to 
the Dodge Corridor between 19 70 and 19_76 contained 825, 000 square feet of 
gross floor area and represented nearly half of the office space added to 
the entire metropolitan area. The Core captured over one-fourth of the 
new office space developed during this period due primarily to the construc-
tion of two high-rise office complexes which now dominate the Omaha sky-
line. The I-80 radial corridor, however, did not fare so well as its Dodge 
Street counterpart or the Omaha Core. The three office sites added to the 
study Corridor during this seven year period contained 245,000 square feet 
of gross floor area. This represented only 14 percent of the new office 
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MAP 8-5 
METROPOLITAN OMAHA 
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TABLE 8-4 
HISTORICAL GROWTH OF OFFICE SITES AND GROSS OFFICE SQUARE FOOTAGE 
IN METROPOLITAN OMAHA CORRIDORS.'!/ 
Pre-1970 Sites.!2_/ 1970-1976 Sites 1976 Total Sites 
Gross Gross Gross 
Square Square Square 
Number Percent Footage Percent Number Percent Footage Percent Number Percent Footage Percent 
(000) (000) (000) 
26 59.1 3,054 57.3 3 13. 6 465 26.6 29 43.9 3,519 lf9. 7 
2 4.5 389 7.3 3 13.6 245 14.0 5 7.6 634 8.9 
15 34. 1 1,730 32.4 14 63. 7 825 47.1 29 43.9 2,555 36. 1 
0 o.o 0 0.0 0 o.o 0 0.0 0 o.o 0 o.o 
1 2.3 160 3.0 2 9. 1 216 12. 3 3 4.6 376 5.3 
--
44 100. 0 5,333 100. 0 22 100.0 1, 751 100.0 66 100. 0 7,084 100.0 
2;! Sites with buildings in place and under construction. For comparative purposes, data for the Core and 
Non-Corridor sites are ·presented. 
!2_/Buildings in place in 1976 constructed before 1970. 
TABLE 8-5 
YEAR BY YEAR GROwrH OF OFFICE SITES 
IN METROPOLITAN OMAHA CORRIDORS, 1970-1976-'!/ 
Corridors 1970 1971 1972 1973 1974 1975 1976 Total 
Core 0 2 l 0 0 0 0 3 
A (I-80) 0 0 0 2 0 l 0 3 
B (Dodge) l 2 l 6 l 2 l 14 
c (I-680) 0 0 0 0 0 0 0 0 
Non-Corridor 0 0 l 0 0 0 l 2 
Total l 4 3 8 l 3 2 22 
a/ 
- For comparative purposes, data for the Core and Non-Corridor areas 
are presented. 
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space added between 1970 and 1976 and was only slightly higher than that 
which was developed in non-corridor areas. To date no office development 
has taken place within the I-680 Circumferential Corridor. 
Characteristics of Office Sites by Corridors, 1976. As Table 8-6 
illustrates, the Omaha Core and the Dodge Corridor dominate the I-80 
Corridor in almost every office space characteristic examined. Large 
amounts of new construction between 1970 and 1976 raised the number of 
office sites in the Dodge Corridor to 29--equal to the number of sites in 
Omaha's Core and far surpassing the number of sites in the I-80 Corridor. 
In terms of total office floor space, the Omaha Core still reigns with 3.5 
million square feet--nearly half of metropolitan Omaha's total. The Dodge 
Corridor contains 2.6 million square feet and represents just over one-
third of the metropolitan area's office space. The five sites in the I-80 
Corridor on the other hand contain only 634,000 square feet and account 
for less than ten percent of metropolitan Omaha's floor space. Three sites 
in non-corridor areas contain 376,000 square feet and constitute the balance 
of the area's office inventory. 
An analysis of average rents per square foot indicates that rents in 
the I-80 Corridor average $6.34 per square foot per year--higher than the 
$6.25 average in the Omaha Core but somewhat lower than the $6.86 average 
in the Dodge Corridor. Applying these rates to the total rental space 
available in each of the Corridors reveals that buildings in the I-80 
Corridor collect 15 percent of the rents in metropolitan Omaha while the 
Core and Dodge Corridors collect 42 and 34 percent respectively. 
The total market value of office buildings in the I-80 Corridor is 
$15.4 million. This is considerably less than values of $61.9 million in 
the Dodge Corridor and $71.2 million in the Omaha Core. On a per square 
foot basis the I-80 Corridor average is $24.31--slightly higher than the 
$24.23 per square foot value in the Dodge Corridor. The highest per square 
foot market values were found to exist in non-corridor areas where three 
sites had an average value of $25.84. 
Without exception the present level o~ development in both the Omaha 
. I 
Core and the Dodge Corridor exceeds that of the I-80 Corridor in terms of 
four measures of density (Table 8-7). The I-80 Corridor, for example, 
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TABLE 8-6 
OFFICE SITE CHARACTERISTICS IN METROPOLITAN OMAHA CORRIDORS, 19762./ 
Gross Rents b/ Average cl Average Sites r:quare Footage Collected-"' Rent Per b/ Market Value- Market Value cl 
Corridors Number Percent Amount Percent Amount Percent Square Foot- Amount Percent Per Square Foot-
(000) ($000) (Dollars) ($000) (Dollars) 
Core 29 43. 9 3, 519 49. 7 10, 719 42.2 6.25 71,272 45.0 20.91 
A (I-80) 5 7.6 634 8.9 3, 741 14. 7 6.34 15,414 9.7 24.31 
B (Dodge) 29 43. 9 2,555 36. 1 8, 503 33.5 6. 86 61, 906 39. 1 24.23 
C (I-680) 0 o.o 0 0.0 0 0.0 0.0 0 0.0 0.0 
Non-Corridor 3 4.6 376 5.3 2,431 9.6 6.47 9,707 6.2 25.84 
-
Total 66 100.0 7,084 100.0 25,394 100.0 158,299 100.0 
2./Sites with buildings in place or under construction in 1976. Each corridor's characteristics are 
expressed as a percent of the Omaha metropolitan area total. For comparative purposes 1 data for the Core 
and Non-Corridor areas are presented. 
"!!_/Calculated on 20 Core, 4 "A" Corridor, 21 "B" Corridor and 3 Non-Corridor sites. Nine sites in the 
Core, one in the "A" Corridor, and eight in the "B" Corridor are wholly owner and/or single tenant occupied. 
_s/Excludes one Core site which is tax exempt. Market values were obtained from Douglas County Assessor's 
Office. 
l.~a= 
'-' 
>--' 
ex, 
Corridors 
Core 
A (_I-80) 
B (Dodge) 
C (I-680) 
Non-Corridor 
Total 
------------- --------------- --
TABLE 8-7 
DENSITY CHARACTERISTICS OF OFFICE SITES IN METROPOLITAN OMAHA CORRIDORS, 197~/ 
Office Site Gross Square 
Rental Densit~/ c/ Density Feet Per Market Value-
Square Miles Number Per Square Mile ($000 Per Density ($000 
in Corridor Square Mile (000) Square Mile Per Square Mile) 
1. 5 19. 33 2,346 7,146 4 7, 515 
18.5 .27 34 202 833 
19. 1 1.52 134 445 3,241 
29. 4 0.00 0 0 0 
--
--
68.5 
~/Sites with buildings in place or under construction in 1976. Each corridor's characteristics are 
expressed as a percent of the Omaha metropolitan area total. For comparative purposes data for the Core 
and Non-Corridor areas are presented. 
'E) Calculated on 20 Core, 4 "A" Corridor, 21 "B" Corridor and 3 Non-Corridor sites. Nine sites in the 
Core, one in the "A" Corridor, and eight in the "B" Corridor are wholly owner and/or single tenant occupied. 
~Excludes one Core site which is tax exempt. Market values were obtained from Douglas County 
Assessor's Officee 
contains approximately 34,000 square feet of office space per square mile 
while the Dodge Corridor contains 134,000 square feet per square mile and 
the Core contains 2,346,000 square feet per square mile. The market value 
per square mile in the I-80 Corridor was quite low as well--$833,000 as 
compared to $3.2 million in the Dodge Corridor and $47.5 million in the 
Core. 
Standard Industrial Classification of Office Units by Corridors, 1976. 
An analysis of SIC codes for 1,141 office units located in 54 of the 66 
office sites in metropolitan Omaha is presented in Table 8-8. As this 
table illustrates all of the major SIC Divisions are represented. Of the 
office units classified, nearly half (47 percent) were in the Services 
Division which includes medical and legal offices. The second largest 
Division was Finance/Insurance/Real Estate which accounted for an 
additional 31 percent of the units classified. 
Of the 85 different two-digit classifications identified in the 
Standard Industrial Classification Manual, 31 are represented in the I-80 
Corridor (Table 8-9). Of the 141 office units identified in that Corridor, 
over 75 percent were in either the Services Division or the Finance/ 
Insurance/Real Estate Division. As Table 8-8 illustrates, finance, 
insurance, and real estate units represent a larger p.ortion of the 1-80 
Corridor (45 percent) than they do of the Core (30 percent) or Dodge 
Corridor (20 percent). This is due, in part, to the large concentration 
of insurance offices located in one 1-80 Corridor office site. 
1971 Origins of 1976 I-80 Corridor Office Units. While the Dodge 
Corridor has been the major focus of office development in Omaha in recent 
years, it has also been a major source of tenants moving into 1-80 Corridor 
locations since 1970. This was discovered through an analysis of 1971 
addresses of office units now located in three I-80 Corridor office sites. 
The 1971 locations of 46 office units for which previous addresses were 
obtained are illustrated in Map 8-7. As Table 8-10 illustrates nearly half 
of these units (22) had previous addresses in the Dodge Corridor. Ten 
units had moved into I-80 Corridor office sites from the Omaha Core while. 
an additional ten simply moved from different I-80 Corridor addresses. 
Finance, insurance and real estate units and service units accounted for 
over 60 percent of the office units moving into the I-80 Corridor. 
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TABLE 8-8 
DISTRIBUTION OF METROPOLITAN OMAHA CORRIDOR OFFICE UNITS BY SIC CODE, 1976 
Core I-80 Dodge Circumferential ~on-Corridor Total 
SIC Division Number Percent Number Percent Number Percent Number Percent Number Percent Number Percent 
A Agriculture, Forestry 
& Fisheries 01-09 0 o.o 0 0.0 1 0.2 0 0.0 2 2.1 3 0.3 
B Mining 10-14 1 0.2 0 0.0 0 0.0 0 0.0 0 o.o 1 0.1 
C Construction 15-17 5 1. 1 2 1. 4 10 2.2 0 o.o 0 0.0 17 1. 5 
D Manufacturing 20-39 12 2.7 7 5.0 43 9.3 0 0.0 5 5.4 67 5.9 
"' E Transportation 40-49 21 4.7 6 4.2 9 2.0 0 0.0 9 9.7 45 3.9 
"' 0 
F Wholesale Trade 50-51 6 1. 4 9 6.4 17 3.7 0 0.0 0 0.0 32 2.8 
G Retail Trade 52-59 16 3.6 8 .,,, 5.7 36 7.8 0 0.0 3 3.2 63 5.5 
H Finance, Insurance & 
Real Estate 60-67 132 29.6 63 44.7 90 19.5 0 o.o 63 67.8 348 30.5 
I Services 70-89 231 51. 8 44 31. 2 252 54. 7 0 0.0 8 8.6 535 46.9 
J Public Administration 
91-97 22 4.9 2 1. 4 3 0.6 0 0.0 3 3.2 30 2.6 
Total 446 100.0 141 100. 0 461 100.0 0 0.0 93 100.0 1, 141 11)0.0 
TABLE 8-9 
SIC DIVISIONS AND GROUPS LOCATED 
IN THE I-80 CORRIDOR AND ELSEWHERE 
IN METROPOLITAN OMAHA, 1976 
SIC's Found Elsewhere 
in Omaha Metropolitan 
SIC' s Found in Area But Not in I-80 
SIC Division I - 80 Corridor Corridor 
A Agriculture, Forestry & 01, 02, 07 
Fisheries (01-09) 
B Mining (10-14) 10 
c Construction (15-17) 15, 16 17 
D Manufacturing (20-39) 20, 27, 28, 34, 22, 23, 29, 32, 33, 
36, 37 35, 38, 39 
E Transportation (40-49) 42, 43, 47, 48 40, 49 
F Wholesale Trade (50-51) so, 51 
G Retail Trade (52-59) 52, 58, 59 53, 54, 55, 56 
H Finance, Insurance & 60, 61, 62, 63, 66 
Real Estate (60-6 7) 64, 65, 67 
I Services (70-89) 73, 78, 80, 81, 72, 75, 76, 79, 82, 
86, 89 83, 84, 88 
J Public Administration 95 91, 92, 97 
(91-97) 
Total 31 31 
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TABLE 8-10 
1970-1971 LOCATIONS OF 1976 OFFICE UNITS IN THE/ 
METROPOLITAN OMAHA I-80 CORRIDOR BY SIC DIVISION~ 
Core I-80 Dodge Circumferential Non-Corridor 
2 2 3 0 0 
Finance, Insurance, Real Estate 2 2 10 0 3 
Services 6 2 3 0 1 
Other Divisions 0 4 6 0 0 
Total Number 10 10 22 0 4 
Percent 21. 7 21. 7 4,7. 9 0 8.7 
~/Includes only units with local 1970-1971 addresses different from their 1976 address. 
Division 
Total 
Number Percent 
7 15. 2 
17 37.0 
12 26. 1 
10 21. 7 
46 
-- 100.0 
Factors Influencing Office Site Development in the I-80 Corridor 
Several factors which often attract office development to a particular 
area and the extent to which these factors have affected development in 
the I-80 Corridor are dealt with in this section. Factors discussed 
include office worker accessibility, availability of land, tax differentials, 
availability of investment funds, noise and air pollution and distance from 
the Core. 
Office Worker Accessibility.lOS Perhaps one of the most important 
characteristics a developer seeks in a potential office site is accessi-
bility to the residences of office location decision makers and a high 
quality labor force. While white-collar accessibility to points within 
the I-80 Corridor tends to be quite.high, other points in metropolitan 
Omaha benefit from better white-collar accessibility and have consequently 
attracted more new office space. 
As Map 8-8 illustrates, census cell Bin eastern Omaha contains the 
largest concentration of office workers in the metropolitan area. Other 
major concentrations of office workers exist in census cell E in central 
Omaha and in census cell Kin southwest Omaha. Local planning officials 
indicate that census cells E and K correspond closely with residential 
neighborhoods in which office location decision makers tend to reside. 106 
To provide a measure of general accessibility, Konig counts have been 
used. Konig counts represent the number of intersections encountered when 
traveling from census cell centers to predetermined destination points 
along the metropolitan area's transportation network. As Map 8-9 illus-
trates the intersection of Dodge Street and I-680 in west Omaha (point 8) 
has the lowest aggregate Konig count and is, therefore, the point of 
highest general accessibility from all portions of the metropolitan area. 
Points 1, 2 and 3, all in the western portion of the I-80 Corridor, have 
good general accessibility while points further east on the I-80 freeway 
tend to have lower accessibility. 
105, d The accessibility model is discusse in Chapter 1 and Appendix A. 
106 
Office worker populations were obtained from the 1970 Census. The 
general westward movement of Omaha's population since then may well have 
contained a disproportionate amount of office workers and resulted in the 
lowering of census cell B's office worker population. 
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Aggregate office worker accessibility, which takes into consideration 
both the white collar population and the Konig count variables, is illus-
trated in Map 8-10. The point with the highest aggregate office worker 
accessibility in the Omaha area (the highest office worker accessibility 
score) is located just east of I-680 on Dodge Street (point 9). The I-680/ 
Dodge Street intersection (point 8) ranks third in terms of office worker 
accessibility. Reference back to Map 8-4 of this section reveals that 
tremendous amounts of office space have been developed proximal to these 
two points. Points 1 and 2, both of which are within the I-80 Corridor, 
have relatively good office worker accessibility scores and have also 
attracted major office developments in recent years. Other points along 
the I-80 freeway tend to have poorer white-collar accessibility--a factor 
which may have contributed to the relatively low level of office develop-
ment in this corridor. 
Availability of Land Suitable for Commercial Development. The avail-
ability of land suitable for office development has had a significiant 
impact on the level of such development ·in the I-80 Corridor. 
Map 8-11 illustrates the existence of vacant land in the Omaha area 
in the early 1970's. At that time a great deal of vacant land existed 
within the 1-80 Corridor. The majority of the subsequent office develop-
ment, however, took place in vacant tracts in the western portions of the 
Dodge Corridor, particularly those near the intersection of Dodge Street 
and I-680. The reason for this phenomenon is twofold. First, the area 
surrounding the 1-680/Dodge Street intersection was developing into a 
prestigious residential, retail and office community. To some extent, this 
influence has extended eastward on Dodge Street. Because a prestigious 
location seems to be an important factor in many office location decisions 
this entire area has continued to attract major new office developments. 
Second, while the 1-80 Corridor contained a great deal of vacant land 
(particularly on the south side of the freeway) the general consensus has 
been that it is not suitable for office development. The Union Pacific 
Railroad tracks which parallel 1-80 on the south side have created an 
effective barrier between the freeway and nearby tracts of vacant land ,, 
and, at the same time, have attracted a great deal of light industrial 
activity to the Corridor. The numerous light industrial and warehousing 
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activities now located in this area have tended to make the area less 
suitable for office development. As a result all major office development 
in the I-80 Corridor has taken place either in the extreme northern edge 
of. the Corridor where office sites still benefit from easy access to the 
1-80 freeway and, at the same time, are relatively close to Dodge Street, 
Omaha's major arterial. 
Tax Differentials. Tax differentials have not been a factor in 
determining office locations.in metropolitan Omaha. The vast majority 
of the existing office sites are located within the City of Omaha and are 
all therefore subject to the 25.60 mill property tax rate levied by the 
City of Omaha. Most office sites not located in Omaha are in Sanitary and 
Improvement Districts (SID's) located near the 1-680/Dodge Street inter-
change.107 The costs associated with various types of improvements (i.e., 
streets, street lights, sewers, etc.) are assessed against these office 
sites by the appropriate SID and, as a rule, the developers of these sites 
do not realize property tax savings. Moreover, developers of these sites 
indicate that factors such as accessibility and the prestigious location 
were more important in the location dec.ision than any perceived property 
tax advantages. 
Availability of Investment Funds. The availability· of investment 
funds has affected the level of office development in the 1-80 Corridor. 
Local developers and financial institution representatives indicate that a 
minimum of no speculative development occurs in the Omaha area. Instead, 
financial institutions normally require that the developer have pre-lease 
commitments for a specified portion of the proposed development. The 
portion of a proposed development which must be pre-leased depends to a 
great extent on the location of such a project. A proposed development 
in a 11 declining" or "stable" neighborhood may, for example, be required 
to be 100 percent pre-leased to reputable tenants before development funds 
would be made available. Financing for the development of an office site 
107 Sanitary and Improvement Districts (SID's) are public corporations 
which operate to install and maintain such improvements as parks, sewers, 
sidewalks, streets and utilities in newly developing areas on the fringes 
of a city. SID's have the authority to levy and collect general real 
estate taxes and special assessments to pay for their operation. 
330 
l 
in a rapidly growing, prestigious area, on the other hand, would require 
only minimal pre-lease agreements. Local developers indicate that such 
practices tend to increase development in prestigious, rapidly growing 
areas such as the I-680/Dodge Street interchange and, to some extent, 
dampen development activity in less desirable locations such as those 
adjacent to the I-80 freeway. 
Noise Pollution. Most office sites in the I-80 Corridor are a 
sufficient distance from the freeway to preclude any adverse impact from 
highway generated noise levels. The only Corridor office site adjacent 
to the freeway is located near the intersection of I-80 and "L" Street 
in the extreme southwest portion of metropolitan Omaha. Noise level data 
developed for that intersection suggest that the nearby office site is 
not affected by freeway generated noise.108 As Map 8-12 illustrates, the 
office site is situated well beyond the 71 dBA contour, beyond which the 
Highway Research Board has indicated there is no impact on building 
occupants. 
Air Pollution. Air pollution has not been found to be a significant 
factor for either attracting or discouraging office development in the 
I-80 Corridor .109 At no point on the I-80 freeway do carbon monoxide 
concentrations even approach 35 parts per million--the Federally established 
maximum allowable. As Map 8-13 illustrates, mid-highway carbon monoxide 
levels at the I-80/"L" Street interchange do not exceed 10 parts per 
million and decline sharply with distance from the freeway. The office 
site near this intersection is located where carbon monoxide concentrations 
are less than 3 parts per million. 
Distance From the Core. Distance from the Omaha Core has not distracted 
from the development potential of the I-80 Corridor. The developer of 
one of the most successful office parks in the I-80 Corridor--and for that 
matter, the Omaha area--indicates that easy access to the Core via the I-80 
freeway is one of the major selling points of his development. A repre-
sentative of the real estate firm which manages an office development in 
108 See Chapter 1 and Appendix B. 
109 See Chapter 1 and Appendix C. 
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the southwestern portion of the T.-80 Corridor indicates that several major 
tenants have been attracted to that site because of easy access to downtown 
Omaha as well as easy access to the State Capital in Lincoln, Nebraska. 
This suggests that spatial proximity to the central business district is 
of little importance in the location decision process, particularly when 
good access via the interstate freeway system is available. 
Impact of I-80 Office Development on the Economies and Public Services of 
the City of Omaha 
The impact of I-80 office development on the City of Omaha is most 
evident regarding factors such as property tax revenues, police and fire 
protection, traffic and local road networks and retail functions. 
Municipal Tax Revenues. Four of the five I-80 Corridor office sites 
are located within the City of Omaha and are there, subject to the City's 
25.60 mill property tax levies. In 1976 the City of Omaha collected 
110 
approximately $98,000 in property taxes from these four sites. As Table 
8-11 illustrates, this is substantially less than the municipal revenues 
generated by office sites either in the Omaha Core or the Dodge Street 
Corridor. 
Police and Fire Protection. The provision of police and fire protec-
tion for office sites in the 1-80 Corridor does not place a significant 
burden on the City of Omaha. Discussions with local police officials reveal 
that office sites are, for the most part, an unknown element in local law 
enforcement data gathering systems. Despite the lack of hard data, local 
officials feel that office sites present no particular problems in terms 
of providing police protection and no special police response is initiated 
when a new office site is developed in the community. 
Perhaps the most significant problem that office sites present local 
law enforcement officials is the traffic accidents which result, to a great 
extent, from heavy traffic generated by office sites. Map 8-14 shows that 
ten of Omaha's 50 highest accident intersections are located near large 
concentrations of office sites. The intersection of Mercy Road and 72nd 
110 Tax revenues were calculated by applying the Omaha tax rate to the 
total assessed value of $3.8 million for Omaha office sites located in the 
I-80 Corridor. 
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TABLE 8-11 
MUNICIPAL REVENUES GENERATED BY OFFICE SITES 
IN METROPOLITAN OMAHA CORRIDORS, 1976 
Office Gross 
Square Footage 
(000) 
3 ,519 
484 
2,255 
1976 
Market 
Value 
($000) 
71,272 
10, 914 
51,080 
1976 
Assess19 
Value-
($000) 
24,945 
3,820 
17,878 
a/ 
- Assessed value equals 35 percent of market value. 
1976 
Tax RatS/ 
(Mills)-
25. 60 
25.60 
25.60 
Tax Revenu~/ 
Generated-
($000) 
639 
98 
458 
E_/A mill is one-tenth of a cent or one thousandth part of a dollar. Therefore, one mill results 
in $1.00 of tax for each $1,000 of assessed valuation. 
£_/Tax revenues derived by applying 1976 tax rate to 1976 assessed values. 
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Street on the northern edge of the I-80 Corridor is the third highest 
accident location in metropolitan Omaha. During 1973 and 1974 there were 
118 accidents at this intersection with damages amounting to $216,940. 
While it is certainly not possible to attribute all of these mishaps to 
persons going to or coming from the nearby office sites, the city traffic 
department does recognize these office sites as major contributors to the 
heavy congestion in this intersection and, therefore, indirect contributors 
to the high accident rate. 
Local fire department officials indicate that recent budget and man-
power increases can not be attributed specifically to the development of 
new office sites but to development in general. This is not to suggest 
that the Omaha Fire Department has overlooked the potential hazards of 
fires in high-rise structures. Special training in combatting fires in 
high-rise structures is a fundamental part of all training sessions. 
Moreover, local officials indicate that Omaha has implemented standard 
sprinkler and alarm requirements for commercial structures that are among 
the most rigid in the nation. 
Traffic and the Local Road Networks. Rapid commercial development 
adjacent to existing transportation networks often results in overloading 
that network. Nowhere in Omaha is this phenomenon more apparent than in 
the area of 72nd Street and Mercy Road on the northern edge of the I-80 
Corridor. As Map 8-15 illustrates, the three major office sites in this 
area have parking facilities for 1,875 automobiles. Mercy Road and 72nd 
Streets provide the principal means of ingress and egress to these parking 
facilities. Seventy-second Street is a major arterial which carries a high 
volume of traffic. Traffic data supplied by the Omaha Public Works Depart-
ment indicate that approximately 31,000 vehicles per day travel on 72nd 
Street in the area of Mercy Road. The recent opening of the Omaha Tower 
on the northwest corners of 72nd and Mercy has served to further increase 
traffic volumes in this area. A representative of Omaha's Traffic 
Engineering Division indicates their department has recently made applica-
tion to the U.S. Department of Transportation for a $500,000 Highway- Safety 
Grant to make major changes aimed at reducing traffic congestion in the 
area of 72nd and Mercy Road. 
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Retail Functions. Assuming 100 percent office occupancy rates and a 
full complement of workers, office employment in the I-80 Corridor totals 
111 3, 170 workers. At a mean annual wage of $7,606, $24.1 million in wages 
112 
are paid office workers in the I-80 Corridor. If six percent of an office 
worker's income is spent during office hours on convenience goods and 
general merchandise, apparel and furniture (GAF), office workers in the 
I-80 Corridor spend approximately $1.5 million for such goods annually. 
Because such expenditures represent only those made during working hours, 
much of this expenditure would be made in nearby retail establishments 
rather than in the major retail centers illustrated in Map 8-16. Assuming 
that 75 percent of all expenditures is for convenience goods and the 
remaining 25 percent is for GAF items and that $100 of annual sales is 
required to support one square foot of convenience goods retail space and 
$80 to support the same amount of GAF space, the I-80 Corridor office 
workers support a total of 11,250 square feet of convenience goods space 
and 4,688 square feet of GAF retail space. While retail floor areas vary 
considerably, these figures could be translated into approximately 11 
average sized convenience shops and three GAF establishments. 
Assessment of Office Sites in the I-80 Corridor 
The early commitment of large tracts of land south of the I-80 freeway 
to industrial uses severely limited the suitability of remaining parcels 
for other types of development. Office sites, as a result, have developed 
in the extreme northern and western portions of the Corridor where 
surrounding land uses are more compatible with an office structure. 
Examples of compatible land uses include supportive commercial functions 
such as eating and drinking establishments and hotel/motel services. 
Because office sites in the I-80 Corridor have been recently constructed 
lll wage figures exclude executive salaries. This lack is partly compen-
sated by assuming full office occupancy and full office complements. The 
number of workers is derived by dividing the study corridor's 634,000 gross 
square feet of office space by 200, the gross square feet of floor area per 
worker (see Chapter 1). 
112 
·The mean annual wage is 52 times the mean weekly wage. The weekly 
wage amounts to $146.26 and is calculated from the Area Wage Survey, Omaha, 
Nebraska-Iowa Metropolitan Area, October, 1975. Bulletin 1850-56, U.S. 
Department of Labor, Bureau of Labor Statistics. 
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and are esthetically pleasing they represent excellent barriers between 
the 1-80 freeway and/or major arterial on which they are located and nearby 
residential neighborhoods. 
Although most 1-80 office developments are located on major arterials 
leading to the freeway rather than adjacent to the freeway itself, local 
developers do not see this as a detriment. One developer indicates that 
being within one mile of the 1-80 freeway still allows excellent accessi-
bility to all parts of the metropolitan area, particularly the Omaha 
central business district. 
Suitability of Office Sites for the 1-80 Corridor: A Summary 
While office sites tend to be highly s.uitable land use functions for 
the 1-80 Corridor, various factors have contributed to the relatively low 
level of office development in this corridor. 
As this chapter has pointed out, office developments now located in 
the 1-80 Corridor generate substantial property tax revenues for the City 
of Omaha. Although one large concentration of office sites in. the Corridor 
has created considerable traffic congestion problems, office sites tend not 
to represent a disproportionate burden in the provision of police and fire 
protection or other City services. The suitability of office sites for 
1-80 Corridor locations is further witnessed by the fact that it contains 
some of Omaha's more successful office developments. 
Despite the apparent suitability of office sites for 1-80 Corridor 
locations, several factors have limited such development in this area. 
Factors such as nominal accessibility and the limited availability of land 
suitable for office development have certainly contributed to the compara-
tively low level of development in the I-80 Corridor. It is more likely, 
however, that this Corridor's low level of development can be more. justly 
attributed to the fact that the Dodge Corridor represents an even more 
suitable location for office development. 
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CHAPTER 9 
SUMMARY AND CONCLUSIONS 
The purposes of this study were to: 
1. test the hypothesis that radial freeway locations are more 
attractive to office development than other locations; 
2. estimate the impact of radial freeway office development on 
a community's public and private economic sectors; and 
3. determine the suitability of office developments for radial 
freeway locations. 
The attractiveness of radial freeway corridors for office sites was 
determined by analysis of eleven factors the results of which are presented 
in Part I of this section. The factors include: the suburbanization and 
corridorization of metropolitan office sites, the characteristics of 
corridor office sites, office worker accessibility, availability of land 
for office site development, the price of land, the tax differentials 
between corridor and non-corridor locations, the availability of invest-
ment funds, noise and air pollution, and corridor office site distances 
from the core. 
Results of the impact of radial freeway office site developments on 
a community's public and private sector are presented in Part II of this 
Summary. The various factors analyzed to determine this impact include 
office site effects on municipal tax revenues, fire protection, police 
protection, public works, traffic and local road networks, and retail 
functions. Part III includes an assessment of office sites in the metro-
politan areas studied and assesses the suitability of office sites for 
radial freeway corridor locations. 
I. The Attractiveness of Radial Freeway Corridors for Office Site Locations 
Suburbanization of Office Sites. The suburbanizing process in.office 
site location was evident in all seven study cities (Table 9-1). In five 
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Metropolitan 
Area 
Louisville 
San Jose 
w Minneapolis/ 
.,,.. 
.,,.. St. Paul 
Dallas 
Atlanta 
Denver 
Omaha 
·-- ·------·-·--··--·--~-- - ~-.- ---------------·--··------~···-' .. _, __ , .. _,, _____ . _____ _ 
TABLE 9-1 
GROWTH IN NUMBER AND SQUARE FOOTAGE OF NON-CORE OFFICE SITES 
IN THE SEVEN STUDY CITIES, 1970-1976 
Non-Core Sites Initiated Non-Core Sites Initiated Total Non-Core Sites 
Pre-1970 1970-1976 1976 
Percent Gross Percent Percent Gross Percent Percent Gross Percent 
Metro- Square Metro- Metro- Square Metro- Metro- Square Metro-
Number politan Footage politan Number politan Footage politan Number politan Footage politan 
Total (000) Total Total (ODO) Total ·-Total (000) Total· 
7 21.2 557 19. 3 25 64.1 1,984 55. 1 32 44.4 2,541 34.9 
14 58. 3 824 55.0 30 73. 1 1, 833 64. 4 44 67.7 2,657 61.2 
36 30.0 6,228 34.6 48 80. 0 4,938 63.7 84 46. 7 11, 166 43. 4 
61 56.0 5,878 29.4 84 94.4 12,495 77. 2 145 73. 2 18,373 50. 7 
78 65.5 11,519 59.8 110 93.2 14, 107 80.8 188 79. 3 . 25,626 69.8 
27 39. 7 1,269 27.0 86 87.7 . 7, 851 72. 4 113 68.1 9,420 56.0 
18 40.9 2 ,279 42. 7 19 86.4 1,286 73.4 37 56.1 3,565 50.3 
of them 80 percent or more of the office sites put in place in the 1970-1976 
period were in non-core locations. Only San Jose (73 percent) and Louis-
ville (64 percent) lagged behind in this suburbanization process. The 
results of this growth were, however, uneven, for by 1976 only in Atlanta 
and Dallas did the non-core proportion of total metropolitan office sites 
exceed 70 percent. In Louisville and Minneapolis/St. Paul fewer than half 
of the total metropoJ_itan sites were in the non-core area. The growth 
pattern of gross square footage was very similar to that of number of 
sites. For every city, however, the percentages were smaller owing to the 
fact that suburban office buildings tended to be smaller than core 
buildings. 
Corridorization of Office Sites. Suburbanization of new office site 
development was not diffuse but tended to be channeled into the major 
radial freeway corridors which extended from the core to the outer edge 
of the metropolitan area. In all ten study corridors office development 
was minimal prior to 1970 (Table 9-2). Only the Stemmons Freeway (I-35) 
in Dallas contained as much as 11 percent of the total metropolitan office 
sites. In the other corridors which had any office sites prior to 1970 
the percentages of the metropolitan total ranged from 1.7 percent in 
Atlanta's I-75NW through 7.5 percent in the Midway Corridor (I-94) between 
Minneapolis and St. Paul. 
The 1970-1976 period presented another picture, however. Seven of 
the ten corridors had increments ranging from a low of 13 percent in 
Minneapolis' I-35 W Corridor to a high of nearly 44 percent along the 
Stemmons Freeway in Dallas. Denver's 1-70 E, San Jose's I-280 Wand 
Louisville's I-64 E all gained approximately 25 percent and more of their 
respective metropolitan area office site increment in the 1970-1976 period. 
Interstate 75 NW in Atlanta and I-80 in Omaha accounted for 16 and 14 
percent, respectively, of their area's increment in this period. Patterns 
of growth in gross square footage did not coincide with these measures ,of , 
numbers of sites. San Jose's 1-280 Corridor, the 1-25 S Corridor in Denver 
and Omaha's I-80 Corridor all initiated proportionately more square footage 
than number of ,dtes in the 1970-1976 period. This tendency toward slightly 
larger office buildings was, however, reversed in the other seven study 
corridors. 
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TABLE 9-2 
GROWTH IN NUMBER AND SQUARE FOOTAGE OY OFFICE SITES m TEN CORRI~RS m THE SEVEN STUDY CITIES, 1970-1976 
Corridor Sites Initiated Pre-1970 Corridor Sites Initiated 1970-1976 total Corridor Sites 1976 
Percent Gross Percent Percent Gross Percent Percent Gross Percent 
""cro- Square Metro- Metro- Square Metro- ,.,.,,,.. Square Metro-
politan , Footage politan politan I Footage politan I pc,lit:an I Footage politan 
Study .Corridors 
--~--~--~--~--~--~ I-64 E Corridor 2 6.1 3 155 5.4 3 11 28.2 2 974 22.2 2 13 18.0 3 1,129 15.S 2 
(Louisville) 
I-280 W corridor 1 4.2 s SS 3. 7 5 10 24.4 3 742 26.1 2 11 16.9 3 797 18.3 3 
(San Jose) 
I-35 W/South Corridor 4 3.3 7 710 3.9 7 8 13.3 4 822 10.6 6 12 6.7 6 l,532 5.9 6 
(Minneapolis/St. Paul) 
I-94/Midway Corridor 9 7.5 3 616 3.4 • 1 1. 7 7 107 1.4 7 10 5.5 7 723 2.8 8 (Minneapolis/St. Paul) 
I-15 E/Stemmons Corridor 12 11.0 4 2,308 11.5 2 39 43.8 1 5,108 31.5 1 51 25.8 2 7,415 20.5 2 
(Dallas) 
w I-35 E/Thornton Corridor 6 5.5 6 463 2.3 6 0 0.0 8 0 0.0 8 6 3.0 7 463 1.3 8 .,,. 
(Dallas) 
°' I-75 NW Corridor 2 1. 7 7 696 3.6 6 19 16, l 3 1,801 10,3 s 21 8.9 6 2,497 6.8 6 
(Atlanta) 
I-25 S/Valley Corridor 4 5.9 3 631 10.8 3 26 26,5 2 3,169 28.9 2 30 18.l 3 3.800 22.6 3 
(Denver) 
I-70 E Corridor n o.o 6 n 0.0 6 5 5.1 4 441 4.0 4 5 3.0 5 441 2.6 5 
(!lt!.nver) 
1-80 Co:i::ridor 2 4.5 3 389 7.3 3 3 13.6 2 245 14.IJ 3 s 7.6 3 634 8.9 3 
(Omaha) 
---
.!._/ For each characteristic, l equals highest ranking in that metropolitan area. Total corridors in the respecti= metropolitan areas are: Lo-..d.sville - 7;. 
San Jose - 8; Minneapolis/St. Paul - 10; Dallas -10; Denver - 7; Atlanta - 11; Omaha - 5. 
-
Corridor Characteristics. A total of eight cores, seven non-core areas 
and sixty-seven corridors in the seven study cities provided the base for 
measuring office site characteristics. Selected characteristics for the 
ten study corridors are shown in Table 9-3. Four of the study corridors, 
I-64 E in Louisville, I-280 Win San Jose, I-35 E/Stemmons in Dallas and 
I-25 Sin Denver, collected rents in amounts second only to those collected 
in the cores of these cities. The Louisville and San Jose Corridors also 
ranked second in rents collected per square foot and the Atlanta I-75 NW 
and Omaha I-80 Corridor ranked third on this characteristic. The Minne-
apolis I-35 W/South Corridor, while ranking only fifth in rentals collected 
in the metropolitan area, ranked first, above even the Minneapolis Core, 
in this category. Clearly some study corridors were more desirable as 
office site locations than others but when rents and rents per square foot 
ranked as high as they did in nearly half of the study corridors these 
locations were obviously desirable to the point where both developers and 
renters were willing to risk money to be there. 
The same four corridors that ranked second in rentals collected also 
ranked second in market value of office sites in 1976. The I-64 E Corridor 
in Louisville, the I-280 Win San Jose, the l-35 E/Stemmons in Dallas and 
the I-25 Sin Denver all possessed aggregate market values that were 
exceeded only by their respective cores. In three of the study corridors 
market values per square foot ranked as high or higher than aggregate 
market values. San Jose's I-280 W Corridor remained second behind the 
San Jose Core and Omaha's l-80 market value per square foot also reached 
second ranking. Market values per square foot in Denver's I-25 S, however, 
were higher than even those in the Denver Core and gave it a number one 
ranking in metropolitan Denver. The fact that four corridors ranked high 
on market values and three had such high rankings on market values per 
square foot in their respective metropolitan areas indicated the attraction 
of corridors for the development of high value property. 
Office Worker Accessibility. All teq study corridors were highly 
accessible to office worker residences. Four corridors, l-64 E in Louis-
ville, I-280 Win San Jose, l-35 E/Stemmons in Dallas and 1-25 Sin Denver, 
contained the highest ranking point of office worker accessibility (TRAX 
point) in their respective metropolitan areas (Table 9-4). All the 
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TABLE 9-3 
SELECTED OP'FICE SITE CBARACTERISTICS IN TEN CORRIDORS IN THE SEVEN STUDY CITIES. 1976 
Average Rent Average Market Value 
Rents Collected Market Value Per Gross Sguare Poot Per Gross Sguare Foot 
Percent Percent 
-,mt Metropolitan 
~( -=t Metropolitan Rantrfti -=t Ban'k!!f -=t Ranr!Y Study Corridors ($000) Total ($000) Tota1 ($000 ($000) 
I-64 E Corridor 4,617 11.6 2 31,351 16.4 2 6.16 2 'J.7, 77 3 
(Louisv:ille) 
I-280 W CQrridor 4.911 17.9 2 25,900 18.9 2 6.9/J 2 32.49 2 
(San Jose) 
I-35 W/South Corridor 7,048 ••• s 30,236 4.7 6 
8.32 I 19, 74 8 
(Minneapolis/St, Paul) 
I-94/Midway Corridor 3.256 2.2 7 13.590 2.1 8 6.18 • 18,80 • (Minneapolis/St. Paul) 
"' 
_.,. I-35 E/Stemmons Corridor 40,550 19.8 2 143,090 18.0 2 6.25 7 20.25 6 
"' 
(Dallas) 
I-35 !/Thornton Corr:Ldor 2,339 1.1 7 10,771 1.4 7 5.45 8 23,23 4 
(Dallas) 
I-75 NW Corridor 17,.527 7.0 6 25, 942 S.2 6 6.98 3 12.43 • 
(Atlanta) 
I-25 S/Valley Corridor 27,836 22.5 2 124, 103 25.7 2 7.33 4 32.66 
(Denver) 
I-70 E Corridor 3,010 2.4 5 9,376 ••• 5 6.83 6 21.26 
7 
(Denver) 
1-80 Corridor 3,741 14.7 3 15, 414 9.7 3 6.34 3 24.31 2 
(Omaha) 
---
!!I For each characteristic, 1 equals highest ranking in that metropolitan axe.a. Total corridors in the respective metropolitan areas 
are: Louisville - 7; San Jose - 8; ?Unneapolis/St, Paul - 10; Dallas -10; Denver - 7; Atlanta - 11; Oma.lta - 5. 
TABLE 9-4 
RANKING OF AGGREGATE OFFICE WORKER ACCESSIBILITY (TRAX) POINTS 
IN THE TEN STUDY CORRIDORS 
Study Corridors 
I-64 E Corridor 
(Louisville) 
I-280 W Corridor 
(San Jose) 
1-35 W/South Corridor 
(Minneapolis/St. Paul) 
1-94/Midway Corridor 
(Minneapolis/St. Paul) 
1-35 E/Stemmons Corridor 
(Dallas) 
I-35 E/Thornton Corridor 
(Dallas) 
I-75 NW Corridor 
(Atlanta) 
I-25 S/Valley Corridor 
(Denver) 
I-70 E Corridor 
(Denver) 
I-80 Corridor 
(Omaha) 
Total Number of 
TRAX Points in 
Metropolitan Area 
18 
26 
24 
24 
21 
21 
20 
25 
25 
16 
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Ranking of Highest 
TRAX Point in the 
Study Corridor 
1 
1 
2 
3 
1 
2 
3 
1 
4 
2 
I 
remaining corridors, except Denver's I-70 E, contained either the second 
or third highest ranking TRAX points in their metropolitan areas. An 
important key to renting office space was accessibility to the office 
executives' residences. 
Radial corridors in all study cities tend to reduce the journey to 
work for the office labor force and the executives. If new residential 
developments are near the freeway (many in the study cities are) and if 
office space can be rented close to that freeway (much is available in the 
study cities) then the time consuming non-freeway portions of the journey-
to-work are held to a minimum. 
Availability of Land Suitable for Office Site Development. The lack 
of available land along a new freeway may in concert with other factors 
act as a restraint on office site development. A prime example of this 
condition was found along the Midway Freeway (I-94) which traverses an 
area of older light manufacturing plants and older lower income homes 
to connect the cores of Minneapolis and St. Paul. The improved access 
enjoyed by this area was not sufficient to compensate these types of land 
uses which were not compatible with new office sites. A similar situation 
prevailed along the Thornton Freeway (I-35 E) in Dallas. 
The presence of institutional land uses along Interstate 64 E in 
Louisville and of stable, well-organized neighborhoods along Interstate 
35 W/South in Minneapolis both acted as deterrents to new office sites and 
forced such developments to the available land at the edges of these metro-
politan areas. 
Large amounts of vacant land available for varied kinds of development 
can be an attraction for office sites. In Dallas several large landholders 
donated tracts of land for the right-of-way of Interstate 35 E/Stemmons in 
order to enhance the value of their land for prospective office develop-
ments. Considerable amounts of land available for commercial development 
were located along Interstate 280 W in San Jose, Interstate 75 NW in Atlanta 
and Interstate 25 S in Denver. Along all three freeways the iand was 
either vacant or in agricultural use and the new office sites had to 
compete with new residential and other commercial developments. In these 
three cities the availability of land per se was less important than the 
simultaneous growth of supporting and compatible land uses. 
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Despite the presence of large tracts of vacant land, office site 
development may be inhibited by the kinds of new land uses which begin to 
occupy the available space. Rail lines, storage, warehousing and light 
manufacturing are the dominant commercial land uses along Interstate 80 
in Omaha and Interstate 70 E in Denver. Although large quantities of 
vacant land existed in these corridors when the freeways were built (and 
still exist in Omaha) office sites were not attracted to such land use 
mixes. 
Price of Land. The price of land was not a significant factor in the 
location of new office sites. The local environment and the micro and 
macro accessibility of a parcel, factors which if positive make it prime, 
were the keys to office location. Such a prime site will perforce cost 
more than those in a poor local environment with poorer access. The higher 
price paid for a prime site would usually be compensated by construction 
of a multi-story building which increases the rentable floor space. A 
given study corridor will contain a large proportion of a given metropolitan 
area's prime sites but the price of these sites has not been a deterrent 
to office site development. 
Tax Differentials. Almost anywhere within a given central city office 
sites pay the same taxes, except, of course, where the sites may be located 
within special taxing districts. The latter, however, were few and tended 
not to produce very wide tax differentials between office sites. In no 
study corridor did such tax differentials affect the location of new office 
sites. Several study corridors, however, extended beyond the central city 
into counties and satellite municipalities whose tax rates were lower than 
those in the central city. In both Cobb County, Georgia, traversed by 
Interstate 75NWand Bloomington, Minnesota, along the I-35 W/South Corridor, 
informants indicated that tax differences with Atlanta and Minneapolis, 
respectively, exercised a positive effect on new office site developments 
in these outlying areas. Even the highly optimistic Dallas developers who 
pointed out that a prime location could cancel out the increased costs due 
to high taxes suggested that in a marginal development pennies in tax 
differentials can make the difference between success or failure of an 
office site. In Louisville, San Jose, and Denver, office development beyond 
the central city was not a product of lower taxes. 
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Availability of Investment Funds. Investment funds have been liberally 
available for office site developments in most of the study corridors for 
the simple reason that they contained large proportions of the prime office 
sites in their respective metropolitan areas. Nearly all informants agreed 
that a good location attracted investment funds. Nevertheless, the recent 
business recession and the overbuilding of sites in some corridors intro-
duced some qualifications. Even for prime sites some pre-construction 
lease arrangements are required. Such arrangements, however, were virtually 
impossible in some overbuilt areas. The 60 percent vacancy rate in Denver's 
southeast quadrant, an area which includes the I-25 S Corridor, precluded 
the flow of any capital for new office site developments in the immediate 
future. 
Noise Pollution. Except for the rare office sites within a few feet 
of an Interstate right-of-way, no corridor site suffered from traffic-
generated noise. Even in these cases architectural damping limited the 
noise effect to the highway side of the building. In no instance were 
office unit vacancies attributable to freeway noise. 
Air Pollution. Regardless of proximity to the freeway right-of-way 
no office building in any study corridor suffered the effects of traffic-
generated carbon monoxide emissions. Even the most heavily impacted 
buildings immediately adjacent to the most heavily traveled freeway (Dallas-
Stemmons) received only ten parts per million of carbon monoxide, a 
figure well below the tolerable limit of 35 parts per million. 
Distance From the Core. Distance from the core was not a significant 
factor in study corridor office site development. Nearly every concentra-
tion of corridor office sites was four miles or more from the core of the 
study city. Each freeway, however, provided rapid access not only to the 
core but also to concentrations of economic activity in outlying areas 
and other nearby urban centers. 
II. The Impact of Radial Freeway Corridor Office Sites on a Community's 
Public and Private Economic Sectors 
Municipal Tax Revenues. Property tax revenues collected by the seven 
central cities from the study corridor office sites ran to extremes in 1976. 
The totals ranged from a low $24,800 in Louisville's I-64 E Corridor to a 
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high of $1,474,000 in Dallas Stennnons (I-35.E) Corridor. To some extent 
these variations resulted from the differing number of office sites among 
the corridors. In addition, some municipalities relied more heavily on 
property taxes than others and thus assessed office sites at higher rates. 
Both facts make difficult any generalization across seven cities and ten 
corridors regarding impact of municipal tax revenues generated by office 
sites. 
Fire Protection. In every study city as a matter of policy, new fire 
stations and new personnel were added because of the spatial expansion of 
population. Types of land uses did not weigh in these decisions. In the 
matter of special equipment and training, however, office sites, especially 
if theyweremulti-story, were given special consideration. The increasing 
number of high-rise office sites in the non-Core areas, and particularly 
in the study corridor, prompted central cities like Louisville, San Jdse 
and Dallas to purchase aerial ladders and snorkels (aerial fire fighting 
platforms) to cope with potential office building fires. Even such 
satellites as Jeffersontown, Kentucky, and Cupertino, California,purchased 
special equipment and provided special training for personnel to deal 
with office building fires. Some satellites and suburban or county areas 
negotiated contracts or mutual assistance pacts with neighboring munici-
palities to cope with potential office building fires. 
Police Protection. Office sites posed no special police protection 
problems in any of the study cities or corridors. Nevertheless, the Crime 
Prevention Institute at the University of Louisville reports that 
businesses and office buildings located within four blocks of an expressway 
interchange are more susceptible to crime than those farther away because 
the highway provides an escape route. No police official in any of the 
study cities, however, indicated that office buildings offered special 
targets for persons intent on criminal activities. Nor did any official 
suggest that a special police response was made necessary by construction 
of a new office building. The Institute's view that the sheer size of 
some office buildings prevents screening of entrants and thereby produces 
policing problems is countered by police officials' contention that the 
larger the office building the more professional and effective is its 
internal security. 
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.Public Works. Heavy concentrations of office sites can require a 
larger sewage reserve than any other type of commercial land use. Building 
such reserves was a problem in the Minneapolis I-35 W/South Corridor and 
in the Louisville I-64 E Corridor. In fact, Jeffersontown, Kentucky, along 
the I-64 Corridor had to place a moratorium on new commercial development 
until a grant from the Environmental Protection Agency permitted an up-
grading of the municipality's sewerage system. 
Traffic and Local Road Networks. In all the study corridors with 
heavy office site concentration.s peak hour traffic (at 8: 00 a .m. and 
5:00 p.m.) was often backed up on either the freeway or the local street 
network. In San Jose at these periods drivers are legally encouraged to 
use the shoulder of Inter·state 280 as a traffic lane. Such congestion 
can take its toll in time, frustration and not a few "fender-bender" 
accidents. 
In Dallas the first ranking accident point was located just off the 
Stemmons Freeway at Field Circle. There were, however, few office sites 
in the immediate vicinity of the Circle so this accident ranking cannot 
be assigned solely to local office-generated traffic. Denver's third 
ranking accident point lay in the I-25 S Corridor just south of the 
Colorado Boulevard/I-25 interchange. The heavy concentration of office 
sites amid the retail land uses around this interchange contributed to its 
high accident ranking. Omaha's third ranking accident point was also 
located in the study corridor (I-80). This intersection, at 72nd Street 
and Mercy Road, was surrounded by office sites. 
Retail Functions. Office workers in the study corridor generate a 
considerable amount of retail sales during working hours. Amounts range 
from a low of $1.l million in Dallas (Thornton) to a high of $17.0 million 
in Dallas (Stemmons). Without a detailed survey of office workers it was 
difficult to determine exactly where these expenditures were made. With 
the time constraints of the lunch hour, however, most were probably made 
within a mile or two of the office worker's job. Many corridor office 
sites had restaurants and shops on the first floor level. In fact, some 
office building owners would lease restaurant space at a loss in order to 
attract prospective rentors. A good many office sites were located adjacent 
to or within large retail complexes. The high visibility of corridor 
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parcels and their accessibility to upper middle income residences makes 
them as attractive to retail complexes as they are to office sites. The 
relationship between these land uses then would become symbiotic, each 
benefiting from the proximity of the other. 
III. Assessment of Office Sites and Their Suitability for Radial Freeway 
Corridor Locations 
Site Assessment. Each office site was unique, but two elements, 
visibility and accessibility, were important to nearly everyone, 
Developers indicated that a site highly visible to passing motorists 
rented more easily than one less visible. Access to the freeway via the 
local street network would be best when unencumbered by stop signs, traffic 
signals and physical bottlenecks. One developer's description of an ideal 
office site nearly put these characteristics into a formula. His ideal 
site lay 800 feet across open space from the freeway right-or-way and half 
way between two major interchanges. Clearly few office sites were able to 
meet his criteria and those that did usually could not control adjacent 
land uses. This resulted in reduced visibility from the freeway and an 
increase in traffic congestion which thereby reduced an office site's 
access. These losses, however, were partly compensated by the fact that 
many of the adjacent land uses were retail and service functions which 
increased the rentability of space in the office sites. 
At many study corridor interchanges there existed a general land use 
transition with decreasing access from the freeway. High client-contact 
functions such as motels, service stations and fast food restaurants were 
located on parcels with the highest freeway access and visibility. Office 
sites, sometimes mixed with multi-family residences, lay beyond these where 
access was slightly reduced but where the local environment was also 
quieter. Single-family residences, which require the least access, were 
located farther still from the freeway. 
Suitability of Office Sites in Radial Freeway Corridors. The office 
sites studied were eminently suitable land uses for freeway corridors. Their 
net impact on the central city was positive. Not one public official was 
able to suggest a single case where an office site cost the public sector 
more than it generated in tax revenues. 
salient in the minds of urban planners, 
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In fact, office sites were rarely 
officials or the public as causes 
of problems. They generate many fewer trips per square foot than do 
retail land use functions. They are quiet most of the day and all through 
the non-working hours. In the planning and environmentally-conscious 
1970' s the degree of office site growth in the freeway corridors shown 
on Table 9-5 would hardly have been possible had their impacts been 
negative. In all but two of the corridors growth exceeded 100 percent. 
And in all but the same two corridors office site expansion was greater 
than that in the metropolitan area. 
The attraction of Interstate radials for office site locations in 
the 1970-1976 period can be seen in Table 9-5 which groups all 23 Inter-
state radial freeways in the seven cities studied. In this period, 
Interstate radial freeways at.tr acted 164 additional office sites, an 
increase of 273 percent. All but one metropolitan area in our study 
(Minneapolis-St. Paul) had at least a doubling of office sites in these 
freeway corridors; the increases ranged from a low of 73 percent to a 
high of 1,000 percent in San Jose, California. This growth rate for Inter-
state radials was greater than that for other radial routes, which had a 
101 percent growth rate. It was also higher than the growth rate for 
non-corridor areas which was 165 percent; the cores of the cities had only 
a 23 percent growth rate. 
But the data also indicate that the fastest growing locations for new 
office sites in the seven cities studied were the circumferential freeways. 
These grew at a 562 percent rate, although the increase in the number of 
sites (73) was less than for Interstate radial freeways (164). It should be 
noted that the circumferential corridors in our study were operationally 
defined to exclude any area within a radial corridor. On the other hand, 
the growth of the circumferential freeways is no doubt related to the 
development of a network of radial routes linking the central business 
district cores to the circumferential. 
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TABLE 9-5 
GROWTH OF OFFICE SITES IN SEVEN METROPOLITAN AREAS, 1970-1976 
Non-Interstate a/ 
Interstate Radials Radials Circumferential Cores- Non-Corridor Areas 
Number Percent Number Percent Number Percent Number Percent Number Percent 
San Jose 10 1000 9 100 -- -- 11 110 11 275 
Denver 39 557 -- -- 5 00 12 29 42 210 
Atlanta 47 427 23 77 25 1250 10 14 13 433 
Louisville 12 400 7 700 3 100 14 54 3 00 
Dallas 42 200 11 157 22 733 11 18 3 19 
..., 
v, Omaha 3 150 14 93 
.... 
0 0 3 12 2 200 
Minneapolis-St, Paul 11 73 7 88 18 360 12 14 12 150 
Total 164 273 71 101 73 562 73 23 86 165. 
2:./Includes Core Extension in Atlanta and Dallas. 
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APPENDIX A 
CALCULATION OF THE OFFICE WORKER ACCESSIBILITY VARIABLE (TRAX) 
USING SAMPLE DATA FROM LOUISVILLE, KENTUCKY 
I. The Model 
The general mathematical expression for the TRAX model is: 
. _ _Rj_ Pk , + Pn 
Ii - Dij + Dik .•. Pin 
in which the total potential interaction value (I) at place i is equal 
to the sum of 1) the population (P) at place j 
(D) between places i and j, and 2) the population 
divided by the distance 
(P) of place k divided 
by the distance (D) between places i and k, and the population (P) at 
place n divided by the distance (D) between place i and n. 
In the TRAX model the following expressions are substituted: 
PA PB PC PD 
I = + + + -----=--
CBD DCBD/A DCBD/B DCBD/C DCBD/D 
Thus the potential office worker flow (I) to the CBD (Central Business 
District) equals the sum of 1) the total office worker population (P) at place 
A divided by the distance (D) between the CBD and place A, and 2) the 
total office worker population at B divided by the distance between the 
CBD and place B, and 3) the total office worker population at C divided 
by the distance between the CBD and place C, and 4) the total office worker 
population at D divided by the distance between the CBD and place D. 
Computing P, Office Worker Population. The office worker population 
is comprised of those persons in professional, managerial, non-retail sales 
and clerical occupation resident in census tracts as reported in the 1970 
U.S. Census. 
Locating Places A, B, C and D. Places A, B, C and Dare the geo-
graphic centers of census tract cells A, B, C and D. 
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II. Application of the Model to Sample Data from Louisville, Kentucky 
Developing Census Tract Cells. A census tract cell is a grouping 
of several census tracts on the basis of contiguity and internal 
street patterns. 
Locating Possible Office Site Destination Points. Possible 
office site locations were located throughout the seven metropolitan 
areas at the intersections of major streets and highways. They are 
the potential destination points of office worker resident in the 
census tract cells. 
Measuring the Distance (D) Between the Center of a Census Tract 
Cell and an Office Site Destination Point. This distance value was 
obtained by counting Konigs or intersections passed on the shortest 
route between the center of a census tract cell and an office site 
destination point. Konig counts between scores of such origin and 
destinations in four metropolitan areas 
with time in transit whatever the route 
were found to correlate closely 
113 
used. The relationship on 
city street routes was .94, significant at the .0001 level. Using 
sample planimetric distance the correlation with time was 192. On 
limited access routes, which included parts of the c:l:ty street net at 
both beginning and end, the relationship was .85, significant at the 
.0001 level. Using simple p1animetric distance the correlation with 
time was only .65. 
Census Tract Cells. In Louisville, Kentucky the following 
census tracts were grouped into census tract cells: 
Cells Census Tract Number 
A 1, 3, 4, 7, 8, 9, 11, 12, 13 
B 2, 5, 6, 10, 15, 16, 17, 18, 19, 20, 21, 22, 23, 
24, 25, 26, 27, 28, 29, 30, 31, 32, 33, 34, 35 
c 4 7, 48, 49, 50, 51, 52, 53, 5 7, 58, 59, 60, 61, 
62, 65, 66, 72 
D 73, 74, 75, 01, 76, 77' 98, 99, 100.01 
113 Gary K. Higgs, Armin K. Ludwig,, bavid W. Hinton and Thomas c. 
Moss. "Konig Numbers as a Measure of Intra-Urban Accessibility," in 
Proceedings of the Association of American Geographers, Vol. 8, 1976, 
pp. 89-91. 
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In actuality Louisville's census tracts were aggregated into 17 census 
tract cells. Such aggregation in Louisville, as in all other metro-
politan areas, was done to reduce the number of computations required 
to calculate office worker accessibility. 
Office Worker Population in ,.Census Tract Cells. In Louisville 
the office worker population (P) for each census tract cell was com-
puted by summing the office worker occupations for all census tracts 
making up a census tract cell. For census tract cells A, B, C and D 
the following office worker population resulted: 
Occupation/Cell A B c D 
Professional 1, 154 1, 135 1,070 3,605 
Managerial 381 387 376 1,739 
Non-Retail Sales 107 177 245 1, 013 
Clerical 1, 855 2 ,891 2,221 2,420 
Total 3,497 4,590 3, 912 8, 777 
Office Site Destination Points. In Louisville possible office 
site destination points were located throughout the metropolitan area. 
As in all other metropolitan areas in the study these points are 
designated CBD (Central Business District) 1, 2, 3, . n. The CBD 
is used as the destination point on the application of the model to 
Louisville. The following table shows the Konig counts between census 
tract cells A, B, C and D and destination points CBD, 1, 3, 3 and 4 
in Louisville: 
Destination Potential 
Point in Konigs (D) Office Worker Flow 
Office Worker to Place I (CBD) 
Cell CBD l 2 3 4 Population (P) P/D 
A 60 24 26 30 32 3,497 58 
B 20 24 26 30 32 4,590 230 
c 7 14 16 20 22 3, 912 559 
D 33 26 37 16 18 8, 777 266 
1, 113 =~p/D 
Calculation of TRAX, the Office Worker Accessibility Value at 
Destination Points. To calculate the office worker accessibility value 
at the Louisville CBD destination point, the distance (D) in Konigs 
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from a census tract cell to the CBD is divided into the office worker 
population of that census tract cell. Thus: 3497/60 = 58; 4590/20 = 
230 3912/7 = 559, and 8777/33 = 266. The sum of these values, 1113, 
is the TRAX value at the CBD, that is, the aggregate office worker 
flow to the CBD from the four census tract cells. The figure has 
relevance only in comparison with figures obtained in the same 
manner. Point 1 in Louisville, for example, has a TRAX value of 954 
indicating that aggregate office worker accessibility from the four 
census tract cells to this Point is lower than to the CBD. The higher 
the TRAX value the better the access. 
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APPENDIX B 
CALCULATION OF NOISE POLLUTION CONTOURS 
USING SAMPLE DATA FROM LOUISVILLE, KENTUCKY 
Freeway generated noise levels reported in this study were calculated 
using a methodology referred to as the "Design Guide for Traffic Noise 
Prediction. " 114 This method utilizes readily obtainable roadway parameters 
for a particular traffic situation and, through the use of various charts 
and tables, transforms them into noise level estimates. 
The following roadway parameters pertain to a small segment of the 
I-264 freeway in Louisville, Kentucky and were obtained from local traffic 
reports: 
Peak hourly traffic volume (V) 
Average vehicle speed (S) 
Peak hourly auto traffic (VA) 
Peak hourly truck traffic (VT) 
Highway type 
Number of lanes 
5,426 vph 
50 mph 
4,883 vph 
543 vph 
Interstate Freeway 
4 
These data were then subjected to nine procedures to obtain estimated 
noise levels. The results for the Louisville 1-264 segment appears on 
Table B-1. The nine procedures include: 
114 
(1) Identify the reference noise levels emitted by both autos and 
trucks which were exceeded 50 percent of the time (L 50). 
Reference to Figure B-1 indicates that an auto traffic volume of 
4,883 vehicles per hour moving at an average 50 miles per hour 
creates a reference noise. level of approximately 69 dBA. 
According to Figure B-2, a truck volume of 543 vehicles per hour 
moving at a similar speed creates a reference noise level of 
approximately 74 dBA. 
Highway Research Board, National Research Council, Highway Noise-A Design 
Guide for Highway Engineer; 1971. 
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(2) Make adjustments according to various characteristics of the 
network being examined. For the purposes of this study it was 
assumed that: 1) road gradient is less than two percent, 2) 
road surface condition is normal, 3) traffic flow is uninter-
rupted, 4) roadway alignment is essentially straight, 5) vertical 
road configurations are at-grade, 6) roadside shielding is not 
present, and 7) the observer height is zero. These assumptions 
preclude the necessity for adjustments. It is necessary, however, 
to make a distant adjustment to account for various Observer-Near 
Lane Distances (D). Distance adjustments are made for Observer-
Near Lane Distances of 50, 100, 200, 300, 400 and 500 feet from 
the edge of the freeway. Figure B-3 indicates that these 
distances from a four lane freeway require adjustments of +3 dBA, 
-1 dBA, -5 dBA, -7 dBA, -9 dBA and -10 dBA respectively. 
Distance adjustments apply to both auto and truck emitted 
reference levels. 
(3) Calculate the adjusted noise levels emitted by both autos and 
trucks (L A50). This is accomplished by combining the reference 
noise levels and the appropriate distance adjustments, e.g., 69 
dBA (reference. noise level) +3 dBA (distance adjustment for 50 
feet)= 72 dBA (adjusted noise level). 
(4) Determine the Observer-Equivalent Lane Distances (DE). The 
Observer-Equivalent Lane Distance corresponds closely to 
Observer-Near Lane Distances with the added adjustment of free-
way widths. Using the various Observer-Near Lane Distance (50', 
100', 200' .•. 500') and the freeway width variable (four lanes), 
Figure B-4 reveals Observer-Equivalent Lane Distances of 55, 
110, 200, 300, 400 and 500 feet. 
(5) Compute parameter A. Computation of parameter A is achieved 
using the following equation: 
A= 
where, V 
V x DE 
s 
Auto and truck volumes 
DE= Observer-Equivalent Lane Distance 
S = Average vehicle speed 
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(6) Identify the neces·sary adjustment factor for calculating noise 
levels exceeded only ten percent of the time (L10), This 
adjustment factor is determined by using the various parameter 
A values against the curve on Figure B-5. 
(7) Calculate noise levels emitted by both'· autos and trucks which 
are exceeded ten percent of the time (L10). This is accomplished 
by adding the adjustment factor obtained in step (6) to the 
adjusted noise levels obtained in step (3). 
(8) Calculate the combined noise level created by auto and truck 
traffic. Since dBA is a log value, the aggregation of L10 for 
auto and truck traffic is an addition of the log values. There-
fore, when 75 dBA and 86 dBA are added, the combined noise level 
at a distance of 50 feet from the freeway equals 86 dBA. Simi-
larly combining the noise levels of 70 dBA and 80 dBA at a 
distance of 100 feet yields a combined impact of 80 dBA. Full 
results are illustrated in Table B-1. 
(9) Determine the distance from the freeway edge when the combined 
noise levels are 71 dBA and 76 dBA. Observation of the combined 
noise levels in Table B-1 reveals that the 71 dBA level should 
exist somewhere between 300 and 400 feet from the freeway edge 
while the 76 dBA level should exist somewhere between 100 and 200 
feet from the freeway. Estimates for the Louisville example 
place the 71 dBA level at 375 feet from the freeway edge and the 
76 dBA at 200 feet from the freeway edge. Contour lines were 
drawn based on several of these data points. 
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TABLE B-1 
TRAFFIC NOISE PREDICTION - A LOUISVILLE EXAMPLE 
Observer-Near 
Lane Distance 50 Feet 100 Feet 200 Feet 300 Feet 400 Feet 500 Feet 
Type of Traffic Auto Truck Auto Truck Auto Truck Auto Truck Auto Truck Auto Truck 
1. Reference noise 
level (Lso) 69 74 69 74 69 74 69 74 69 74 69 74 
(dBA) 
2. Distance adjustment +3 +3 -1 -1 -5 -5 -7 -7 -9 -9 -10 -10 
(dBA) 
3. Adjusted noise 
'-' level (LA) .._, 72 77 68 73 64 69 62 67. 60 65 59 64 
'-' (dBA) 
4. Observer-equivalent 
lane distances (DE) 55 55 110 110 200 200 300 300 400 400 500 500 
(feet) 
5. Parameter A 5371 597 10743 1195 19532 2172 29298 3258 39064 4344. 48830 5430 
6. Adjustment factors 
(L10) 3 9 2 7 2 5 2 4 2 4 2 3 
7. Noise level (L10) 75 86 70 80 66 74 64 71. 62 69 61 67 
(dBA), 
8. Combined noise 
level (L10) 86 80 75 72 70 68 
(dBA) 
I 
I 
I 
I 
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APPENDIX C 
AIR POLLUTION FROM FREEWAYS 
The primary motor vehicle pollutants are carbon monoxide, hydro-
carbons, nitrogen oxides and particulates (mainly lead). The principal 
automobile pollutant is carbon monoxide. Unless local stationary sources 
(or unusual traffic conditions) generate high ambient concentration of 
nitrogen oxides or other atmospheric emissions, measurement of carbon 
monoxide concentrations provides an acceptable measure of motor vehicle 
emitted air pollution. Federal standards stipulate that the maximum 
allowable carbon monoxide concentration is 9 ppm (pollutant parts per 
million by volume) for an eight hour petjiod}15 and 35 ppm for a one hour 
heavy traffic period. 
The objective of the air pollution portion of this study was to 
determine whether the carbon monoxide concentrations reach a critical 
level and whether they affect the location and function of office sites 
located in the various study corridors. To this end, a model developed 
by the California Department of Public Works was utilized to predict 
carbon monoxide concentrations. Data pertaining to a segment of the I-264 
freeway in Louisville, Kentucky, are used for illustrative purposes. Data 
obtained for this highway segment includes: 
The Model 
Type of Highway 
Hourly Traffic Volume (V) 
Average Route Speed 
Freeway 
5,426 vph 
50 mph 
The general mathematical expression for the air pollution model is 
divided into four major components: 
115 
Average of the highest eight consecutive hours in a 24-hour period. 
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1. The source emission strength is computed using the following 
equation: 
Q = (1.73 x 10-7) VE 
where, Q Source emission strength·(gms/sec-meter) 
V = Hourly traffic volume (vph) 
E Emission factor (obtained from Figure C-1 using 
average route speed and year of estimation--1974). 
Solving the equation substituting data for the sample freeway segment in 
Louisville, it is determined that the source emission strength is 
-4 216 x 10 grams/sec-meter. 
2. The concentration of carbon monoxide (CO) within the mechanical 
mixing cell is computed using the equation: 
1.06 Q 
Ku sin m 
where, Ci= The concentration of CO within the mechanical mixing 
cell in gms /m3 
gms -4 Q = Source emission strength in /sec-m (216 x 10 ) 
K = Empirical coefficient (determined by field measure-
ments, assumed to be 4.24 as in the Air Quality 
Manual, Vol. IV,) 
U = Mean surface wind speed, (l.79m/sec) 
m The angle between wind direction and the highway 
alignment. (22.5°) 
By substituting the already computed Q value and assuming that K equals 
4.2i16 , the mean surface wind speed is four miles per hour (1. 79m/sec.) 
and the angle between wind direction and the highway is 22.5°, it is 
determined that the concentration of carbon monoxide (CO) within the 
-4 3 
mechanical mixing cell is 79.8 x 10 gm/m. 
116 California Department of Public Works, "Mathematical Approach 
tto Estimating Highway Impact on Air Quality"' (Air Quality Manual, 
Vol. IV), NTIS, April 1972. Supplements to this mathematical approach: 
Air Quality Manual, Vol. II and V. 
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3. The value of c1 in (gm/m
3) is changed to ppm (parts per million) 
using the following formula: 
106 ( . 0245 ) c2 = cl x MW 
where, c2 The concentration of SO within the mechanical mixing 
cell in ppm (pollutant parts per million) 
c
1 
= The concentration of CO within the mechanical 
mixing cell. 
MW = Molecular weight of CO (28 gm /mole) 
Substituting the already computed c1 value in the equation results in 
a c2 value of 7 ppm. 
4. To determine the level of CO concentrations at various locations 
away from the downwind edges of the highway shoulder, we need to compute 
the Factor F: 
F (symbols as defined previously) 
or 
c2 
F = VE x 50138 (symbols 0 as defined previously) 
Assuming c2 at 2 ppm and 3 ppm, we find F equals 0.8 and 1.2. 
Entering these values of F, and the angle between wind direction and 
highway alignment (22.5°) into the Air Quality Manual, Vol. V (Figure 
C-2) we find the location of CO concentrations of 3 ppm to be 500' 
from the freeway edge andc2 ppm extends an infinite distance. 
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